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If it’s helping to win the war and 
if it’s loose at both ends—we’re 
moving it! 


The ammunition and the food, the 
clothes and the airplane parts, the 
engines and the guns — they’re 


moving faster and faster toward FREIGATWAY. 
the fighting fronts. 


The road to Victory grows shorter! 
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Coast Boom Predicted 


Motor Executive Sees Great 
Development Following War 


e The Pacific Coast will get the lion’s share 

of the prosperity that is bound to follow 
the war, in the opinion of Forest Akers, De- 
troit automobile man, who is at the Biltmore. 
He is vice-president of Dodge Brothers Corp., 
a division of Chrysler. 


“Business is bound to be good after the war, 
although there may be a brief period of un- 
employment due to the shift over from war- 
time to peacetime economy,” Akers said yes- 
terday. “There are many reasons for this. 
One is the shortage, not only in motor equip- 
ment, but in household goods, personal effects 
and housing which must be made up when pri- 
orities are lifted. 


Export Outlook 


“We also are going to have a tremendous ex- 
port market, without any doubt, for all the 
world is short of manufactured goods. 


“It is my belief this will be true of the West, 
especially of the Pacific Coast. Thousands of 
young men will want to go West after the 
war and for other reasons we can look to 25 
or 50 years of greater industrial development 
west of the Mississippi. The Pacific Coast will 
come in for most of this because of its natural 
advantages, which reduce heating and light- 
ing costs, its electric power projects and its 
natural resources.” 


Matter of Autos 


It is Akers’ opinion that there will be few 
changes in automobiles for perhaps 10 years, 
whether or not the war is over soon. 


This is because of the tremendous manufac- 
turing problem in making radical changes in 
motors, for one thing. He thinks that air- 
planes will come into greater use after this 
war than they did after the last, but he can’t 
see them replacing motorcars as a means of 
ordinary transportation, because of the third- 
dimensional factor in air transportation and 
the difficulty of learning how to fly. 


BOARD OF HARBOR COMMISSIONERS 


E. J. Amar — Port Manager 


Charles A, Bland — Port Traffic Manager 


LONG BEACH, CALIFORNIA 


THs Trarrfic Service Corp., 418 S. Market St., Chicago, Ill. Entered as 
anuary 1, 1913, at the postoffice at Chicago, Ill., under the of March 3, 1879 
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Maybe YOU Can Write 


THE CREED OF THE GOOD SHIPPER 


There is such a creed, of course. The good shipper 

believes in adequate packing, correct and clear 
marking, proper stowing, prompt loading, unloading and 
complete cleaning of cars, legible bills of lading, accurate 
records, and all the other things that help to get the 
goods to the customer in perfect condition. 

He believes in these things—the good shipper ‘does. 
But he believes them as an accumulation of wisdom and 
experience over the years. He hasn’t put them in words 
—simple, ringing, convincing words that proclaim to the 
world the ideals for which he stands and the work and 
care he lavishes, day in and day out, on those ideals. 

The NATIONAL ASSOCIATION OF SHIPPERS’ 
ADVISORY BOARDS wants that creed, and it wants 
it in your words—about 50 of your words. It is willing 
to pay you $2.00 a word—$100 in the form of a War 
Bond—if your good shipper’s creed is the best it receives 
by March 1. There are other awards, too. See the list 
of them under the rules of the contest. 

Sharpen the pencil and get busy. Earn an award for 
your effort and be the person to state the Creed of the 
Good Shipper in terms that will be an inspiration to all 
shippers while boxes are made and goods are sold and 


the railroads continue to click over the rails. 


Rules of the Contest 


1. This contest shall be open to everyone except persons in 
any way connected with transportation companies or with the 
makers and sellers of shipping supplies. 

2. Entries shall express, in fifty words or less, the contes- 
tant’s idea of the things necessary to produce perfect trans- 
portation. They should put in words the writer’s beliefs as to 
the materials and methods most likely to result in transpor- 
tation without loss, damage or delay. 

3. Entries may be written in pen and ink or on the type- 
writer. They should be on one side of a single sheet with the 
contestant’s name and address plainly written or printed at 
the bottom of the sheet. Do not try to make your entry elabo- 
rate and do not decorate it. The meaning of the words written 
will be the sole basis of award—not the way in which they 
are written. 

4. Contestants may make as many entries as they desire. 
Each, however, must be on a separate sheet of paper with the 
contestant’s name and address at the bottom. 

5. Entries must be postmarked before midnight February 
28, 1943. They should be addressed to E. A. Jack, general 
chairman, 1943 Perfect Shipping Campaign, Room 2112, 59 
East Van Buren Street, Chicago, Illinois. 

6. The decision of the judges in the contest shall be final. 

7. Announcement of the award winners will be made 
March 29, 1943. 

8. No entries will be returned. All will become the prop- 
erty of the National Association of Shippers’ Advisory Boards. 


List of Awards 


FIRST AWARD... A $100 War Bond; SECOND AWARD 
...A $50 War Bond; THIRD AWARD... A $25 War Bond; 
FOURTH TO NINTH AWARDS... Each, $5 in War Sav- 
ings Stamps. 


Judges 


The following have consented to act as a committee of 
judges: 

E. A. Jack, general trafic manager, Aluminum Company 
of America; general chairman, 1943 Perfect Shipping 
Campaign. 

G. H. Shafer, general traffic manager, Weyerhaeuser Sales 
Company; president, National Association of Shippers’ 
Advisory Boards. 

R. R. Luddecke, general traffic manager, Standard Brands, 
Inc.; president, National Industrial Traffic League. 


H. A. Palmer, editor, The Traffic World. 


R. S. Henry, assistant to the president, in charge of public 
relations, Association of American Railroads. 


National Association of Shippers’ Advisory Boards 
59 East Van Buren Street, Chicago, Illinois 
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Pooling of Rail Revenue 


We find considerable lack of knowledge as to the 
® purpose of Senator Reed’s bill for the pooling of 
the proceeds of general increases in railroad rates, as 
to the pooling provisions of the present law, and as to 
the attitude of various interests toward the idea. It may 
be well at the start of what may be a vigorous attempt 
to enact new legislation to clarify the situation a little. 
Section 5 (1) of the interstate commerce act now 
forbids pooling of earnings by carriers, except that the 
Commission may, on its own initiative or on application 
of the carriers, authorize such pooling, “if assented to 
by all the carriers involved.” 

Senator Reed’s bill would amend this part of the 
law to authorize the Commission to provide for the 
pooling or division among the affected carriers of the 
“avails” of increases in charges to enable each of them 
to afford adequate transportation service, “giving due 
consideration, among other things, to the efficiency 
with which the carriers concerned are operated, the 
amount of revenue required to pay their respective 
operating expenses, taxes, and a fair return on their 
railway property .. .” 

His reason for offering the bill, he says, is that 
provision must be made for preservation of the so-called 


“weak” railroads held to be necessary parts of the 
national transportation system. “We cannot have a 
privately owned and operated national transportation 
system without the railroads and we cannot preserve 
the railroads and at the same time protect the shippers 
unless such a provision is made law,” says he. 

His proposal was embodied in S. 2009, the transporta- 
tion bill, as reported to the Senate May 16, 1939, but 
principally because of railroad opposition, it was elimi- 
nated on motion of senators Wheeler and Reed in order 
that action on S. 2009 would not be delayed. 

In its report on S. 2009, the Senate interstate com- 
merce committee said the pooling provision would 
authorize the Commission to pool revenues resulting 
from general rate increases “so that the share of these 
added revenues which would otherwise go to roads al- 
ready receiving adequate revenues may be distributed 
among the weaker lines.” 

In the fifteen per cent case, 1931, Ex Parte No. 
103, decided October 16, 1931, the Commission made 
suggestions for certain specific increases in rates condi- 
tioned on the carriers submitting a plan for the pooling 
of the revenue accruing from the increases so as pri- 





OUR PLATFORM 
(THE LONG HAUL) 


A revised system of transportation regulation based on 
modern competitive conditions, instead of patehwork amend- 
ment of the old law to make it apply te new transport 
agencies; less, instead of more, gevernment con 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of we used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport fer the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 
way of group operating economies to help themselves and ce- 
operation by shippers in such economies. 


Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

An Interstate Commerce Commission composed of men, 
not only of good character and general ability, but with some 
special yy | in and knowledge of the matters with which 

ey have te deal. 

Simplification of Commission procedure. 

Non- minatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay fer work not done. 

Kill the St. Lawrence waterway proposal. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to pe the sort of service that wil! 
justify employing them. 


(THE SHORT HAUL) 


Every effort by railroads not only te expand their car 
and motive power supply to meet the present emergency 
demands, but to make their present supply go as far as pos- 
sible. Cooperation by shippers in these efforts. 

A scientific and fair treatment of the transportation 
Problem by the board created by Congress te make recom- 
mendations fer legislation. 


Move the Commission to Chicago. 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger transportation. 

No Pullman reservations without cash for tickets. 
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marily to enable them to meet their fixed interest 
charges as they matured. 

The carriers, however, objected, and, in oral argu- 
ment before the Commission, according to the supple- 
mental report on reconsideration of December 6, 1931, 
contended that the impracticability of putting in force 
the pooling plan resulted principally from the lack of 
authority on the part of the representatives of some of 
the carriers to treat sums of money received for 
transportation services performed by such carriers as 
the property of other carriers and allow the latter to 
use those sums in paying their fixed charges. 

Counsel for the carriers also contended that sec- 
tion 5 (1) contemplated only a pooling, under certain 
conditions, of the earnings of “competing” carriers— 
carriers that, for purposes of economy, might parcel 
out among them services that all might perform, and 
justify it by pooling and dividing the revenues derived 
from all the services so parceled out. They contended 
that there was no authority for such a pool as the 
Commission proposed. 

As a substitute, the carriers proposed the creation 
of the Railroad Credit Corporation to make loans from 
the proceeds of the increases for the payment of fixed 
charges, etc., and the repayment of such loans and dis- 
tribution thereof to the participating carriers. The 
Commission permitted this to be done. 

In a dissenting opinion, in which he was joined by 
commissioners Mahaffie, McManamy, and Porter, Com- 
missioner Eastman reviewed at length the question of 
pooling. 

The majority opinion did not admit that the con- 
struction placed on section 5 (1) by counsel for the 
carriers was correct. Commissioner Eastman and his 
associates in the dissenting opinion, however, contended 
that the Commission had the authority, under section 
5 (1), to approve such a pooling arrangement as had 
been suggested in the original report. If the carriers 
rejected such a plan on approval, said he, that would be 
their responsibility and not “ours.” In the concluding 
paragraph of the dissent, Commissioner Eastman said: 

Apart from the fact that a sound plan is being exchanged 
for an inferior substitute, it is a matter of great regret that the 
carriers have shown an inability to grasp the idea which the 
Supreme Court has recognized and voiced with such clarity and 
strength—namely, that the railroads are interrelated and mutu- 
ally dependent parts of a national transportation system. There 
has never been a time when a spirit of mutual cooperation and 
solidarity were more essential to the welfare of the industry. 
The time has surely come for the railroads, as it came for the 
sovereign states, “to form a more perfect Union,” which will 
“insure domestic tranquillity, provide for the common defense, 
promote the general welfare.” If our plan had been accepted in 
the spirit in which it was suggested and put promptly into 
effect, certain recent and unfortunate developments in the rail- 
road financial situation might have been averted. 

The National Industrial Traffic League, at its an- 
nual meeting in New York, November 19-20, 1942, 
adopted a recommendation of its legislative committee 
that it go on record as opposed to the Reed bill “or any 
other proposed legislation providing for compulsory 
pooling . . .” (see Traffic World, November 28, 1942, 
p. 1289). In part, the committee report said: 
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It is not believed, however, that compulsory pooling is either 
necessary or desirable to the maintenance of a national trans. 
portation system. Whatever virtues can be claimed for compu. 
sory pooling, which is essentially socialistic, do not overcome the 
objection that it would be contrary to the idea of private enter. 
prise and an encroachment upon property rights. While a na. 
tional transportation system composed wholly of prosperous 
carriers would be ideal, the proper concept of such a system 
cannot be carried to the extent of requiring the efficient to sys. 
tain the inefficient or the fortuitously situated prosperous roaq 
to contribute to the maintenance of another that may have been 
inaptly conceived and located or poorly financed or managed, 
To so treat revenues as community property would most likely 
reduce the competitive initiative of lines with high earning 
power, with a corresponding adverse effect upon the shipping 
public, and also might well have the effect of impairing rather 
than improving railroad credit in general... . 

‘The needs of some weak roads, or roads in areas of Sparsity 
of traffic, have been met by allowance of arbitraries above the 
standard rate level. In other instances the need has been met 
through readjustment of divisions. In still others, financial 
reorganization, temporary or permanent, has been found neces. 
sary. Such means have so far by and large contributed to pre. 
serving the national transportation system of railroads, and 
mergers of weak roads with stronger ones offer a further means, 
There would seem to be no practical need that these be supple. 
mented by a plan of compulsory pooling that would conscrint 
the earnings of the efficient and prosperous roads for the benefit 
of the less efficient or the less prosperous. Such a plan might 
promote laxity in management by causing beneficiary roads to 
come to rely upon this form of relief. 


So far as we are concerned, we are not, in our 
support of the pooling idea, affected by the cry of 
“socialism.””’ Men may differ as to what is socialistic 
and what is not, but however an idea may be char- 
acterized in this respect, it should be rejected or adopted 
only as result of consideration as to whether it will or 
will not accomplish what ought to be accomplished. 
Pooling of revenue would either be a good thing or it 
would not. Even proving that Hitler himself thought 
well of it would not necessarily condemn it. 


Trattic Club Convention 


The convention of the Associated Traffic Clubs of 

America, reported elsewhere, has, in our opinion, 
justified itself, notwithstanding the original intention 
not to hold it because of the restrictions on travel. But 
it was devoted to matters connected with the war effort 
and methods by which the traffic clubs could be of help, 
and attendance was confined to delegates of serious 
purpose, with no entertainment program. Directo 
Eastman, of the O. D. T., who is responsible for the 
restrictions on travel, was himself a speaker at the 
convention, which fact seems to speak for itself as t0 
his approval of the plan for holding this kind of meet: 
ing at this time. 

As usual, when we report a convention of the Asso 
ciated Traffic Clubs of America, we are making a spe 
cial free distribution of the convention number among 
members of traffic clubs who are not among our sub- 
scribers. This time the free distribution is 4,500 copies: 
It might be said, by the way, that anyone thus recei’ 
ing a free copy who is interested in subscribing, espe 
cially on account of the series of articles by G. Lloyd 
Wilson on traffic law and procedure, the ninth of which 
is printed in this number, may have, with his subscri}- 

(Continued on page 209) 
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Decisions of Interstate Commerce Commission 
Railroad, Water, and Motor Transport 





Grain to the East 


By a report and order in No. 28090, Tex-O-Kan Flour 
Mills Co., et al. vs. Abilene & Southern Railway Co., et al., 
the Commission found unreasonable the rail-ocean and rail- 
ocean-rail rates on grain and grain products, in carloads, from 
Oklahoma, Texas, southern Kansas, southeastern Colorado, and 
eastern New Mexico to north Atlantic ports, Norfolk, Va., to 
Boston, Mass., and prescribed reasonable rates (see Traffic 
World, Jan. 16). Findings in original report, 241 I. C. C. 243 
were modified, and the Commission’s order of Aug. 1, 1940, 
as subsequently modified, was vacated. Defendant railroads 
were required to establish, on or before April 22, on not less 
than 30 days’ notice, the rates prescribed. 

The report and order prescribed 55 cents from the Okla- 
homa and Texas base groups. From the groups in northern 
and western Oklahoma, northern Texas, southern Kansas, and 
eastern New Mexico, from which the domestic rates to Houston 
and Galveston ranged from 36 cents to 46 cents, rates were 
prescribed ranging from 56 cents to 69 cents. From all other 
points in the origin territory having domestic rates to Houston 
and Galveston greater than 46 cents, the Commission prescribed 
rates which would bear the same relations in cents for 100 
pounds to the resulting rate from points taking the 46-cent 
rate as existed in the rates assailed. The Commission author- 
ized defendants to increase the prescribed rates by the general 
increase of three per cent on grain and grain products author- 
ized in March, 1942. 

The report said that the “findings herein rest on much the 
same grounds which supported our findings in the original 
report. However, after carefully weighing the evidence, 
including that of intervening interests, we conclude that rea- 
sonable rail-ocean rates to the eastern ports should be on a 
level somewhat higher than those prescribed in that report.” 

The original report prescribed a rate of 51 cents from the 
Oklahoma and Texas base groups, and similarly lower rates 
from the other origin groups. : 

Commissioner Splawn concurred, saying that he was in 
accord with “the principle of the joint rates adopted in the 
original report in this proceeding and sustained after further 
hearing in this report.” He said, however, that the 55-cent 
rate was not “fairly related to the level of the all-rail and 
rail-lake-rail rates from the states north and- northeast of 
Oklahoma for reasons plainly evident, but to which the report 
fails to give adequate weight.” 

The effect of the rate situation as outlined in his con- 
curring opinion, he said, was virtually to exclude flour milled 
from southwestern wheat from the markets of the destination 
territory, as wheat produced a few miles to the north in the 
adjacent section of the same growing area had the advantage 
of all-rail and rail-lake-rail rates on a level about 20 to 25 per 
cent lower than from the southwest. 

Commissioner Porter dissented, saying that the facts 
developed on the record in this case, which “was heard by 
me,” led him to a different conclusion from that of the report 
adopted. His proposed report, included in the instant report, 
recommended finding that the assailed rates were not unsea- 
sonable nor unduly prejudicial, findings in the original report 
Teversed and complaint dismissed. 


Commissioner Lee dissented, saying that “evidence in the 
enlarged record now before us convinces me that the base rate 
of 55 cents herein prescribed is lower than the record justifies.” 

Commissioners Mahaffie and Patterson also dissented, the 
latter indicating that he agreed with the conclusions reached 

y Commissioner Porter. 


N. Y. Track Lime Control Inquiry 


Control and management of several truck lines in a com- 
Mon interest had been effectuated by James P. Anna and 
atthew Guarnieri, of New York City, and certain other re- 
spondents, without prior approval of the Commission, in viola- 
tion of section 5 (4) of the act, and those respondents should 
terminate immediately further violations of the provisions of 
that section and should report to the Commission the steps 
taken by them to bring the violations in question to an end, 
the Commission, division 4, decided in a report in MS F-1593, 
James J. Guarnieri—Investigation and Control—Spicers Re- 


frigerator and Show Case Service, Inc., of Jersey City, N. J., 
et al., embracing MC F-1742, James P. Guarnieri—Control— 
M. Vener Trucking Corporation, of Albany, N. Y. 

The proceeding in MC F-1593 was an investigation insti- 
tuted by the Commission by an order entered June 9, 1941, 
into the question of violation of section 5 (4) as to the follow- 
ing respondents: Columbia Haulage, Inc., Shore Haulage, Inc., 
and F. J. Martin, Inc., all of New York City; Carl’s Transpor- 
tation Co., Ltd., Montreal, Canada; Spicers; Vener; Perry 
Warehousing & Distribution Terminal, Inc., of New York City; 
James P. Anna and Matthew Guarnieri, Carl Isaacs, F. J. Mar- 
tin, Robert H. Spicer, Michael Vener, Saul E. Grieder, Milton 
Rosenblum, Pearl J. Leer, and August W. Heckman. 

In MC F-1742, James P. Guarnieri sought authority to ac- 
quire control of Vener Trucking through purchase of its out- 
standing capital stock. 

The Commission made the following findings: 


(1) That respondents in No. MC-F-1593, James P., Anna, and Mat- 
thew Guarnieri, F. J. Martin, Saul E. Grieder, Perry Warehousing 
and Distribution Terminal, Inc., Columbia Haulage, Inc., and F. J. 
Martin, Inc., participated in effectuation of control and management 
in a common interest of F. J. Martin, Inc., with Columbia Haulage, 
Inc., and Shore Haulage, Inc., in violation of former section 213 (b) 
(1), motor carrier act, 1935, and that such control and management thus 
unlawfully effectuated has continued, and is continuing, in violation of 
the provisions of section 5 (4) of the act, except as to control and 
management in a common interest with Shore Haulage, Inc. 

(2) That respondents James P., Anna, and Matthew Guarnieri, Saul 
E. Grieder, Perry Warehousing and Distribution Terminal, Inc., Col- 
umbia Haulage, Inc., F. J. Martin, Inc., and M. Vener Trucking, Inc., 
participated in effectuation of control and management in a common in- 
terest of M. Vener Trucking Corporation, with Columbia Haulage, Inc., 
Shore Haulage, Inc., and F. J. Martin, Inc., in violation of the pro- 
visions of section 5 (4), and that such control and management is con- 
tinuing in violation of that section, except as to control and management 
in a common interest with Shore Haulage, Inc. 

(3) That the above-named respondents should immediately termi- 
nate further violation of the provisions of section 5 (4) and report to 
us steps taken to bring the aforementioned violations to an end. 

(4) That respondent, Shore Haulage, Inc., participated in effectua- 
tion of control and management in a common interest of F. J. Martin, 
Inc., with Columbia Haulage, Inc., and Shore Haulage, Inc., in viola- 
tion of former section 213 (b) (1) and section 5 (4); that it likewise 
participated in effectuation of control and management in a common 
interest of M. Vener Trucking, Inc., with Columbia Haulage, Inc., Shore 
Haulage, Inc., and F. J. Martin, Inc., in violation of section 5 (4); 
that said violation by Shore Haulage, Inc., has been terminated; and 
that the investigation instituted by order of June 9, 1941, with respect 
to Shore Haulage, Inc., should be discontinued. 

(5) That the evidence adduced herein does not establish that re- 
spondents Carl’s Transportation Co., Ltd. (Oscar Reinhart, liquidator), 
Spicers Refrigerator and Show Case Service, Inc., Carl Isaacs, Robert 
H. Spicer, Michael Vener, Milton Rosenblum, Pearl J. Leer, and August 
W. Heckman have participated in any violation of either former sec- 
tion 213 (b) (1) or present section 5 (4), and that, as to said respond- 
ents, the investigation instituted by order of June 9, 1941, should be 
discontinued. 

(6) That the transaction proposed in No. MC-F-1742 has not been 
shown to be consistent with the public interest and said application 
will be denied. 


Emergency Petroleum Rates 


The Commission, by fourteenth supplemental fourth section 
order No. 14373, has granted railroads in Southern Freight 
Association territory, temporary fourth section relief to estab- 
lish rates on gasoline and fuel oil, in tank carloads, from 
Helena, Ark., to the east, as set forth in supplement No. 68 to 
Agent R. H. Hoke’s tariff I. C. C. No. 788, effective Feb. 8. 
Expedited relief was asked in view of the eastern oil emergency, 
in — section application No. 20176 (see Traffic World, 
Jan. 16). 

At the request of W. J. Kelly, assistant to the vice- 
president of the Association of American Railroads, the Com- 
mission, division 2, has issued thirteenth supplemental fourth 
section order No. 14373 continuing until July 1, 1943, fourth 
section relief authorized by fourth section order No. 14373, 
entered Sept. 9, 1941, in applications Nos. 19279 and 19280, as 
amended and modified by supplemental orders from time to 
time, with respect to rates proposed on benzine, fuel oil 
(residual or distillate), gas oil, casinghead gasoline, naphtha, 
naphtha distillate and petroleum crude oil moving to the east. 
The relief was to expire 60 days after the date of the order 





180 


or orders to be entered in I. and S. No. 5162, Petroleum and 
Petroleum Products to the East. The railroads had advised 
the Commission, the O. D. T., and the O. P. A., that they were 
withdrawing their proposed petroleum rate changes under 
suspension in I. and S. No. 5162, and would continue in effect 
until June 30, 1943, the existing rates, and the Commission 
canceled the hearing in I. and, S. No. 5162 assigned for Jan. 
12 at Brooklyn, N. Y. (see Traffic World, Dec. 12, p. 1415, and 
Dec. 19, p. 1464). 

Though supplement No. 68 provided for Feb. 8 as the effec- 
tive date, the rates were published to become effective Jan. 15, 
on one day’s notice, under special permission, in supplement 
No. 69. 

Further modification of fourth section order No. 14373, as 
supplemented, entered in fourth section application Nos. 19279 
and 19280, to establish emergency rates on fuel oil distillate 
not suitable for illuminating purposes, kerosene and burning oil, 
in drums in box cars, carloads, and in container cars, carloads, 
from points in central, southern, western and southwestern ter- 
ritories to points in the eastern seaboard states, also West Vir- 
ginia has been asked by W. J. Kelly, assistant to the vice-presi- 
dent of the Association of American Railroads. 


Specifically, it is requested that the fourth section order be 
modified to provide on fuel oil distillate not suitable for illumi- 
nating purposes, kerosene, and burning oil, in drums in box cars, 
carload minimum weight 70,000 pounds, drums to conform to 
consolidated freight classification Rule 40, section 5, the same 
rates subject to the same expiration date as apply on those com- 
modities in tank cars; and also to provide on fuel oil distillate 
not suitable for illuminating purposes, kerosene, and burning 
oil, in containers on container cars, carload minimum weight 
8,500 gallons, same rates subject to the same expiration date as 
in tariff to apply on those commodities in tank cars. 


Mr. Kelly, in his application for the relief, No. 20197, stated 
that the Petroleum Administrator had requested that the tariff 
of emergency rates on petroleum and petroleum products be 
amended in line with the foregoing. The purpose, he said, was 
to augment the supply of heating oils in the affected territory 
and to alleviate the acute condition now prevailing, particularly 
as to the citizens who relied on kerosene in heating their homes. 
He added that he had made application for special permission 
authority to establish on one day’s notice. He added that it was 
urgent that publication be made as early as possible and re- 
quested that the application be given immediate attention to 
facilitate publication as proposed, effective as quickly as pos- 
sible. 


Coal, Ky. and Ill. to Chicago 


Splitting five to four, the Commission in its decision in 
No. 28629, Commonwealth of Kentucky et al. vs. Illinois Cen- 
tral et al., embracing No. 28689, Illinois Coal Traffic Bureau 
vs. Ahnapee & Western et al., involving rates on bituminous 
coal from western Kentucky and southern Illinois to Chicago, 


Ill., and intermediate points to other destinations in the 
northwest, dealt with a controversy between Kentucky and 
Illinois interests over the 35-cent differential, western Ken- 
tucky over southern Illinois, on coal particularly to Chicago 
(see Traffic World, Jan. 16). 

Complainants in No. 28629 alleged that the $2.40 a net ton 
rate on bituminous coal, in carloads, from origins in the west- 
ern Kentucky group to Chicago and intermediate destinations 
in Illinois and Indiana taking the same rates, was unreasonable 
and unduly prejudicial to producers in the western Kentucky 
group and unduly preferential of producers in the southern 
Illinois group and asked prescription of reasonable and lawful 
rates for the future. Complainant in No. 28689 alleged that 
the rates on bituminous coal, in carloads, from origins in the 
southern Illinois group to destinations in the northwest, 
namely, North Dakota, South Dakota, Minnesota, Nebraska, 
Iowa, Wisconsin and northern Illinois (that portion of Illinois 
on and north of a line extending through Quincy, Springfield, 
Decatur and Danville), were unduly prejudicial to its mem- 
bers, and that the rates on like traffic from origins in the 
western Kentucky group to the same destinations, were unduly 
preferential of producers in that group, and asked prescrip- 
tion of rates for the future that would remove the alleged un- 
due prejudice and preference. 


Kentucky interests contended that the 35-cent differential, 
in effect since Oct. 20, 1937, should be restored to 25 cents, 
the differential first established, on Sept. 18, 1919, particularly 
to the Chicago district, except the Green River Mine, an in- 
tervener supporting the complaint in No. 28629, which con- 
tended that it should be reduced to 16.62 cents to the north- 
west as well as to Chicago. The Illinois interests contended 
that the differential should be increased from 35 to 50 cents 
to the entire destination territory. Among other things, trans- 
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portation conditions was advanced by the Kentucky and Jj. 
nois interests as reason for a change in the differential. 

The Commission said the 35-cent differential, 17.1 per cen} 
of the $2.05 rate from southern Illinois to Chicago, was re. 
sponsible, at least in part, for a decline in western Kentucky’; 
shipments to the Chicago market. The Louisville & Nashville 
was supporting the Kentucky interests and had the right t 
the maintenance of a rate that was relatively no higher, duly 
considering only distance, than the rate from southern Illinois 
if such a rate was not lower than reasonable for services rep. 
dered. Such a basis, it said, was not opposed by the Illinois 
Central the only other originating carrier serving western Ken. 
tucky. For an average distance of 393 miles to Chicago 
rate of $2.30 would yield 5.85 mills a ton-mile. The Commis. 
sion said it was of the opinion that a rate gradation of 25 cents 
for the average additional distance from western Kentucky, 
considering the level of the rate from southern Illinois, would 
result in a just and reasonable, non-prejudicial, and non-pref. 
erential rate giving due consideration to the “interests of all 
concerned.” 


The Commission found that the assailed rate to Chicago 
and intermediate destinations, for the future would be unrea- 
sonable to the extent that it might exceed $2.30 plus the jp. 
crease as authorized on March 2, 1942, and that establishment 
of that rate in connection with the maintenance of the estab. 
lished rate on like traffic from southern Illinois increased as 
authorized on March 2, 1942, would remove undue prejudice 
and undue preference as alleged to exist in No. 28629 and 
would not subject southern Illinois to undue prejudice. It fur. 
ther found that rates assailed in No. 28689 were not unduly 
prejudicial to producers in southern Illinois or unduly pref- 
erential of producers in western Kentucky. The complaint in 
No. 28689 was dismissed. An order was entered in No. 28629 
requiring establishment of rates not to exceed $2.30 a net ton, 
plus the March 2, 1942, increases, on or before April 17. 

Commissioner Mahaffie concurred. Commissioners Aitchi- 
son and Porter noted dissents while Commissioner Miller wrote 
a dissenting expression in which he was joined by Comnis- 
sioner Patterson. Commissioner Rogers did not participate in 


the disposition of the proceedings. In his dissent, Commissioner 
Miller said: 


Complainants’ evidence in the title case has, in my opinion, no pro- 
bative value except upon the issue of undue prejudice and preference, 
I therefore see no justification for the conclusion of the majority that 
the assailed rate of $2.40 from western Kentucky to Chicago is unrez- 
sonable. This rate yields only about 6 mills per ton-mile and is con- 
paratively low when judged by any reasonable standard. This is strik- 
ingly true when it is compared with rates which we have prescribed 
or found not unreasonable in recent proceedings dealing with coal rates 
in this same general territory. In this connection I cite our recent 
decision in Fairbanks-Morse & Co. vs. Alton & S. R., 251 I. C. C. 181. 
There we referred to a rate of $2.40 from southern Illinois to Beloit, 
Wis., 367 miles, as being relatively low, and for that reason we re 
fused to accept it as a guide in determining reasonable rates. Here we 
condemn as unreasonable a rate of $2.40 which applies for a distance of 
393 miles. In short, the conclusion of the majority has no foundation 
other than evidence which goes to show unfavorable economic conti- 
tions prevailing in the western Kentucky group and the willingness of 
the Louisville & Nashville Railroad Company to maintain a rate lower 
than $2.40. This attitude upon the part of the Louisville & Nashville 
is plainly actuated because of competitive conditions and certainly is 
insufficient to prove that the rate assailed is unreasonable. The w- 


favorable economic conditions referred to apply also to the southem 
Illinois mines. 


NEW HAVEN REORGANIZATION 

The Commission, division 4, by a report and order in 
Finance No. 10992, New York, New Haven & Hartford Rail- 
road Co. Reorganization, has conditionally approved the budget 
of proposed expenditures from Nov. 1. 1942, to Jan. 1, 1943, 
submitted by the protective committee for holders of NeW 
Haven common stock. The proposed budget of $3,963.10 was 
reduced to $3,814.60 by the order. 

The Commission, by an order in the proceedings, has 
assigned the application of the protective committee for holders 
of preferred stock of the New Haven, for approval of a budget 
of proposed expenditures for the period from Dec. 1, 1942, 1? 
Jan. 31, 1943, for hearing Jan. 27, at the Commission’s office 
in Washington, before Examiner T. M. Cremins. 


COTTON BELT REORGANIZATION 

The Commission, division 4, by a report in Finance No. 
11040, St. Louis Southwestern Railway Co. Reorganization, has 
fixed the maximum limit of $482,448.29 for allowances from the 
debtors’ estate for services rendered and reimbursement of e* 
penses incurred by parties in interest in the proceedings, and 
their counsel. The period covered, said the report, was from 
the beginning of the activities of the parties in interest in Col 
nection with the proceedings, instituted Dec. 12, 1935, to Jun 
15, 1942. The amount claimed, the report showed, was $921, 
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272.85. The amount allowed, the report said, was without preju- 
dice to further allowances for later periods. 

Some of the larger claims allowed were as follows: Bank- 
ers Trust Co., $13,969.72; Alexander & Green, $20,000; Fordyce, 
White, Mayne, Williams & Hartman, $10,000; Guaranty Trust 
Co., trustee, $30,138.41, Davis, Polk, Wardwell, Gardiner & 
Reed, $57,459.21, and Thompson, Mitchell, Thompson & Young, 
$14,301.18; Chemical Bank & Trust Co., trustee, $12,743.68, and 
Chadbourne, Hunt, Jaeckel & Brown, $22,743.39; Mudge, Stern, 
Williams & Tucker and T. M. Pierce and S. Mayner Wallace, 
$30,000; James Piper and Piper, Watkins & Avirett, $23,807.36; 
John R. Turney, $40,000; Harry Hoffman, $19,359.51; and Wal- 
ter E. Meyer, $35,000. 


IDAHO FREIGHT RATES 


The Commission, in a report written by Commisisoner Mil- 
ler, in No. 28849, Increases in Idaho Freight Rates and Charges, 
has found intrastate rates on logs, poles, piling, posts, and fuel 
wood, in carloads, required by the state of Idaho, through re- 
fusal to permit increases corresponding to those maintained on 
interstate traffic, to cause unjust discrimination against inter- 
state commerce. The Commission also found intrastate rates on 
sugar beets, beet-sugar molasses, lime rock, beet nulp, and 
hogged fuel, in carloads, as required by the state of Idaho, 
through refusal to permit the aforementioned increases, not to 
cause undue or unreasonable advantage, preference, or prejudice 
or discrimination. 

Although it found the intrastate rates on logs, poles, piling, 
posts, and fuel wood were not contributing their fair share to 
respondent railroads’ revenues, and that the increases under 
Ex Parte 148, Increased Railway Rates, Fares and Charges, 
1942, should be applied to the Idaho intrastate rates, no order 
was issued. The findings, the report said, were without prejudice 
to the right of the authorities of Idaho, or of any interested 
party, to apply for modification ‘of our findings and order, if 
an order is entered, as to any specified intrastate rate on any of 
the commodities as to which we have made affirmative findings, 
on the ground that such rate is not related to interstate rates 
in such a way as to violate the provisions of the act.” An order 
would be entered, said the report, unless the Idaho State Com- 
mission informed the Commission, within 30 days from the serv- 
ice wl report, that it would permit promptly the increases re- 
quired. 

Commissioner Aitchison dissented in part, as to the findings 
requiring increases in rates. It was a revenue case, pure and 
simple, he said, and that no discriminations or preferences were 
shown as between localities or persons in interstate commerce. 
The Idaho commission had recognized and met its obligation to 

maintain a proportionate and equitable share of the income of 
the carriers, he said, adding that the “exceptions are before us, 
and they are inconsiderable, compared with the whole body of 
freight and passenger traffic involved.” 


WABASH RECEIVERSHIP 


In a report in Finance No. 13335, Wabash Railway Co. 
Receivership, the Commission, division 4, on application, has 
fixed maximum limits of final allowances of compensation and 
expenses of counsel for the reorganization manager, totaling 
$72,573.71, for the period from January, 1941, to Sept. 8, 1942. 


UTAH INTRASTATE RATES 


The Commission, in a report written by Commisisoner 
Porter, in No. 28848, Increases in Utah Freight Rates and 
Charges, has found that intrastate rates on coking coal and 
coke between points in Utah, by reason of the fact that Utah 
refused to permit the increases authorized in Ex Parte 148, 
have caused and will cause unjust discrimination against inter- 
state commerce. At the same time, the Commission found that 
intrastate rates in Utah on sugar beets, lime rock, sugar-beet 
molasses, beet pulp, and ores and concentrates of a value not 
exceeding $25 a ton, on which the state had also refused to 
Permit increases, were not shown to causé any undue advan- 
tage, preference or prejudice as between persons or localities 
in intrastate commerce, on the one hand, and interstate com- 
merce, on the other, or any unjust discrimination against inter- 
state commerce. Commisisoner Johnson dissented. 

The Commission entered no order, and said the findings 
were without prejudice to the right of Utah or any interested 
party to apply for modification of the findings and order, if an 
order was entered, as to any specified intrastate rate “as to 
Which we have made affirmative findings, on the ground that 
such rate is not related to interstate rates in such a way as to 
Violate the provisions of the interstate commerce act.” An 
order would be entered, said the report, unless the Utah state 
body notified the Commission on or before Feb. 25, 1943, that 
It would permit promptly the increases required. 

The report said that the record preponderantly showed that 
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the situation confronting the sugar beet industry and the min- 
ing industry in Utah was such that it was improbable that the 
respondent railroads would profit by the increases sought in 
the rates on sugar beets, sugar-beet molasses, lime rock, beet 
pulp, and ores and concentrates, by reason of rising costs, on 
the one hand, and ceiling prices, on the other. 

As to coking coal and coke, the report said the situation 
in Utah was not shown to be different from that existing in 
other parts of the country, where increases had been made in 
the rates on these commodities. It said that while there was at 
present no interstate movement of coking coal to or from Utah, 
there was a movement of other kinds of bituminous coal which 
were similar from a transportation standpoint to coking coal. 


Commission Reports 


‘An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


Tanbark 


No. 28698, Eagle Ottawa Leather Co. et al. vs. C. & N. W. 
et al. By division 3. Dismissed. Rates assailed on tanbark, 
carloads, Wisconsin and northern Michigan to Grand Haven 
and Whitehall, Mich., applicable and not shown to have been 
or to be unreasonable or otherwise unlawful. 


Burlington Signal Requirement 


No. 28750, Sub. 10, in the Matter of Installation of Block 
Signal or Other Systems Intended to Promote Safety of Rail- 
road Operation under Section 25(b) of the Interstate Com- 
merce Act—Chicago, Burlington & Quincy Railroad Co. By 
the Commission. Report written by Commissioner Patterson. 
As result of accident July 25, 1942, near Belmont, Neb., on the 
Alliance and Edgemont subdivision of the Alliance division of 
the Burlington found on investigation to be caused by inade- 
quate block signal system, Burlington required to install an 
automatic block signal system on its line between Belmont and 
Crawford, Neb., 13.5 miles, ‘in compliance with specifications 
and requirements prescribed by the Commission’s order of April 
13, 1939, such installation to be completed on or before Dec. 
31, 1943. The railroad was asked to show cause why it should 
not be required to establish an adequate block signal system 
on the entire subdivision, approximately 110 miles. However, 
in its return to the show cause order, the railroad proposed in- 
stallation only on the line between Belmont and Crawford. The 
report said this only partly satisfied the order, and ordered 
that the proceeding be held open for further consideration with 
respect to what block signal system or other similar appliances, 
methods, or systems should be required to be installed on other 
portions of the railroad’s Alliance and Edgemont subdivision. 
The subdivision is presently equipped with a manual block 
signal system. 

Structural Steel 


No. 28798, Mt. Vernon Bridge Co. vs. C. & E. I. et al. By 
the Commission. Report written by Chairman Alldredge. Rates 
charged on carloads of structural steel shipped from Clairton 
and Hays, Pa., to Krotz Springs, La., in 1939, inapplicable. The 
report said the applicable rates from both Clairton and Hays 
were 71.5 cents. Reparation awarded. 


Soap and Vegetable Shortening 


No. 28632, Procter & Gamble Distributing Co. vs. A. T. & 
S. F. et al. By the Commission. Report written by Commis- 
sioner Splawn. On further hearing, finding in prior report, 251 
I. C. C. 514, that emergency charges collected on soap and 
vegetable shortening, in carloads, from Long Beach, Calif., to 
certain destinations in Arizona were inapplicable, affirmed, and 
finding that emergency charges collected on the same com- 
modities, in carloads, from Long Beach to certain other desti- 
nations in Arizona and Utah were applicable, modified in part. 
Reparation awarded. 


Iron and Steel Articles 


No. 28711, Danville Chamber of Commerce, Inc., et al. 
vs. B. & O. et al. By division 3. Rates, iron and steel articles, 
in carloads, Pittsburgh, Pa., Sparrows Point, Md., Cincinnati, 
O., and other points in Pennsylvania, Ohio, Maryland, and West 
Virginia to Danville, Bassett, Chase City, Clarksville, Martins- 
ville, and South Boston, Va., unreasonable to the extent they 
exceeded, exceed or might exceed 30 per cent of the correspond- 
ing first class rates in effect immediately prior to the increases 
authorized on March 2, 1942, plus 2 cents. To the rates found 
reasonable, the report said, might be added the general in- 
creases authorized March 2, 1942, for application from the 
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date those increases became effective. The rates found reaon- 


able are to be established on or before April 22. Reparation 
awarded. 


Commission Water Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


*W-370, Albert Bernert, Willamette, Ore., Common and 
Contract Carrier Application, embracing W-371, Carl Bernert, 
Common and Contract Carrier Application. By division 4. Cer- 
tificates granted, effective April 6, as to continuance of opera- 
tions, under the “grandfather” clause, as common carriers by 
towing vessels in the performance of general towage, in inter- 
state or foreign commerce, between ports and points along 
the Willamette River above and including Oregon City, Ore. 


*W-313, Coal City Towing Co., Pittsburgh, Pa., Contract 
Carrier Application. By division 4. On finding applicant’s 
operations to be those of a common carrier, certificate granted, 
effective April 6, as to continuance of operations, under the 
“grandfather” clause, as such a carrier by towing vessels in 
the performance of general towage between ports and points 
along the Allegheny and Monongahela Rivers, and the Ohio 
River east of and including North Bend, O. 


*W-182, E. W. Holstrom Transportation Service, Lake 
City, Minn., Applications. By division 4. Certificate granted, 
effective April 6, as to continuance of operation as a common 
carrier by self-propelled vessels, in the transportation of pas- 
sengers, in seasonal round-trip excursion service, from and re- 
turning to ports and points along the Mississippi River and 
tributary waterways, from Minneapolis, Minn., to Hannibal, 
Mo., inclusive. Application for exemption under section 302 (e) 
of the interstate commerce act, dismissed. 


Commission Motor Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of motor carrier 
reports of the Commission. Mimeographed copies of such reports in 
full may be obtained by prompt application to the Commission.) 


*MC 2249, W. H. Harris, I11, Salem, N. J., common carrier. 
Certificate granted on reconsideration and findings in prior 
report, 30 M. C. C. 801, modified. Continuance in operation as 
to general commodities, with exceptions, between points . 
Salem and Cumberland counties, N. J., on the one hand, an 
Philadelphia, Pa., Baltimore, Md., and New York, N. Y., on the 
other; petroleum products, in containers, from Marcus Hook, 
Pa., to points in Salem, Cumberland, and Gloucester counties, 
N. J., returning with empty containers; glassware, from Salem, 
N. J., to all points in N. Y., Pa., Del., Md., and Va., returning 
with damaged or rejected shipments and equipment and: mate- 
rials used in the manufacture of glassware; lime, from Le Gore, 
Md., to points in Salem and Cumberland counties, all over 
irregular routes. 

*MC 30654, H. A. Jaeger, Inc., Hillside, N. J., common car- 
rier. Certificate granted. Continuance of operation as to such 
commodities as require specialized handling or rigging because 
of size or weight, between points in N. J., on the one hand, 
and, on the other, points in specified areas of Pa. and N. Y. 

*MC 66746, L. B. McGhee, Jackson, Miss., contract carrier, 
embracing MC 66746, Sub. 3, Same, Common Carrier Applica- 
tion. Certificate granted in MC 66746, on finding applicant’s 
operations to be those of a common carrier. Continuance in 
operation as to general commodities, with exceptions, from 
Jackson, Miss., to all points in Miss. within 100 miles of Jack- 
son, Over irregular routes. Application denied in MC 66746, 
Sub. 3. 

*MC 93404, Carl’s Transportation Co., Ltd. (Oscar Rein- 
hart, Liquidator), Montreal, Quebec, Canada, common carrier, 
embracing MC 93404, Sub. 1, Same, Extension. Applications 
denied on finding that applicant and its liquidator failed to 
establish that it was fit, willing, and able to perform the pro- 
posed operations. In MC 93404 applicant sought authority as 
to general commodities, with exceptions, between Montreal, 
Canada, on the one hand, and on the other, New York city 
and described points in Conn., N. J. and Pa., over irregular 
routes. In MC 93404, Sub. 1, applicant sought authority as to 
general commodities, including household goods, between points 
in Conn., Del., Md., Mass., N. H., N. J., N. Y., Pa. and Vt., 
over irregular routes. 


TRAFFIC WORLD 


Railroad Abandonments 


The Commission, divisoin 4, by a report and certificate 
in Finance No. 13751, Oregon Short Line Railroad Co. et al. 
Abandonment, has permitted abandonment by the Oregon Short 
Line, and abandonment of operation by the Union Pacific, les- 
see, of a branch line of railroad extending from Montpelier to 
the end of the branch at Paris, Bear Lake county, Ida., approxi- 
mately 9.49 miles. 


B. & M. 


The Commission, division 4, by a report and certificate in 
Finance No. 14026, Boston & Maine Railroad et al. Abandon- 
ment, has permitted abandonment by the Boston & Maine, and 
abandonment of operation by the Suncook Valley Railroad, les- 
see, of a line of railroad from a point near the boundary of the 
towns of Allenstown and Pembroke to the end of the line near 
the east bank of the Merrimack River, in Merrimack county, 
N. H., 1.3 miles. 


Chicago and Northwestern 


Without prejudice to the right of the applicant to renew 
its application after a period of one year if it can be shown 
then ‘with reasonable certainty” that operation can be con- 
ducted only at a loss, Examiner A. G. Nye, in a report in 
Finance No. 13907, Chicago & North Western Railway Co. 
Trustee Abandonment, has recommended that the Commission, 
division 4, find that the present and future public convenience 
and necessity have not been shown to permit abandonment by 
Charles M. Thomson, trustee of the C. & N. W., of the branch 
line of railroad extending from Belle Plaine to What Cheer, Ia., 
approximately 37.69 miles. Abandonment was opposed by 
various Iowa interests and the railroad brotherhoods. 


The report said the line sought to be abandoned was the 
remaining portion of a branch line which at one time extended 
from Belle Plaine through What Cheer to Consol, approx- 
imately 96 miles. The section south of What Cheer was 
abandoned pursuant to authority granted by the Commission 
in Chicago & North Western Railway Co. Abandonment, 207 
I. C. C. 7, decided March 18, 1935. According to applicant, 
the report said, “the line has not been normally maintained 
during recent years because of a decline in traffic and in 
anticipation of its eventual abandonment.” In part, it added: 


The evidence concerning the question of whether traffic on the 
line is declining and abandonment is warranted, is conflicting. The 
volume of traffic handled during the first nine months of 1942 indicates 
a trend which, if continued by the movement of this year’s crops and 
the increased output of the factory at What Cheer, will equal or ex- 
ceed the volume handled in any previous year since 1937 except during 
1941 which was abnormal because of the movement of nonrecurrent 
traffic. The applicant also alleges that total system losses since 1937 
have been about $44,097 but the operating results obtained from the 
same date according to the procedure followed by the Commission in 
similar cases indicates total earnings of about $54,988. If, as alleged 
by the protestants, certain omitted revenues are included and operating 
expenses reduced, the results of operating the line would be still more 
favorable. The earnings for 1942, in all probability, will be improved 
by the movement of that year’s crops and a reduction in the mainte 
nance-of-way expenditures incident to the adoption of the usual winter- 
maintenance schedule. 


The examiner said the record showed that the line was 
being used to a certain extent for the transportation of com- 
modities that could not be economically or conveniently carried 
over the highways. Protestants, he said, “might well take 
notice that their failure to patronize it in the future will 
eventually lead to abandonment,” adding that they should be 
given an opportunity to demonstrate their willingness and 


ability to provide sufficient traffic to warrant its continued 
operation. 


The report pointed out that there were about 1,275 feet of 
steel spans and 3,600 feet of pile and timber bridges on the 
line, and said a witness testified to applicant’s need for 
structural steel for use on other parts of the system, and its 
obligation to a certain agency of the federal government for 
furnishing steel, as indicative of the use to which the retired 
bridges on the line would be put if the application was granted. 
But, it added, “these matters are not controlling in cases of 
this kind.” The net salvage value of recoverable property 
was estimated at $244,845. Should the application be granted, 
the examiner said the Commission should retain jurisdiction of 
the question whether conditions should be imposed for the pro- 
tection of adversely affected employes, as requested by rail- 
road brotherhoods. 

1.-G. N. 


The International-Great ‘Northern Railroad Co., by its 
trustee, Guy A. Thomson, has asked the Commission, in Finance 
No. 14080, for authority to abandon its rail line extending from 
Navasota, Tex., to Madisonville, Tex., 44.7 miles. It was stated 
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that traffic had been steadily diminishing and that present and 
prospective traffic did not justify continued operation. 


Sacramento Northern 


In Finance No. 14081, the Sacramento Northern Railway 
has asked the Commission for authority to abandon slightly 
more than one-half mile of its line in the city of Marysville, 
Calif., stating that no operations had been conducted over the 
line since Feb. 16, 1942, and the line would not serve any 
useful purpose as a transportation facility. 


Central Pacific 


The Commission, division 4, in Finance No. 13938, Central 
Pacific Railway Co. et al. Abandonment, has issued a certifi- 
cate permitting abandonment by the Central Pacific of that 
part of its so-called Keeler branch extending from a point 
near Laws, Calif., to a point near Benton, Calif., approximately 
30.6 miles and abandonment of operation thereof by the South- 
ern Pacific Co. The report pointed out that producers would 
have to truck their products further distances, but said con- 
tinued operation of the line, which would require maintenance 
of way and structure expenditures “substantially greater than 
such expenditures in the past,” would impose an undue and un- 
necessary burden on the applicants and on interstate commerce. 


O.-W. R. & N. Et Al. 


In Finance No. 13770, Oregon-Washington Railroad & 
Navigation Co. et al. Abandonment, the Commission, division 
4, has found public convenience and necessity not shown to 
permit abandonment by the O.-W. R. & N., and abandonment 
of operation by the Union Pacific, lessee, of the so-called Bro- 
gan branch, extending from Vale to Brogan, Ore., approx- 
imately 23.74 miles. The report said the record showed a nar- 
row margin between revenues and costs of operation, and that 
the loss incurred in 1941 was not indicative of continuing losses, 
particularly in view of apparent substantial increases in traffic 
in 1942. The report said, furthermore, that sugar-beet grow- 
ers were entirely dependent on the branch for transportation, 
and could not substitute other agricultural products for sugar- 
beets without substantial losses. 


Cc. & O. 

By a report and certificate in Finance No. 14037, Chesa- 
peake & Ohio Railway Co. Abandonment, the Commission, di- 
vision 4, has permitted abandonment by the C. & O. of the 
portion of its branch line in Boone county, W. Va., extending 
from a point south of Barrett to Kent, 4.1 miles. 

The Chesapeake & Ohio Railway Co. has applied to the 
Commission, in Finance No. 14093, for authority to abandon its 
ferry across the Ohio River between Trinity, Ky., and Manches- 
ter, O., approximately one mile. Applicants said that in the past 
decade the ferry had been operated at substantial and con- 
tinuing deficits, and stated that if the ferry was abandoned, 
other carriers serving Manchester could transport the traffic 
which moved via the ferry, it being pointed out that the ferry 
was operated principally to serve Manchester. 


Milwaukee Et Al 


Trustees of the Milwaukee, the Illinois Central and the 
Dubuque & Sioux City Railroad Co. have petitioned the Com- 
mission to reopen Finance No. 13512 involving abandonment 
of a connecting track, about one-quarter mile, in Delaware, 
Delaware county, Ia. The petition said that, because of “cer- 
tain opposition” the Commission had dismissed the application 
without prejudice. Applicants had been informed, said the pe- 
tition, that the former protestants no longer “entertained such 
objection.” 

Henry A. Scandrett, Walter J. Cummings, and George I. 
Haight, trustees of the Milwaukee, have asked the Commission, 
in Finance 14082, for permission to abandon a branch line of 
railroad, extending from Merrill to the end of the line near 
New Wood, Lincoln county, Wis., approximately 14.89 miles. 
The application said the territory adjacent to the line was 
mainly cut over timber land, and that of the remaining timber, 
applicant expected to move out about 50 carloads, which op- 
eration would be completed some time in April, 1943. Re- 
ceived traffic on the line had always been negligible, the appli- 
cation said. 

_ By a report and certificate in Finance No. 13942, Chicago, 
Milwaukee, St. Paul & Pacific Railroad Co. Trustees Abandon- 
ment, the Commission, by division 4, has permitted abandon- 
ment by the trustees of the St. Paul of a line of railroad ex- 
tending from Blackbird Junction to Island Siding, in Dakota 
and Goodhue counties, Minn., approximately 13.19 miles. 


Western Maryland 


By a report and certificate in Finance No. 13917, Western 
Maryland Railway Co. Abandonment, the Commission, division 
4, has permitted abandonment by the Western Maryland of 





183 


part of branch line extending from a point between Dailey and 
Steiner, to the end of the line at Huttonsville, Randolph county, 
W. Va., approximately 7.58 miles. 


c. B. & Q. 


The Commission, division 4, by a report and certificate in 
Finance No. 13737, Chicago, Burlington & Quincy Railroad Co. 
Abandonment, has permitted abandonment by the Burlington 
of a branch line of railroad extending from Sedan to Moulton, 
approximately 4.83 miles, and abandonment of operation over 
the line of the Wabash extending from Moulton to Bloomfield, 
approximately 14.14 miles, in Appanoose and Davis counties, 
Ia. Commissioner Porter dissented, saying he felt the pro- 
posals “are an incipient threat to adequate transportation that 
is unwise and unwarranted at this time. . .” He pointed out 
that a new industry, the cultivation and processing of soy- 
beans, had developed in southeastern Iowa, and that, under 
existing uncertainty as to gasoline and tire supplies, contin- 
— of trucking of soybeans “is a matter of considerable 

oubt.” 


N. Y. C. 


In a recommended report in Finance No. 13914, New York 
Central Railroad Co. Abandonment, Examiner Lucian Jordan 
has proposed that division 4 permit the New York Central to 
abandon a branch line of railroad, its so-called Yonkers branch, 
extending from Van Cortlandt Park Junction, New York City, 
to Getty Square, Yonkers, in Bronx and Westchester counties, 
N. Y., approximately 3.1 miles. The report said that while 
commuter traffic on other divisions had increased approx- 
imately 12 per cent in the past year, that of the Yonkers 
branch had increased only 2.87 per cent. Estimated net salvage 
value of materials to be recovered, the report said, was $53,823, 
and added that the abandonment would release for use on 
other lines 11 units of electric equipment and make available 
coaches which would be suitable for service on other parts of 
the system. 


Santa Fe N. W. 


The Santa Fe Northwestern Railway Co., in Finance No. 
14089, has asked the Commission to permit abandonment by the 
railroad of its line from West Bernalillo to Bernalillo, Sandoval 
county, N. M., 1.2 miles. The application said that, due to 
abandonment and removal of rails, permitted by the Commis- 
sion, between Porter and Gilman, N. M., in Finance No. 11721, 
and between Gilman and West Bernalillo, in Finance No. 13435, 
the line involved in the instant application was used simply as 
an industrial spur of the New Mexico Timber Co., which com- 
pany, the application said, owned all the outstanding stock of 
the applicant. 

Nawaukum Valley 


_ The Nawaukum Valley Railroad Co. has asked the Commis- 
sion, in Finance No. 14090, for permission to abandon a line of 
railroad extending from Napavine to Onalaska, in Lewis county, 
Wash., 10.62 miles, with approximately 4.23 miles of spur and 
wye track. The application said that, due to the discontinuance 
of operations of the Carlisle Lumber Co., and to the fact that 
there were no industries along the line to be served, there would 
be no freight traffic after Jan. 20, 1943. No passenger traffic 
had been carried, it said, since 1939. 


P. M. 


_In a proposed report in Finance No. 13937, Pere Marquette 
Railway Co. Abandonment, Examiner Paul C. Albus has recom- 
mended that division 4 permit abandonment by the Pere Mar- 
quette of a branch line of railroad extending from a point near 
Mecosta to the end of the branch at Barryton, in Mecosta county, 
Mich., approximately 11.23 miles. The report said there had 
been no passenger trains operated on the branch since March 1, 
1939, and that for the past five years freight service consisted 
of a train operated one day each week with an occasional extra 
trip when required. 

Cc. R. I. and P. 


Examiner Jerome K. Lyle, in a report in Finance No. 13833. 
Chicago, Rock Island & Pacific Railway Co. Trustees Abandon- 
ment, has recommended that the Commission, division 4, find 
that the present and future public and convenience and necessity 
are not shown to permit abandonment by the trustees of the 
Rock Island of the portion of branch line extending from Desh- 
ler to Ruskin, Neb., approximately 8.06 miles. Abandonment 
was opposed by various Nebraska interests and the railroad 
brotherhoods. Based on traffic handled in 1942 and that in 
prospect for the future, the examiner said the record was per- 
suasive that the segment could be operated without being an 
undue drain on applicants’ resources, and suggested continued 
operation for the remainder of the calendar year 1943. He said 
there had been substantial truck competition in the territory, 
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but that that competition was diminishing. If abandonment 
were permitted, he said the Commission should retain jurisdic- 
tion to consider the question of imposing conditions for the pro- 
tection of employes adversely affected, as requested by one of 
the rail labor organizations. 


W. J. & S. 


By a report and certificate in Finance No. 14032, West Jer- 
sey & Seashore Railroad Co. et al. Abandonment, the Commis- 
sion, division 4, has permitted abandonment by the West Jersey 
& Seashore and abandonment of operation by the Pennsylvania- 
Reading Seashore Lines, lessee, of the portion of the so-called 
Riddleton branch in Salem county, N. J., extending from Dare- 
town to Oakland, 4.7 miles. 


Reading 


‘ The Commission, division 4, by a report and certificate in 
Finance No. 14053, Reading Co. Abandonment, has permitted 
abandonment by the Reading of the portion of its so-called Fur- 
nace branch in Leesport, Pa., extending 0.948 miles from a con- 
nection with its Moselem branch. 


Burlington 


In Finance No. 13899, Chicago, Burlington & Quincy Rail- 
road Co. Abandonment, the Commission has denied a petition 
of protestants for reconsideration of the action of division 4 
permitting abandonment of that portion of the railroad’s branch 
line extending 9.77 miles from Alma to Huntley, Neb. 


COMMISSION ORDERS 

Finance 9954, Fonda, Johnstown & Gloversville reorganization. 
Petition filed by Willkie, Owen, Otis, Farr & Gallagher, counsel for 
bondholders’ protective committee, for reconsideration, with privilege 
of oral argument, of maximum limit of final allowance of compensa- 
tion for services rendered and reimbursement of expenses incurred in 
connection with reorganization proceedings, as approved by report 
and order of Division 4, of November 6, 1942, denied. 

W-157, American Range Lines, Inc., contract carrier application. 
Effective date of certificate and order of December 7, 1942, postponed 
to March 15. 

MC 6554, Sub. 4, Dixie Freight Lines, Inc., extension, delivery 
areas. Reopened for reconsideration solely to determine whether ap- 
plicant should be granted right to serve Fort McClellan, Ala. 

MC 40860, Sub. 1, W. A. Slater, extension of operations, Lake 
Washington Bridge; and MC 40860, Sub. 2, W. A. Slater, extension 
of operations, Washington. Reports and orders entered in these pro- 
ceedings on December 19, 1940, and June 23, 1941, respectively, modi- 
fied so as to authorize issuance to applicant, on compliance with sec- 
tions 215 and 217 of interstate commerce act and with rules and regu- 
lations thereunder in MC 40860, Sub. 1, of a certificate authorizing 
operations as a common carrier of (1) general commodities, except 
household goods as defined in Practices of Motor Common Carriers 
of Household Goods, 17 M.C.C. 467, commodities requiring special 
equipment, and dangerous explosives, in shipping units not exceed- 
ing 200 pounds in weight, and of popcorn, popcorn seasoning, vend- 
ing machines, candy, ice cream mix, magazines, periodicals, and sup- 
plies and equipment incidental to the operation and maintenance of 
motion picture theatres, in shipping units exceeding 200 pounds in 
weight, between Seattle and North Bend, Wash., over Lake Washing- 
ton Bridge and relocated U. S. Highway 10, and return over same 
route, serving no intermediate points; and in MC 40860, Sub. 2, of the 
same commodities described in (1) above, (a) between Burke and 
Ritzville, Wash., over Washington Highway 18, (b) between Quincy 
and Spokane, Wash., over Washington Highway 7, from Quincy to 
Davenport, Wash., thence over U. S. Highway 10 to Spokane, and 
(c) between Omak and Oroville, Wash., over U. S. Highway 97, and 
return over the same routes, serving all intermediate points on such 
routes. This order shall become effective February 20, unless prior 
thereto any party in interest shall show cause, if any there be, in 
a writing verified under oath, why reports and orders entered herein 
on December 19, 1940, and June 23, 1941, respectively, should not be 
modified in manner described above. 


MC 67158, Sub. 1, Lon D. Fisher, common carrier application. Re- 
opened for reconsideration. 


No. 28800, Blytheville Chamber of Commerce et al. vs. A. & R. et al. 
Petition of southern and southwestern defendants for reconsideration 
of their petition of November 5, 1942, to review the examiner’s ruling 


and strike from the record Exhibit No. 273 and all testimony in con- 
nection therewith, denied. 


MC 102616 Sub. 2, Coastal Tank Lines, Inc., extension, Greensboro, 
N. C.; MC 103142, Miller Motor Lines, Inc., common carrier application; 
MC 101022 Sub. 5, Willett Bros. Transportation, extension, Greensboro, 
N. C.; and MC 103144, W. T. Holt, Inc., contract carrier application. 
Reopened for further hearing. 

MC-F 1916 (supplemental), B. C. Litman, purchase, I. B. Cain. 
Findings in report of November 21, 1942, modified to exclude from 
operating rights authorized to be leased, any rights to transport house- 
hold goods over irregular routes. 

MC-F 2060, Matthew L. McKeone, purchase, C, J. Calabria. Applica- 
tion under section 210a (b) requesting approval of temporary operation 
by Matthew L. McKeone, dba Red Ball Transfer Co., Omaha, Neb., of 
certain properties of C. J. Calabria, dba C. & H. Motor Freight Co., 
Omaha, Neb., denied. 

W-81, McAllister Lighterage Lines, Inc., contract carrier applica- 
tion; and W-217, McAllister Brothers, Inc., contract carrier application. 


TRAFFIC WORLD 


Effective date of denial and dismissal order of July 28, 1942, further 
postponed to March 1. 

W-359, Cornell Steamboat Co., contract carrier application. Effective 
date of certificate and order of June 15, 1942, further postponed to 
March 24, 

W-670, Canal Operating Co., Inc., common carrier application, 
Effective date of certificate and order of October 5, 1942, further post- 
poned to February 15. 

W-57, Frederick E. Grauwiller, contract carrier application; W-37, 
F. E. Grauwiller Transportation Co., Inc., contract carrier application; 
and W-702, F. Jacobus Transportation Co., Inc., contract carrier ap- 
plication. Order of December 14, 1942, modified to assign proceedings 
for further hearing for purpose of determining what commodities 
were transported in vessels chartered by applicants to persons other 
than carriers subject to interstate commerce act, and territories served 
by such vessels. Proceedings assigned for further hearing February 
23, 9:30 o’clock a. m., at the St. George Hotel, Brooklyn, N. Y., be- 
fore Examiner Weems. 

W-390, Warrior & Gulf Navigation Co., contract carrier applica- 
tion. Effective date of permit and order of July 8, 1942, further post- 
poned to May 17. 

W-406, Ohio Barge Line, Inc., contract carrier application. Effec- 


tive date of permit and order of July 8, 1942, further postponed to 
May 17. 


MOTOR FINANCE CASES 


MC F-1926, Suburban Motor Freight, Inc., purchase—Hanson Motor 
Express, Inc. Purchase by Suburban Motor Freight, Inc., of Columbus, 
Ohio, of certain operating rights of Hanson Motor Express, Inc., of 
Chicago, Ill., approved and authorized, subject to condition. 

MC F-2060, Matthew L. McKeone, purchase—C. J. Calabria. Ap- 
plication for authority under section 210a(b) of Matthew L. McKeone, 
doing business as Red Ball Transfer Company, of Omaha, Neb., for 
temporary operation of a portion of the motor-carrier rights of C. J. 
Calabria, doing business as C & H Motor Freight Co., also of Omaha, 
denied Jan. 14. 

MC F-2062, Rio Grande Motor Way, Inc., purchase, E. B. Faus. 
Application for authority under section 210a(b) of Rio Grande Motor 
Way, Inc., of Denver, Colo., for temporary operations of motor-car- 
rier rights and properties of E. B. Faus, doing business as Faus 
Transportation Co., of Monte Vista, Colo., granted January 15, 1943, 
provided subject to conditions. 

MC F-2063, Dalby Motor Freight Lines, Inc., leases, Harold B. 
Reynolds. Application for authority under section 210a(b) of Dalby 
Motor Freight Lines, Inc., of Lubbock, Tex., for temporary opera- 
tion of motor-carrier rights of Harold B. Reynolds, doing business 
as North Plains Motor Freight Lines, of Amarillo, Tex., denied Janv- 
ary 15, 1943. 

MC F-1914, Ralph M. Bowman, purchase, J. M. Brown. Applica- 
tion of Ralph M. Bowman, doing business as Bowman Transportation 
Company of Attalla, Ala., for authority to purchase certain operating 
rights of J. M. Brown, doing business as Brown Transfer & Storage 
Company, of Rome, Ga., denied. 

MC F-1981, Glendenning Motorways, Inc., lease, Cornelius Wil- 
liam Styer. Authority under section 210a(b) for Glendenning Motor- 
ways, Inc., of St. Paul, Minn., for temporary operation of motor-carrier 
rights of Cornelius William Styer, doing business as Northern Trans- 
portation Company, also of St. Paul, under Nos. MF 47644 (Sub-Nos. 
15-TA, 17-TA and 18-TA), granted with condition. 

MC F-1555, James C. Coughlin, control—Valley and Coast Transit 
Company, embracing No. MC F-1572, California Motor Transport Co., 
Ltd., merger—Valley and Coast Transit Co. Time within which av- 
thority granted in report and order of February 27, 1942, may be 
exercised exterded to July 26, 1943. 

MC F-1979, Gateway City Transfer Company, Inc., purchase— 
Hubert A. Wynberg and John Wynberg, embracing No. MC F-20417, 
Gateway City Transfer Company, Inc., lease—Gateway Transportation 
Co. Purchase by Gateway City Transfer Company, Inc., of La Crosse, 
Wis., of certain operating rights of Hubert A. Wynberg and John 
Wynberg, partners, doing business as Wynberg Truck Line, of Pella, 
Ia., and lease by Gateway City Transfer Company, Inc., of the operat- 
ing rights of Gateway Transportation Co., of Chicago, Ill., approved and 
authorized, subject to ccnditions. 

MC F-2042, The Rio Grande Southern Railroad Company (Cass M. 
Herrington, Receiver), lease—Ed Haines. Application for authority 
under section 210a(b) of The Rio Grande Southern Railroad Company 
(Cass M. Herrington, Receiver), of Denver, Colo., for temporary opera- 
tion of motor-carrier rights and properties of Ed Haines, doing busi- 
ness as Haines Motor Freight, of Durango, Colo., granted January 18, 
1943, subject to conditions. 

MC F-2052, W. A. Johnson, lease—Johnson Transport Co., Inc. Ap- 
plication for authority under section 210a(b) of W. A. Johnson, doing 
business as Johnson Motor Lines, of Fort Worth, Tex., for temporary 
operation of motor-carrier rights and properties of Johnson Transport 
Co., Inc., of Waco, Tex., granted January 18, 1943, subject to conditions. 


UNCONTESTED FINANCE CASES 


Supplemental Report and order in F. D. No. 11317, Louisiana & 
Arkansas Railway Co., operation, etc., authorizing continued opera 
tion under trackage rights by the Louisiana & Arkansas Railway C0. 
over a line of railroad of the Texas & Pacific Railway Co. in Point 
Coupee, West Baton Rouge, and East Baton Rouge Parishes, La. 
Approved. 

Report and order in F. D. No. 14074, Union Pacific Railroad Co. 
notes, granting authority to issue not exceeding $4,100,098.42 aggregate 
face amount, of prommissory notes, in evidence of, but not in payment 
for, the unpaid principal on various equipment contracts. Approved. 
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Proposed Reports 





in I. C. C. Cases 


Railroad, Water, and Motor Transport 





Midwest Iron-Steel Rate Problem 


Examiner Alfred G. Hagerty, in a proposed report in No. 
98786, Continental Steel Corporation vs. the New York, Chicago 
& St. Louis Railroad Co. et al., has recommended action by the 
Commission to make adjustments in a competitive iron and 
steel rate situation in the middle west which, according to the 
complainant, operates to its disadvantage and to the advantage 
of manufacturing points in the St. Louis, Peoria and Chicago 
districts in the competition for markets in Minnesota, Iowa, 
Wisconsin and upper Michigan. 

The examiner recommended findings that, standing by 
themselves, the assailed rates on iron and steel articles from 
the complainant’s plants at Kokomo and Indianapolis, Ind., 
to destinations in the aforesaid states had not been proved un- 
lawful in any particular, but that the rates maintained for 
corresponding transportation from the Chicago, Peoria and St. 
Louis shipping districts to consuming markets in the considered 
destination territory which were unaffected by competitive 
transportation would be, for the future, unduly preferential 
of the shipping interests in those origin districts and unduly 
prejudicial against complainant at Kokomo and Indianapolis, 
“to the extent and in the particulars that, in level, they are 
lower than the rates concurrently maintained from Kokomo 
and Indianapolis to the same destinations.” 

Taking St. Paul, Minn., as a typical destination point, the 
examiner said the rates in effect when the complaint was filed, 
prior to the increases that became effective March 28, 1942, 
were 48 cents a hundred pounds from Kokomo and 33 cents 
from Chicago—both rates lower than the standard of reason- 
ableness of 32.5 per cent of first class, prescribed in the west- 
ern trunk line revision. He added: 


The claim, in reference to the foregoing illustration, is that the 
basic maximum standard of 32.5 per cent of first-class, administratively 
prescribed from both Kokomo and Chicago, fixed the maximum measure 
by which the rates from Kokomo may reasonably exceed those con- 
currently maintained from both Kokomo and Chicago, fixed the maxi- 
mum measure by which the rates from Kokomo may reasonably exceed 
those concurrently maintained from Chicago; and that since, on that 
basis, the 6-cent difference, Kokomo over Chicago (based on 32.5 per 
cent of prescribed first class rates to the Twin Cities from Chicago and 
Kokomo), fixed the maximum measure by which the rates from Kokomo 
may reasonably exceed those concurrently maintained from Chicago, 
and that since, on that basis, the 6-cent difference, Kokomo over 
Chicago, would make the Kokomo-St. Paul rate 114.4 per cent of the 
Chicago-St. Paul rate, the 48-cent rate from Kokomo, to the extent that 
it exceeded 38 cents, equivalent to 114.4 per cent of the 33-cent Chi- 
cago-St. Paul rate, was unreasonable. . . . There was no undertaking 
to prove, or even any claim made, that the basically prescribed 32.5 per 
cent standard was in excess of maximum reasonableness for the de- 
scribed transportation in western trunk-line territory. ... 


Much of the proposed report was devoted to a discussion 
of the complainant’s allegations of fourth section departures 
and sixth section violations. Kokomo and Indianapolis, he said, 
were alleged to be intermediate points on the open Nickel 
Plate routes from St. Louis and Peoria districts through Chi- 
cago and other junctions into the destination territory. He said 
that “what are identified of record as fourth section departures 
arise from circumstances identical with those in relation to 
which complainant, in a prior proceeding . . . 243 I. C. C. 775, 
understood to establish that the same rates, here under at- 
tack, were in violation of section 6...” In that proceeding, he 
said, the Commission had found that the Nickel Plate route as 
an origin carrier south from Chicago through Kokomo, Peoria, 
and connecting lines beyond, to either Des Moines or St. Paul, 
had been deemed unnatural, even though less circuitous than 
an authorized Nickel Plate route east from Peoria through 
oe and thence west to and through Des Moines to St. 

aul. 


Examiner Hagerty said an appropriate remedy would be 
afforded complainant either by reopening the fourth section 
proceeding in a further effort to justify maintenance of the 
prescribed maximum standard to destinations that were be- 
yond reach of the competitive transportation influences, or to 
extend, for application to those destinations, rates from Ko- 
komo and Indianapolis that were lower than the prescribed 
maximum standard by the same amounts that the rates concur- 
rently maintained from the competitive shipping districts were 
lower than that standard. 

He recommended that an alternative order be entered, 


directed to all defendants, requiring them to remove the un- 
lawful preference and prejudice; that reparation be denied for 
want of proof that complainant had suffered money damages, 
and that complainant’s motion to reopen the prior proceeding 
be denied. In conclusion, he said: 

In the event a difference develops, as between the de- 
fendants, concerning whether the rates from Kokomo and In- 
dianapolis should be decreased, or those from the competitive 
shipping points increased, it is expected that such difference, 
and the reason therefor, will be explained in exception briefs, 
so that consideration may be given to the entry of a section 15, 
rather than an alternative section 3, order. 


TRUCK-RAIL BREAK POINTS 


Joint Board 77, in a proposed report in MC 89723, Sub. 4, 
Missouri Pacific Freight Transport Co., Extension, embracing 
MC 89723, Sub. 5, Same, has recommended the granting of a 
certificate as to general commodities, between certain points in 
Texas, serving all intermediate stations on the lines of the Mis- 
souri-Pacific. The report said it was the purpose of the applicant 
to set up a more complete system of coordination in order to 
avoid an excessive number of break bulk points, which caused 
delay in the transfer of freight and unnecessary use of box car 
and truck equipment. 

Protesting motor carriers, said the report, contended that 
approval of the application would create a new carrier, that the 
railroad should be required to make arrangements with existing 
carriers, and that existing motor carriers’ service was adequate. 
The report said, however, that the record showed that the rail- 
road had been serving the public along the proposed routes for 
many years, and agreed with applicant’s contention that the use 
of existing motor carriers’ service would be impractical for a 
number of reasons. It said, also, that a large number of shipper 
witnesses showed the need for the proposed service. 

The applicant, said the report, was created to supply an 
expeditious highway motor service in connection with the Mis- 
souri Pacific Lines in Texas. The railroad showed, it said, that 
its less-than-carload tonnage started to decline in 1928 and that 
by 1941 handled only 36.03 per cent of that handled in 1927, in 
contrast with a showing that the tonnage of regulated truck 
lines in Texas increased, 1940 over 1933, by 330.35 per cent. 


Newsprint from Oswego 


In a proposed report in No. 28826, Newsprint Paper, 
Oswego to Brooklyn, N. Y., embracing fourth section application 
No. 19782, Newsprint Paper from Oswego, N. Y., to Brooklyn, 
N. Y., Examiner Frank C. Weems has recommended findings 
that a rate of $3 a net ton on newsprint paper, maintained by 
the New York, Ontario & Western for application from Oswego 
(ex-lake) to Brooklyn stations, and proposed increased rates 
thereon to intermediate points, be found reasonable, and that 
the rate to Brooklyn stations be found to be not lower than 
necessary to meet water competition. 

He recommended further, that authority be granted, on 
conditions, to maintain the $3 a ton rate for application to 
Brooklyn stations without observing the long-and-short-haul 
provision of the fourth section, and that the proceeding be dis- 
continued. 

Examiner Weems showed that the proceeding in No. 28826 
had been instituted by the Commission, on its own motion, as 
an investigation into the reasonableness and lawfulness other- 
wise of the rate of $3 a ton on newsprint paper, minimum 
54,000 pounds, from Oswego to Brooklyn, that rate having been 
established May 10, 1942, by the New York, Ontario & Western. 

He stated that the newsprint paper here involved was used 
by the News Syndicate Co., Inc., of New York City (a sub- 
sidiary of the Tribune Co., of Chicago), publisher of the New 
York Daily News, and that it was manufactured at Baie 
Comeau, Quebec, Canada, by a company whose stock was 
owned by a Tribune Co. subsidiary. He noted that the Illinois 
Atlantic Corporation, a wholly-owned subsidiary of the Tribune 
Co., had leased from the resnondent rail carrier the various 
facilities at Oswego for transfer of the newsprint from vessels 
to freight cars and barges, for nine months a year. 

After a discussion of the costs of transportation of news- 
print by rail, and by barge via the New York State Barge 
Canal, the examiner said that the newsprint interests preferred 
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to use the rail rate of $3, at a total cost from ship’s hold at 
Oswego to warehouse at Brooklyn of $4.50 a ton, instead of a 
lesser cost of $3.59 by water carriers, for several reasons. One 
of these reasons, he said, involved a bauxite movement by 
water, to an aluminum plant in Canada, in which Illinois Atlan- 
tic was interested. He said more bauxite could be moved to 
that plant if the water carriers confined their transportation of 
newsprint and bauxite to the short haul on the lakes than if 
they undertook the long haul to and from Brooklyn. Another 
reason for preference of the rail movement, he said, was that 


shipments by barge were more susceptible to damage than were 
rail shipments. 


The examiner found support in the evidence for the re- 
spondent’s contention that the $3 rate was justified on the 
ground that the newsprint constituted added traffic, that the 
number of trains operated by the respondent had not been in- 
creased by reason of the added traffic, and that no extra train 
miles were necessary in the transportation thereof. Although 
the tariff did not so specify, the rate was in reality in the nature 
of a trainload rate, he said. Continuing, he said: 


The chief ground of opposition of the rail lines is that the $3 rate 
is a preferential adjustment that constitutes a threat to the newsprint 
rate structure. In that connection it should be stated that ever since their 
beginning the Canadian mills controlled by the Tribune Company have 
guaranteed to the provincial governments of Ontario and Quebec, and 
to the newsprint industry in Canada, that none of this newsprint would 
be sold in the open market in competition with any newsprint manu- 
factured by any other mill; that, in other words, it will not go into 
commercial markets. There is no evidence that the guarantee has not 
been kept. Transportation of the newsprint from Baie Comeau to 
Brooklyn, whether solely by water or partly by water and partly by 
rail, is merely an interplant movement. i.e., from a manufacturing 
plant to a publishing plant, both owned by the same interests. 

None of this newsprint has ever moved over any other rail line, 
except the switching by the New York Central at Weehawken; and, 
therefore, no rail carrier has lost any business by reason of the $3 
rail rate, nor by reason thereof have competitive situations of other 
manufacturers of newsprint been changed, nor, apparently, will they 
be changed. There is nothing in the tariff, however, that would prevent 
application of the $3 rate on shipments by rail from Oswego, regardless 
of the place of manufacture of newsprint, or that would preclude appli- 
cation of the rate to New York Harbor points intermediate to the 
Brooklyn stations or other points intermediate on respondent’s line. 
As an alternative to its prayer for relief from the long-and-short-haul 
provision of section 4. . . respondent is willing to so restrict the rate 
as to limit its application to newsprint originating at Baie Comeau 


only. . . . In view of the findings, the alternative offered need not be 
further dealt with. 


Proposed Reports 
Fresh Meats 


I. and S. No. 5153, Fresh and Preserved Meats, Kansas 
City to Arkansas. By Examiner J. Edgar Snider. Proposed 
reduced rates on fresh meats and packinghouse products, in 
straight or mixed carloads, from Kansas City, Mo.-Kan., to 
specified points in Ark., and points intermediate thereto, rea- 
sonable and otherwise lawful. Findings in prior reports, 136 
I. C. C. 651 and 156 I. C .C. 299, proposed to be modified to 
permit publication of reduced rail rates on fresh meats and 
packinghouse products, including lard, lard substitutes, and 
vegetable cooking oils, in straight or mixed carloads, from Kan- 
sas City, Mo.-Kan., to Barling and Camp Chaffee, Ark., without 
publication of correspondingly reduced rates from western 
trunk line packing points. 


Scrap Leather 


No. 28836, H. C. Godman Co. vs. New York Central, em- 
bracing Nos. 28837 and 28837, Sub. No. 1, Same vs. Chesapeake 
& Ohio. By Examiner Edgar Snider. Dismissal proposed. Sixth 
class rate, 27.5 per cent of first class, charged on shipments of 
scrap leather, carloads, from Chicago, Ill., Nashville, Tenn., 
Newberry and Harrisburg, Pa., and Holland, Mich., to Colum- 
bus, O., shipped in period June 5, 1939, to Nov. 15, 1940, pro- 
posed to be found applicable, rather than column 22.5 rate 
applying as exception to governing classification on fertilizer 
and fertilizer materials. The examiner said the same issue had 
been decided in No. 28712, H. C. Godman Co. vs. Pennsylvania 
Railroad Co., and that nothing presented in the instant pro- 


ceeding warranted a conclusion differing from that reached by 
division 2 in the cited case. 


Bobbin Blocks 


No. 28757, Terrell Machine Co., Inc., vs. Central Vermont 
Railway, Inc., et al., embracing Sub. No. 1, Same vs. Same. By 
Examiner George Esch. Eighth-class rate of 64 cents a hundred 
pounds under southern classification, minimum 36,000 pounds, 
charged on shipments of rough turned bobbin blanks, also 
known as bobbin blocks (pieces of wood from which spindles 
or bobbins for use in textile mills are made), shipped in the 
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period from April 7, 1939, to and including Sept. 5, 1941, from 
Barre, Randolph and Bethel, Vt., to Charlotte, N. C., proposed 
to be found not inapplicable but unreasonable to extent of their 
excess over a rate of 57 cents from Barre from April 7, 1939, 
to Aug. 20, 1940, and 55 cents from and including Aug. 20, 1949, 
to Sept. 5, 1941, and a rate of 56 cents from Randolph and 
Bethel from April 7, 1939, to Aug. 20, 1940, and 53 cents from 
and including the latter date to Sept. 5, 1941. The examiner 
said the Commission should find that from Sept. 5, 1941, on which 
date defendants established a rate of 52 cents, minimum 40,000 
pounds, the rate assailed was not unreasonable but. that it is 
and for the future will be unreasonable to the extent it exceeds 
a rate of 50 cents a hundred pounds, minimum 40,000 pounds, 
subject to the increase authorized in Ex Parte 148. Finding 
that complainant has not sustained its allegations under sec. 
tions 2, 3 and 4 of the act recommended. Reparation proposed, 
The examiner said there seemed to have been something wrong 
with the level of the rates on bobbin blanks because the rate 
applied from three points in Vermont to Charlotte was 64 
cents and from two other points in Vermont to more distant 
points, Greenville, S. C., and Johnson City, Tenn., the rate 
charged was only 52 cents. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration 
of 20 days from date of service of reports (unless otherwise stated), 
become effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission. State 
in which applicant has home office is shown in “black face’’ type, 
with name of town or city following.) 


Wisconsin (Milwaukee)—MC 76993, Sub. 5, Express Freight 
Lines, Inc., extensions. Certificate proposed. General commodi- 
ties, with exceptions, between Detroit, Mich., and Milwaukee, 
Wis., on the one hand, and Niles, Mich. (as a point of inter- 
change only), La Porte, and Goshen, Ind., and Pontiac, Mich. 
on the other, over regular routes as prescribed; between the 
aforementioned points, on the one hand, and intermediate points 
on U. S. highway 112 between and including Mottville, and 
Detroit, Mich.; also operation through Elkhart and Bristol, 
Ind., over Indiana highway 120, in connection with presently 
authorized regular routes. 

Ohio (Akron)—MC 31326, Sub. 1, M. & M. Truck Line, 
Inc., common carrier registration. Registration of state certifi- 
cate proposed, on finding certificate issued by Public Utilities 
Commission of Ohio was a certificate of public convenience and 
necessity within the meaning of the act, provided that appli- 
cant, prior to registration, surrender for cancellation the cer- 
tificate authorized in MC 31326, Dec. 12, 1942, if actually 
issued, or that he waive his right to the certificate. The report 
recommended also that steps be taken to safeguard the rights 
approved by division 4 in favor of Caldwell Motor Freight, Inc., 
as lessee, MC F-1851, in Caldwell Motor Freight, Inc., Lease, 
M. & M. Truck Lines, Inc. 

Ilinois (Chicago)—-MC 29130, Sub. 26, Rock Island Motor 
Transit Co., extension. Denial of certificate proposed. General 
commodities, with exceptions, over specified routes in Iowa. 

lowa (Abel)—MC 4473, R. L. Conard, contract carrier, em- 
bracing MC 51631, R. L. Conard, dba Conard Freight Lines 
Common Carrier Application, and MC 51636, Sub. 1, Same. 
Denial of permit proposed, on finding that dual operation of 
applicant not consistent with public interest. Recommended 
that order entered Dec. 27, 1939, granting permit in MC 4473, 
be vacated. General commodities, with exceptions, between Des 
Moines and Audubon, Ia., over specified routes. 

Indiana (Lafayette)—-MC 2987, Sub. 1, George Luck, ex- 
tension. Permit proposed. Manufactured animal and poultry 
food, from points in the Chicago, Ill., commercial zone, and 
Riverdale, Ill., to points in Ind.; waste and salvage, materials, 
and metals, including scrap paper, rags, junk rubber, and all 
scrap metals, from Indianapolis, Ind., to Chicago; junk and 
scrap rubber, from Terre Haute and Muncie, Ind., to Chicago; 
fertilizer, feed materials, consisting of bone meal, feed, dried 
meat scraps, feeding tankage, peanut oil cake and meal, from 
points in the Chicago commercial zone to points in a described 
area of Ind.; waste, scrap and salvage materials, from Lafayette 
and Frankfort, Ind., to Chicago; animal and poultry feed in- 
gredients, from places in the Chicago commercial zone, Rivel- 
dale, and Chicago Heights, Ill., to Lafayette, Ind. 

Maryland (Baltimore)—MC 1034, Sub. 3, Tidewater Ex- 
press Lines, Inc., common carrier. Certificate proposed, as to 
continuance of operation, general commodities, with exceptions, 
between Richmond, Va., and Washington, D. C., serving all in- 
termediate points except between Alexandria, Va., and Wash- 
ington. The report recommended that the restriction, ‘‘in less 
than truckload lots only” be removed from order entered May 
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13, 1939, in MC 59479, R. F. & P. Transportation Co. Common 
Carrier Application, predecessor in interest to applicant. 

Utah (Smithfield)—-MC 96170, Sub. No. 1, Alden N. Hodges. 
Certificate proposed. Coal from points in Sweetwater, Lincoln 
and Uinta counties, Wyo., to Laketown and Garden City, Utah, 
and points within 6 miles thereof, and to points in Cache 
county, Utah, over irregular routes. 

lowa (Shenandoah)—MC 93994, Sub. No. 1, Kimber Gil- 
pert. Certificate proposed. Live stock between Shenandoah 
and points within 25 miles thereof, on the one hand, and, on 
the other, St. Joseph and Rockport, Mo., and Nebraska City, 
Neb., and sand and gravel from Plattsmouth, Neb., and points 
within 8 miles thereof to Shenandoah and points within 25 
miles thereof, over irregular routes. 

Texas (Lubbock)—MC 89520, Sub. No. 2, C. J. Van Beekum. 
Certificate proposed. Explosives and blasting supplies between 
Lubbock and all points in New Mexico, over irregular routes. 

Michigan (Escanaba)—MC 2377, Sub. No. 4, Lency Clair- 
mont and Ruth Norton. Certificate proposed. General com- 
modities, with exceptions, between specified points in Mich., 
over designated routes. 

Texas (Waco)—-MC 2322, Sub. No. 12, Johnson Transport 
Co., Inc. Certificate proposed. General commodities, with ex- 
ceptions, between Rising Star and Denton Community, Tex., 
Cisco and Brownwood, Tex., Cross Plains and Coleman, Tex., 
Coleman and Brownwood, Tex., Santa Anna and Brady, Tex., 
and Brady and San Saba, Tex., over regular routes. 





COMMISSION WATER ACTION 


By an order in W-885, Byrd Steamship Line, Inc., Tempo- 
rary Authority Application, the Commission, division 4, has au- 
thorized temporary operation, until Dec. 31, 1944, as a common 
carrier by self-propelled vessels and non-self-propelled vessels 
with use of separate towing vessels in the transportation of com- 
modities generally between ports and points on the Delaware 
River, on the one hand, and Baltimore, Md., and ports and points 
on the Atlantic Intracoastal Waterway and its tributary water- 
ways from and including Norfolk, Va., to and including Jackson- 
ville, Fla., on the other. The Commission found that there was 
an urgent and immediate need for the service and that there was 
no other carrier service capable of meeting such need. 


Citrus Fruits from Florida 


Florida and other southern railroads have filed a reply in 
I. and S. No. 4786, Package Rates on Citrus Fruits, and related 
cases, to the charge of the complainants in No. 27741, Waverly 
Growers Co-Operative et al. vs. Akron, Canton & Youngstown 
Railway Co. et al., one of the cases joined with the aforemen- 
tioned suspension proceeding, denying that they had published 
rates which departed from the Commission’s order of June 8, 
1942, in the related suspension proceedings (see Traffic World, 
Jan. 2, p. 16). 

The Commission’s order in I. and S. 4786, embracing, in 
addition to No. 27741, I. and S. 4787, Package Rates on Citrus 
Fruits, prescribed reasonable and nonprejudicial charges after 
finding proposed “per package charges” on citrus fruit trans- 
ported by rail from Florida, Texas, California and Arizona un- 
lawful. Joined with the aforementioned proceedings was I. and 
S. 4511, Estimated Weights on Citrus Fruits, decided Feb. 13, 
1940, in which the Commission found the proposed revision of 
estimated weights on citrus fruits transported from the afore- 
mentioned states not justified and ordered suspended schedules 
canceled. The report and order of June 8 confirmed these 
findings. 

In their reply, the railroads said that, with respect to rates 
applicable on citrus fruit in ‘other than railroad owned venti- 
lated box cars,” the petition of the complainants “is obviously 
based upon a plain misreading and misinterpretation of the 
tariff, Agent Hoke’s I. C. C. No. 642,” and that practically all 
of the rates set forth in the table in the petition were erroneous. 
All of the rates published on such shipments, said the reply, 
were in strict conformity with the Commission’s order. 

_ With reference to rates from Florida to the southeast on 
shipments in “railroad owned ventilated box cars,” the reply 
said it was true that the rates published were not the same for 
application on all types of containers. What the petition of the 
complainants purported to show, however, as the “equivalent 
Package charge” on % box bags and 1/10 box bags, said the 
reply, were not the equivalent charges “per package,” but rather 
the charge for the equivalents of two or more shipments in such 
packages. It was not correct to say, therefore, said the reply, 
that the respondent railroads had sought to continue the publica- 
tion of “per package” rates. These rates, it said, were not in 
Violation of the Commission’s order which required the estab- 
ishment of rates “which shall not exceed rates in effect on Oct. 
4, 1940, reduced 5 per cent.” The published rates on shipments 
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in railroad-owned ventilated box cars, the reply said, were in all 
instances very much below the maximum rates prescribed by 
the Commission, and were made subject to the estimated 
weights named in the order. These rates were, said the reply, 
those which had been established subsequent to Oct. 4, 1940, for 
the _ purpose of meeting the competition of movement by 
trucks. 


D. & H. Debt Adjustment 


The Delaware & Hudson Co., and its subsidiary, the Dela- 
ware & Hudson Railroad Corporation, have filed an application 
with the Commission, Finance No. 14088, in respect of a plan 
of debt adjustment, dated Dec. 15, 1942, for the Delaware & 
Hudson Co.’s first and refunding mortgage 4 per cent bonds, 
due May 1, 1943, under the recently reenacted Chandler act 
providing for voluntary refinancing by solvent railroads to 
avoid judicial reorganization. This is the first plan to be filed 
under that modified act. 

Of $50,000,000 bonds that have been issued, $47,769,000 are 
outstanding in the hands of the public, and $2,231,000 are held 
in treasuries of the applicants, according to the plan which 
contemplates the payment of 10 per cent in cash of the bonds 
held by the public, and extension of the maturity of the re- 
maining 90 per cent of such outstanding bonds, aggregating 
$42,992,100, “without impairment of the lien of the mortgage” 
from May 1, 1943, to May 1, 1963, with interest continuing at 
4 per cent. The bonds held in the treasuries are to be gov- 
erned by all the provisions of the plan in the same manner 
as bonds presently outstanding in the hands of the public, ex- 
cept there will be no reduction in the amount of such bonds 
and such bonds may at any time or from time to time be 
issued and sold or otherwise disposed of by applicants on terms 
agreed on, according to the plan. 

“The applicants are not in need of financial reorganization 
of the character provided for under section 77 of the bank- 
ruptcy act, for the reasons, among others, that the earnings of 
the applicants have provided, and are reasonably expected to 
continue to provide, ample coverage for all fixed charges of 
the applicants including interest charges on the bonds, and the 
applicants’ present financial problem arises solely from the 
bond maturity on May 1, 1943,” says the application. ‘The 
applicants are not in a position, in view of present conditions 
affecting the railroad industry and the market for railroad 
securities, to provide through refunding or otherwise for the 
payment of the bonds in full on the date of maturity. This 
problem is of a temporary nature and will be eliminated by 
a postponement of the maturity date. There is no need for 
a = reorganization of the capital structure of the appli- 
cants.” 

Applicants said there had never been a default in pay- 
ment of interest on the bonds. They added that the plan would 
enable a reduction in their funded obligations by $4.776.900 
which would reduce their annual fixed charges by $191.076; 
and would enable them thereafter currently to reduce their 
funded and annual fixed charges through payments to be made 
into a sinking fund provided bv the nlan. Applicants said they 
had “secured assurances” of the acceptance of the plan from 
the holders of more than 25 per cent of the outstanding bonds. 


ONIONS FROM TEXAS 


The Office of Price Administration, the Department of Agri- 
culture, the National League of Wholesale Fresh Fruit and 
Vegetable Distributors, and F. H. Vahlsing, Inc., a Texas grower 
and distributor, have asked the Commission to suspend Item 
800-C, supplement 32, Agent W. P. Emerson’s Louisiana Tariff 
27-D, I. C. C. 310, effective Feb. 1. The item proposed to cancel 
the Class 27%4-V rating on onions without tops, minimum weight 
24,000 pounds, the petitions said, and that Class 35-V rates, in 
accordance with Agent E. H. Dulaney’s I. C. C. 86 would become 
effective. As a result of the change, petitioners said the rate 
increases would range from 9 cents a hundred pounds at Biloxi, 
Miss., to 20 cents, at Petersburg, Va. 

The petitions said that the rates in question applied from 
points in Louisiana to destinations in the entire southern and 
southeastern territory, and uniformly indicated that the large 
proportion of onions, without tops, which moved on combination 
rates to and from the Mississippi River, originated in producing 
sections in Texas. 

The O. P. A. and the Dept. of Agriculture said that any 
increase in the rates would result in an increase in the cost of 
feeding soldiers in the army training camps located in the desti- 
nation territory. The Department of Agriculture petition also 
called attention to the fact that onions, with tops, minimum 
20,000 pounds, were rated column 311%4-V, “which on its face is 
inconsistent.” 

The distributors’ association said that there would be a 
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large and increasing volume of Texas onion traffic moving on 
these rates. This increased volume, it said, resulting from diver- 
sion of truck traffic, would allow added economy of operation 
because of heavier loading required by the Office of Defense 
Transportation. The Vahlsing petition touched briefly on the 
effect of the increase on price control activities, and on the cost 
of onions for the armed forces of the country. 

The four protests were withdrawn on agreement of the 
carriers to restore the 274%4-V column rates via three gate- 
ways: New Orleans and Baton Rouge, La., and Natchez, Tenn., 
which will enable the Texas shippers to continue to supply 
southeastern army camps through these gateways on the basis 
of the combination rates in effect before the increases were pro- 
posed. Special permission No. 14173 has been granted to Agent 
Emerson, and to Agent Hoke, to publish, on one day’s notice, 
effective Feb. 1, restoration of the 274%4-V column rates. Hoke’s 
I. C. C. No. 322, Item 480-M, was involved in the proposed 
cancellation, and he filed the special permission application, 
Agent Emerson concurring. 


PETITIONS FOR REHEARING, ETC. 


Ex Parte 104, Part 2, Hanna Furnace Corporation terminal allow- 
ance, practices of carriers affecting operating revenues and expenses, 
terminal services. Hanna Furnace Corporation asks reconsideration 
by entire Commission of sixty-seventh supplemental report, decided 
November 11, 1942. 

MC F-1912, Julius Daverso, Frank Daverso and Mario Merlino, dba 
British Columbia-Seattle Transport, purchase, Julius Daverso, Frank 
Daverso, Pete Daverso and E. L. Knott, dba British Columbia-Seattle 
Transport. Vendor and vendee ask reconsideration of report and order 
decided December 21, 1942. 

No. 28754, Hollywood Casket Co. vs. A. T. & S. F. et al. Com- 
plainants asks reconsideration before entire Commission. 

W-814, United Boat Lines, common carrier application. Protestant, 
The River Lines (California Transportation Co. and Sacramento & 
San Joaquin River Lines, Inc.), asks reopening, reconsideration and 
hearing. 

No. 28794, Washington Eljer Co. vs. Luckenbach Steamship Co., 
Inc., et al. Defendants ask reconsideration. 

W-658, Raymond Lendten, contract carrier application. Arrow 
Tug & Barge Co. and others ask review, reconsideration and rehear- 
ing. 

W-600, application of Eastern Transportation Co. Applicant asks 
that division 4 will grant reconsideration of report and order of Octo- 
ber 19, 1942, and that reargument may be had before division 4 or, 
in alternative, that Commission will grant reconsideration of report 
and order and that hearing may be had before entire Commission. 

No. 28037, Buffalo Meat Products, Inc., vs. Boston & Albany et al. 
Complainant, in a second petition, asks reconsideration. 

No, 28712, H. C. Godman Co. vs. Pennsylvania. Complainant asks 
reopening for reconsideration. 

MC-F 2073, Pacific Motor Trucking Co., purchase, Valley Motor 
Lines, Inc. Pacific Motor Trucking Co. asks authority temporarily to 
operate motor-carrier properties of Valley Motor Lines, Inc. 

W-658, application of Raymond Lendten. Knappton Towboat Co. 
asks leave to intervene and rehearing. 


FINANCE APPLICATIONS 

MC F-2080. C. E. and B. M. Huber, of Tiffin, Ohio, ask authority 
to acquire control, through ownership of capital stock, of Huber 
Motor Transportation Co., and H & K Motor Transportation, Inc., 
respectively of Tiffin and Toledo, Ohio, by an exchange of stock 
with the principlals in MC F-2081. 

MC F-2081. E. H. and Dora N. Kern, of Toledo, Ohio, ask au- 
thority to acquire control, through ownership of capital stock, of 
Brown Avenue Transportation Co. of Toledo, Ohio, and C. A. Conklin 
Truck Lines, Ine., of Adrian, Mich., by an exchange of stock with 
the principals in MC F-2080. 

MC F-2082. Gallagher Transfer & Storage Co., of Denver, Colo., 
asks authority to lease operating rights of Gustafson Transportation 
Lines, Inc., of Sidney, Neb., and temporarily to operate. 

MC F-2083. Alvin R. Homes, dba Holmes Transportation Service, 
of Worcester, Mass., asks authority to purchase certain operating 
rights of Taylor’s Express Co., of Haverhill, Mass., and temporarily 
to operate. 

Finance No. 14079. Shelton Pitney and Walter P. Gardner, trus- 
tees of the property of Central Railroad Co. of New Jersey, ask 
authority to acquire trackage rights over the Reading Co. and Le- 
high & New England Railroad Co., at Catasaqua, Lehigh county, Pa. 
Applicant said authority was asked to avoid a detour of 30 miles in 
the interchange of traffic caused by the wash-out of a bridge at 
Catasauqua, over which the traffic was formerly interchanged. 
Applicant said it would pay a rental charge to the Reading and the 
Lehigh of two dollars for each loaded car handled over the trackage 
sections, and one dollar for each empty car in excess of the number 
of loaded cars handled over the trackage sections in any one month. 

MC F-2084. Signal Trucking Service, Ltd., Los Angeles, Calif., asks 
authority to purchase operating rights of Lee B. Hawkins and Jessie G. 
Hawkins, dba Lee B. Hawkins Co., Ltd., Moneta, Calif. 

MC F-2085. W. J. Dillner Transfer Co., Pittsburgh, Pa., asks 
authority to purchase operating rights of Rays Moving and Express, 
New York, N. Y. 

MC F-2086. Rock Island Motor Transit Co., of Chicago, Ill., wholly- 
owned subsidiary of the Chicago, Rock Island & Pacific Railway Co.. 
asks authority to purchase operating rights and property of L. L. 
Rhoades, dba P. C. Motor Freight Lines, Ft. Smith, Ark. The acquisi- 
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tion involves a route extending from Fort Smith, Ark., to McAlester, 
Okla., and, according to the application, the proposed service will en- 


able the Rock Island Railroad more fully to comply with general order 
OO; BD. T.. 1. 


MC F-2087. Quaker City Bus Co., Camden, N. J., asks authority 
to purchase rights of Silver Dart Lines, Inc., Boston, Mass. The sale, 
according to the application, will enable applicant to effect operating 
economies and will place it in a position to ‘‘compete effectively with 
the Greyhound-Trailways of New England combination.”’ 

MC F-2088. J. P. Kittrell, B. W. Kittrell and Horace J. Kittrell, 


a partnership of Dallas, Tex., ask authority to purchase Lone River 
Bus Co., of New Boston, Tex. 


Finance No. 14092. New York, Ontario & Western Railway Co., 
by its trustee, Frederic E. Lyford, asks authority to issue a short 
term promissory note in the principal amount of $68,746.24, payable 
in 18 months, to the Delaware & Hudson Co., in substitution of a 
like note issued Oct. 27, 1942. The purpose of the substitution, the 
application said, was to remove any question as to the legality of 
the obligation evidenced by that note. 


Finance No. 9046. Third Supplemental. Detroit & Mackinac Rail- 
road Co. asks authority to pledge $375,000 of its mortgage bonds at 


the ratio of not exceeding $5 principal amount of bonds to each $1 
of indebtedness. 


Refiners Transport Purchase 


The nine motor carrier protestants in MC F-1936, Refiners 
Transport & Terminal Corporation, Purchase, Marshall Trans- 
port Co., and Warren C. Marshall, have filed exceptions to 
“each and every one of the reasons and considerations relied 
on” by the examiner in his proposed report, which recom- 
mended approval of purchase by Refiners Transport of operat- 
ing rights and property of Marshall Transport, and certain 
property of Warren C. Marshall (see Traffic World, Jan. 2, p. 
13). The protestants asked that the application be denied. 

The antitrust division of the Department of Justice has 
also asked that the application be denied, and has filed excep- 
tions to the proposed report. The brief said that the examiner 
had ignored ‘‘the public effect of the elimination of competition 
between two forms of public transportation which would result 
from consummation of the proposed transaction.” 

The brief said the examiner erred in construing the word 
“control” in section 5 (2) (a) to mean control under which the 
separate existence of the additional carrier controlled would be 
continued, and that the requirement that the parent company 
(in this case Union Tank Car Co.) be made party to the applica- 
tion did not apply in this case because the ‘carrier to be 
acquired will be absorbed into an existing carrier.’’ The obvious 
intent of Congress, said the brief, was to bring within its scope 
non-carriers, who having contro] of one carrier seek further to 
expand by buying up additional carriers whether they were 
competitors or not. The word “control’’, the brief said, should 
be broadly construed, and that to give the word “the narrow 
meaning proposed by the examiner would be to ignore the true 
meaning of that term as used in the statute.” 

The examiner also erred, said the antitrust division, in 
finding that leasing of tank cars to railroads by Union Tank 
Car Co. was insufficient to constitute affiliation. If, it said, 
the Union interests were so closely linked with those of the 
railroads that its income and financial security were dependent 
on that of the railroads, ‘‘then it is reasonable to assume that 
Union will operate its controlled motor carriers so as not to 
interfere with the railroads.” It was no answer, said the 
division, to say that Union was not a carrier by railroad, for 
that was not the test. The facts concerning the relationship 
between Union and the railroads, it said, ‘demonstrate the 
dominant position of the railroads so far as rail tank car com- 
panies are concerned.” 

Because of this relationship, and because of the competition 
between tank trucks and railroad tank cars, the division said, 
it was not consistent with the public interest to permit entry 
of Union into the motor carrier field. Even after O. D. T. 
Order No. 7 went into effect, to prevent the use of tank cars 
on short hauls so that tank trucks might be more fully utilized 
for those hauls, said the brief, applicant’s witnesses admitted 
that there were idle tank truck facilities along the eastern 
seaboard at the time of the hearing. This, said the devision, 
demonstrated the tenacity of the tank car and railroad interests 
in seeking to retain control of the short haul business. In the 
light of this demonstration, said the brief, the Commission 
could not safely assume, as the examiner did, that Union was 
going to permit Refiners Transport to develop the tank truck 
business in a manner which would offer effective competition 
to the tank car business. 


FRE1GHT FORWARDER SUBSTITUTION 
By an order in No. FF-105, Bluefries-New York, Inc., Sub- 
stitution, the Commission, division 4, has substituted the Blue 
Express, Inc., as applicant in lieu of Bluefries-New York, Inc. 
for a permit to continue freight forwarding operations. 
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Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules 
in it have been suspended. Suspension orders contain many sched- 
ules not reprouuced here. Details of such orders are published in 
The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. M-2170, the Commission has suspended from 
January 16 until August 16 the operation in part of schedule 
MF-I. C. C. No. 8 of George H. Schwartz, Pittsburgh, Pa. The 
suspended schedules propose to establish new minimum charges 
on fresh or frozen fish from Boston, Gloucester and Province- 
town, Mass., to Altoona and Pittsburgh, Pa. 

In I. and S. M-2171, the Commission has suspended from 
January 18 until August 18 the operation of tariff MF-I C. C. 
No. 5 of Overseas Transportation Company, Inc., Key West, 
Fla. The suspended schedules propose to establish increased 
class and commodity rates on traffic received from or delivered 
to rail or water carriers at Miami, Fla.; for example, it was 
proposed to increase the first class rate from 74 to 114 cents 
a 100 pounds, and to increase the less-truckload commodity 
rate = candy, confectionery, etc., from 65 to 66 cents a 100 

ounds. 

. In I. and S. M-2172, the Commission has suspended from 
Jan. 18 until Aug. 18 the operation of certain schedules as pub- 
lished in tariff MF-I. C. C. No. 9 of Antonio Spina, doing busi- 
ress as Pennsylvania Dispatch, Reading, Pa. The suspended 
schedules proposed to increase commodity rates on battery 
boxes for shipments weighing up to 9,000 pounds from Water- 
town, Mass., to Reading, Pa., on canned foodstuffs in truck- 
loads from Hall, Rochester and Victor, N. Y., to Reading. Pa., 
and on macaroni, noodles, spaghetti or vermicelli in truckloads 
and less-truckloads from Lebanon, Pa., to New Haven, Conn., 
Providence, R. I., and named points in the state of New York. 

The Commission, by an order in I. and S. No. 5182, Han- 
dling Balsa Wood at Southern Ports, suspended from Jan. 16 
to Aug. 16 the operation of certain schedules as published in 
supplements Nos. 68 and 40 to Alternate Agent K. C. Bogue’s 
tariffs I. C. C. No. 40 and 41, respectively, proposing the es- 
tablishment of charges for handling imported balsa wood, car- 
loads, from shinside to cars and barges at the south Atlantic. 
Florida and Gulf ports, in connection with shipments destined 
to various points in central and western trunk line territories. 
The proposal was opposed by the Office of Price Administra- 
tion (see Traffic World, Jan. 9, p. 63). 

In I. and S. No. 2173, the Commission has suspended from 
January 19 until August 19 the operation of certain schedules 
published in supplement No. 3 to MF-ICC No. 7 of Herman 
Weiss dba Weiss Trucking Service, New York, N. Y. The sus- 
pended schedules propose increases of 20 cents a package in 
rates applying on furniture, games, toys and certain kinds of 
machines from New York, N. Y., to points in Connecticut, New 
Jersey and New York. 

In I. and S. M-2174, the Commission has suspended from 
January 19 until August 19, the operation of certain schedules 
as published in supplement No. 3 to tariff MF-ICC No. 3 of 
G. F. Morgan, agent, Washington, D. C. The suspended sched- 
ules propose to increase the rating and minimum weight on 
frosted or frozen fruits and vegetables within trunk-line terri- 
tory from class 37.5, minimum 20,000 pounds, to class 50, mini- 
mum 23,000 pounds. 

In I. and S. No. 5184, the Commission has susnended from 
January 20 until August 20 the operation of certain schedules 
as set forth on 10th revised page 46, 11th revised page 47 and 
doth revised page 47-A of Southern Pacific Company’s tariff I. 
C. C. No. 4846. The suspended schedules propose to cancel 
less-carload commodity rates on grain, grain products and 
cereal food preparations between certain points in Oregon, and 
to apply in lieu thereof higher class rates. 

In I. and S. No. 5183, the Commission has suspended from 
January 20 until August 20 the operation of certain schedules 
as published in supplements Nos. 25, 26 and 28 to Railway 
Fxnress Agency’s tariff I. C. C. No. 3959 and ME-I. C. C. No. 
3526. The suspended schedules propose to increase the express 
rates on bakery goods, any quantity. from points in Utah and 
Colorado to various destinations in Colorado, Idaho, Montana, 
Oregon and Wyoming. 


MULTIPLE PICK-UPS AND DELIVERIES 
_ A joint brief for Motor Carriers Central Frei¢ht Associa- 
tion, Central States Motor Freight Bureau, Inc., and a brief for 
Central Freight Association Railroads, as interveners in behalf 
of defendants, have been filed in MC C-319. Detroit Board of 
Commerce vs. Advance Transportation Co. of Illinois et al. (see 
Traffic World, Jan. 16, 1943). The proceeding involves a com- 
Plaint filed by the Detroit board, alleging undue prejudice and 
preference with respect to Detroit, Mich., by reason of the 
failure of 53 common carriers, most of them by motor vehicle, 
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to establish a rule providing for multiple pick-ups at point of 
origin or multiple deliveries at point of destination. 

The joint brief said that no compelling competition had been 
proven by complainant; that no similarity of transportation con- 
ditions of circumstances had been shown between Detroit and 


rate-making territories, other than Central territory. No par- 
ticular need for such a rule had been shown, said the brief, and 
that it had been proven that similar rules, which now existed 
interterritorially, were seldom used. It was also shown, said the 
brief, that the defendants could not afford to provide multiple 
pick-ups or multiple deliveries at Detroit for less than an actual 
cost of $17.92 for each pick-up or delivery, and that this cost 
did not include a profit. 

The brief of the Central Freight Association Railroads said 
that the issues presented, from the standpoint of the rail car- 
riers were: That the stop-off privilege published by rail carriers 
was not comparable to the arrangement proposed; that if a gen- 
eral publication of a multiple pick-up and delivery arrangement 
should be required, the interests of the rail carriers would be 
injuriously affected. The proposed rule, it said would establish 
far more liberal arrangements by motor carriers than were 
available by rail, and would confront the rail carriers with the 
necessity of giving consideration to meeting such competition, 
“with the consequent dissipation of revenue.’”’ The Commission, 
said the brief, should find the rules complained of not unjust, 
unreasonable, nor preferential and prejudicial, and asked that 
the complaint be dismissed. 


Midland Valley Debt Adjustment 


The Midland Valley Railroad Co. has filed with the Com- 
mission, in Finance No. 14094, an application for authority to 
extend the time for payment of its first mortgage bonds and its 
series A and series B bonds, and to modify the terms of the 
bonds and of the indentures securing them, under the reenacted 
Chandler act. Under the plan submitted with the application, 
it was indicated that the maturity of the first mortgage bonds 
would be extended from April 1, 1943, to April 1, 1963, and the 
maturity of the series A and B bonds, from April 1, 1953, to 
April 1, 1963. Authority was also sought to file a petition with 
the pertinent federal court for the approval of the plan. 

The plan said that the plan would affect $4,750.000 first 
mortgage bonds, $1,475,500 series A bonds, and $830,500 series 
B bonds now outstanding in the hands of the public. It was pro- 
posed to cancel, according to the plan, $1,934,000 first mortgage 
bonds held by a wholly-owned subsidiary of Midland, and 
$31,000 first mortgage bonds held by Girard Trust Co., trustee; 
$77,000 ser*es A bonds and $48,500 series B bonds held by the 
same wholly-owned subsidiary; $1,960,000 series A bonds, and 
$1,121,000 series B bonds now held by Midland, together with 
$487,000 first mortgage bonds authenticated but not issued. 

The rate of interest on the first mortgage bonds, according 
to the application, will be reduced to 4 per cent from 5 per cent; 
commencing with interest payable in 1943, interest on the series 
A and series B bonds will be cumulative up to, but not ex- 
ceeding, an aggregate at any one time of 12 per cent with 
respect to each series. 


The plan showed that the first mortgage as drawn at pres- 
ent made no provision for a sinking fund, and the plan provided 
for such a fund, comprising a primary sinking fund and a sec- 
ondary sinking fund, with respect to the first mortgage and the 
bonds secured thereby. 


The application said that the only financial problem of Mid- 
land was the maturity of its first mortgage bonds on April 1, 
1943, and the fact that default in the payment of these bonds 
would, under the terms of the adjustment mortgage securing 
the series A and B bonds, constitute a default on the series A 
and B bonds. The company had always earned its fixed charges, 
said the application. The plan, it said, would limit the bonded 
debt of the applicant, reduce the fixed charges, increase the 
security of its bonds, and provided that all earnings after ex- 
penses from and after Jan. 1, 1943, so long as any of its first 
mortgage bonds were outstanding, should be applied solely to 
—— additions and betterments and reduction of bonded 
debt. 

Although the application said that Midland had not circu- 
lated its bondholders to obtain assents to the plan, it had ob- 
tained assurances of assent from creditors holding more than 
25 per cent of the amount of the outstanding bonds. As to the 
stockholders, the application said the stock was controlled to a 
considerable degree by those who, or the families of those who 
constructed the railroad approximately forty years ago. They 
believed, said the application, that the best interests of the 
property, its creditors, and its stockholders, would be served by 
providing for the dedication of all of its earning power to the 
servicing of its debt, additions and betterments, and debt retire- 
ment. 
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Allied Van Pooling 


Exceptions to the proposed report of Examiner John S. 
Higgins in MC F-1775, Allied Van Lines, Inc., Pooling (see 
Traffic World, Dec. 12, 1942, p. 1403), have been filed in three 
identical briefs for Ballard Storage & Transfer Co., the Skel- 
let Co., and LaBelle Safety Storage & Moving Co., each of 
which said it was “a signatory to the pooling agreement sub- 
mitted to the Commission in the instant proceeding.” 

Each of the companies, said the briefs, had applications 
pending under the “grandfather” clause, and had also submit- 
ted proof of public convenience and necessity for territory in 
excess of the territory recommended in their “grandfather” 
proceedings. Broker license applications, said the briefs, were 
also pending. 

The briefs said that applicants’ “quarrel with the proposed 
report lies in its imposition of the conditions that applicant 
must, if it is to participate in the advantages of pooling, dis- 
miss its application for a certificate based upon the voluminous 
proof of public convenience and necessity.” The briefs said 
that applicants should not be compelled by the Commission to 
make a choice between remaining in the pool and enjoying 
its benefits, or getting out of the pool, a choice “which requires 
the square denial of a statutory right given to applicant by 
Congress, viz., the right to apply for and prove the existence 
of public convenience and necessity.” 

Exceptions to the proposed report, which recommended ap- 
proval of the application of Allied, as amended, to lease cer- 
tain operating rights and property of a majority of its agents, 
rather than to pool their interstate and foreign intercity house- 
hold goods, carrier business and franchises, have been filed by 
Allied Van Lines, Inc.; Independent Movers & Warehousemen’s 
Association, Inc. Briefs have also been filed for two groups of 
protestant household goods carriers. 

Aero Mayflower Transit Co. has filed exceptions to the 
examiner’s report in MC F-1775, and has asked that the appli- 
cation be dismissed as not being within the provisions of sec- 
tion 5. The brief also asked that the applicant be advised to 
comply with the statutory provisions applicable to forwarders. 
The Commission, it said, should issue its final order in the 
pending “grandfather” application and if it should determine 
to deny those rights, the effective date of the denial should be 
postponed pending proceedings on the extension application, if 
the applicant elected to go forward. 

The antitrust division of the Department of Justice has also 
filed exceptions to the proposed report in MC F-1775, and 
asked that the application be denied. The proceeding assumed 
unusual importance, the division said, because Allied was 
owned and controlled by the National Furniture Warehouse- 
men’s Association. The implications of that ownership and 
control from the standpoint of restraint of competition, said the 
division, were indicated by a consideration of the fact that no 
motor carrier could become a member of Allied without the 
anvroval of the association; that common meetings were held 
for the election of officers of the association and Allied: that 
members and agents were prohibited from doing business with 
non-members; and by other cited facts. The most startling 
aspect of the plan, said the division, was the feature which 
would extend to each carrier member the right to operate over 
the certificated routes of all other members. It was not clear, 
said the division, “by what process of statutory construction 
such a scheme could be authorized under the interstate com- 
merce act,” nor was it clear whether the scheme “was a pool- 
ing of operating rights or a merger of such rights.” 

The public was becoming increasingly aware of the fact 
that the inherent advantage of motor truck transportation. 
low cost, had virtually disappeared, said the division. Methods 
of private rate-making over which the Commission had no con- 
trol, it said, such as those engaged in by Allied and the furni- 
ture association, had forced rates to an all-time high level. 
This would not have been possible. said the division, “even in 
this emergency except for private rate-making schemes fostered 
by groups and associations such as those involved in this ap- 
plication.” 

The division said that a report submitted to Congress bv 
the President on Nov. 5, 1942. directed attentiton to the fact 
that such rate-making practices had been aided by the liberal 
use of the minimum rate power. If such private practices and 
non-carrier control of a vast motor carrier organization was 
now to be legalized. it said. then the hone of restoring the in- 


herent advantage of low-cost transportation by truck was gone 
forever. 






MINIMUM MOTOR RATES STAYED 


The Commission has denied petitions of the New England 
Motor Rate Bureau, Inc., and the New England Motor Rate 
Conference, dated Oct. 28, 1942, and Oct. 31. 1942, resnectively, 
for postponement of the effective date of its order of Oct. 20, 
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1942, in Ex Parte MC 22, New England Motor Carrier Rates 
suspending from July 1, 1942, to Nov. 1, 1943, the effectiveness 
of the prescription of minimum class and commodity rates 
charges, classifications, rules and regulations in that proceed. 
ing for carriers by motor vehicle, and for reconsideration ang 
vacation thereof (see Traffic World, Nov. 7, 1942, p. 1087). 

The rates, etc., were not only stayed in Ex Parte MC 22 
but also in other minimum rate proceedings, namely, Ex Parte 
MC 20, Trunk Line Territory Motor Carrier Rates, Ex Parte 
MC 21, Central Territory Motor Carrier Rates, and Ex Parte 
MC 23, Midwestern Motor Carrier Rates. The idea behind the 
suspension of the minimum rate orders was believed to be that 
destructive rate cutting had disappeared. The National 
Industrial Traffic League agreed to the suspension action taken 
by the Commission in all the cases except in Ex Parte MC 22. 
It was doubtful about the ability of New England carriers to 
curb the inclination of some of their number to make 
destructive changes. 

The New England Motor Rate Bureau, Inc., and the New 
England Motor Rate Conference sought restoration of the 
prescription of minimum class and commodity rates, etc., 
throughout the country. Postponement was asked so that the 
prescription might be effective pending determination of the 
reconsideration. 


SWITCHING CHARGES AT LOUISVILLE 

The protesting railroads in I. and S. 5064, Switching at 
Louisville, Ky., have filed a brief with the Commission, asking 
that it find defective a cost study submitted by the respondent, 
the Kentucky & Indiana Terminal Railroad Co., on the basis 
of which the respondent seeks justification of its proposal to 
increase switching charges on traffic moving over its tracks 
and over the tracks of three proprietary railroads in the Louis- 
ville industrial area. 

The respondent, according to the protesting carriers, is 
controlled jointly by the Southern, the Baltimore & Ohio, and 
the Monon, and its tracks and bridge are used jointly by those 
proprietary lines for all passenger and freight traffic of those 
lines crossing the Ohio River to and from Louisville. By the 
tariff under suspension, the K. & I. proposes to increase its 
switching charges to non-proprietary lines from _ present 
charges of $2.97 a car, in zone 1, and $3.96 a car in zone 2, to 
$6.93 in either zone. Charges to industries on the proprietary 
lines beyond the K. & I. lines would be $6.93, the same as the 
suspended charge for the lesser service by respondents to and 
from industries on its own lines, according to the brief. 

One contention of the protesting lines is that the owner- 
ship of the respondent by the proprietary lines named affords 
no justification or excuse for performance of switching at lesser 
charges to them than the non-proprietary carriers. Another 
contention of the protestants is that a deficit of $1,336,904.75 
reported by the respondent to have resulted from its 1940 
operations is “not a deficit at all.’ They ask the Commission 
to find that the respondent would show a profit if it exacted 
adequate compensation from the proprietary lines for all the 
services performed by it for those carriers. 


MOTOR SERVICE TO FORWARDERS 

The Regular Common Carrier Conference of the American 
Trucking Associations, Inc., has petitioned the Commission for 
leave to intervene in MC 3339, Globe Cartage Co., Inc., Com- 
mon Carrier Application, and MC 3340, Same. Contract Car- 
rier Application. The proceeding involved “grandfather” 
rights, said the petition, and the conference believed that the 
applicant, Globe, having devoted its facilities to the transpor- 
tation of property moving on freight forwarders’ bills of !ad- 
ing, was entitled to a certificate authorizing it to continue such 
service, and limited to it. ' 

The petition said the conference had a vital interest in this 
type of certificate, but that “such interest is general. and is con- 
fined to the effect of the legal principles involved, petitioner 
having no interest whatever in the matter apart from these 
legal principles and their effect on the industry as a whole.” 


RATES ON BUTADIENE 

The Commission. division 2, acting on fourth section ap- 
plication No. 20165 filed by Agent J. R. Peel, has issued fourth 
section order No. 14849, Butadiene from, to and Between 
Points in the Southwest, granting railroad relief from the 
Long-and-short-haul part of the fourth section to establish and 
and maintain rates over existing routes on butadiene, in tank- 
car loads, between points in southwestern territory, Kansas, 
Missouri and New Mexico, also from points in southwestern 
territory. Kansas. Missouri and New Mexico. to points in west- 
ern trunk line, intermountain, Illinois, official and southwestern 
territories, the same as so-called normal rates temporane- 
ously in effect on liquefied petroleum gas, in tank-car loads, oF 
in packages in carloads (see Traffic World, Dec. 12, p. 1416). 
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Export Rates and U. S. Shipments 


The demand of the War and Navy Departments and other 
government agencies, for the application of export rates with 
jJand-grant deductions to rail shipments of government traffic 
destined for ocean movement by other than common carrier 
steamships, will eventually be decided by the Commission, if 
the request of the Comptroller General that the demand be 
submitted to it is complied with. The transcontinental rail- 
roads have denied a request for such an adjustment submitted 
to them by G. Lloyd Wilson, director of the O. D. T. division 
of rates, on behalf of the government agencies. In submitting 
the matter to the railroads, Director Wilson said he was doing 
so in the hope that they would acceed to the request and so 
avoid taking the matter to the Commission (see Traffic World, 
January 9, p. 62). 

The rerusal of the railroads was contained in a letter to 
Mr. Wilson from J. G. Stubbs, chairman of the Transcontinen- 
tal Freight Bureau, on behalf of the western railroads. ‘The 
letter, a confidential communication, came into the hands of 
a reporter for a Chicago newspaper which published lengthy 
extracts from it. Asked about the matter, Mr. Stubbs said 
those quotations were accurate but that, as agent for the west- 
ern rail traffic executives, he had no right to make the letter 
itself public, and that the premature publicity might possibly 
cause Some embarrassment in future negotiations. 

The quoted extracts made it plain that the position of the 
railroads was that the westbound export rates were competitive 
in character, based largely on normal competition with inter- 
coastal steamships, and that the Pacific steamship common car- 
riers recognized that competition also by making low rates 
on cargoes arriving by rail at the western ports. The inference 
was that there was no point in according the low export rates 
to traffic on which movement by ocean common carrier could 
not be shown. Despite that, according to the quotations, the 
western railroads were willing to give the government traffic 
the benefit of the rates, not by removal of the restrictions from 
the export tariffs, but by making the same rates available to 
the government in a section 22 arrangement. However, the 
letter said, any section 22 contract into which the railroads 
might enter respecting government traffic at the export rates, 
would contain a clause expressly denying the application of 
land-grant cuts to such rates. Since, in some instances, the 
domestic rates minus the land-grant reductions result in 
charges lower than the export rates without such reductions, 

it was plain that the railroad proposal would not meet the 
desires of Mr. Wilson and those for whom he speaks. Hence, 
the certainty that the matter would eventually be put before 
the Commission for settlement. 


Increases in Texas Rates 


The respondent rail carriers in No. 28846, Increases in 
Texas Rates, Fares and Charges, have petitioned the Commis- 
sion to amend the order entered in that proceeding authorizing, 
with exceptions, the raising of Texas rail intrastate fares and 
charges to the interstate level permitted in Ex Parte 148 (see 
Traffic World, Jan. 2. p. 7). 

The petition asked that thirteen commodities be excepted 
from the required increases in No. 28846, because orders of 
the Railroad Commission of Texas had, either prior or sub- 
Sequent to the Commission’s order in No. 28846, established 
tates on these commodities which included the Ex Parte 148 
Increases, and, unless the Commission’s order was amended, its 
terms would require the defendants to add again the Ex Parte 
148 increases. 

Myles Salt Co., Ltd., and Bay Chemical Co. Inc., have 
fled a reply in the proceedings, asking leave to adopt the 
reply of the New Orleans Joint Traffic Bureau as its own, and 
that the petition filed by the Texas Industrial Traffic League 
and others, for postponement of the effective date of the order, 
be denied. 

Respondent railroads have asked the Commission to deny 
the motion on behalf of the Texas Industrial Traffic League 
and others for postponement of the effective date, March 1, 
of its order in No. 28846, Increases in Texas Rates, Fares, and 

arges, raising intrastate rates in Texas to the interstate level 
authorized in Ex Parte 148. Postponement was sought to har- 
Monize the order in No. 28846 with any revised order that 
might be issued on further hearing in Ex Parte 148 (see Traffic 
World, January 16, p. 125). 

The railroads stated, in their reply to the motion, that it 
Was not necessarily to be inferred that on further hearing the 
Interstate increases in Ex Parte 148 would be materially re- 
vised or entirely canceled as suggested in the motion. 

“In deference to the petitions filed with it and to the parties 
by which they were filed, the Commission doubtless felt con- 
strained as a matter of grace and fairness to accord such peti- 
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tioners a hearing on the matters by them, but,” said the reply, 
“there are a number of cogent reasons which well may induce 
it not to deprive the carriers of the Ex Parte 148 increases.” 

After pointing out that the respondents had for virtually 
ten months been denied increases on Texas intrastate traffic 
comparable to those authorized on interstate traffic in Ex Parte 
148 although they were burdened with the wage increases which 
gave rise to the Ex Parte 148 increases since Sept. 1, 1941, and 
that Texas shippers, to the extent of such increases, had en- 
joyed an undue preference and advantage over their interstate 
competitors, the reply said: 

For one thing, the carriers have only recently emerged from a 
protracted period of inadequate earnings and are now justly entitled 
to share in the more prosperous conditions which generally prevail 
throughout the land. Again, the present global war has demonstrated 
as never before how vital the railroads are to the nation and how 
tragic would be the consequences of a failure to maintain them in full 
vigor and health. No matter how prodigious is our production of the 
sinews of war, without the availability of adequate transportation 
facilities to move them to the fighting fronts the men and the food, 
tanks, guns, and ammunition they must have would be utterly useless 
and ineffectual, and most indubitably the railroads have lived up to 
the full measure of their responsibility. Nor should sight be lost of 
the circumstances that led the carriers to accept without litigation the 
1941 wage increases which occasioned the rate and fare increases later 
authorized in Ex Parte No. 148. 

The Commission, the reply declared, had the perspective 
and the imagination to appreciate and take into account the 
broader aspects of these problems, but the “vocal Texas in- 
terests are so intent upon perpetuating their intrastate rate 
advantages that their vision has become myopic and hence they 
lose sight of the dominant and more far-reaching interests of 
the nation; it is manifest that their sole desire is to retain the 
advantage they now enjoy over the interstate shipping in- 
terests.” 

Besides the foregoing, the reply said, there had recently 
arisen a new development that alone might serve to preclude 
any downward revision of the Ex Parte 148 increases. 

“We have reference to the pending demands of the rail- 
road employes for another wage increase,’ says the reply. 
“These demands are now in the process of negotiation, and most 
likely a decision thereon will be rendered either by the time the 
further hearing in Ex Parte No. 148 is held or before the Com- 
mission is prepared to hand down its decision on such further 
hearing. No one can foretell, of course, what will be the out- 
come of these wage negotiations, but should further wage in- 
creases be awarded that fact may in and of itself preclude any 
change in the Ex Parte 148 increases. Certainly, it is fatuous 
to assume that wage increases can constantly be piled up with- 
out forcing an ‘upping’ of the prices of the commodities pro- 
duced by the wage earners; in this instance, transportation.” 

In connection with the representations made in the motion 
that it was not likely that the Commission’s decision in reopened 
Ex Parte 148 would be announced until March, the reply traced 
the progress of the original Ex Parte 148 case and said ‘‘assum- 
ing equally expeditious action on rehearing, the Commission’s 
further decision may not be expected until about the first of 
April, and if any consequential rate modifications are to be 
published on statutory notice it will be well after May 1 before 
they can be made effective.” The reply added: 


In the same connection, movants further suggest that the rela- 
tively minor exceptions the Commission has made from its order 
herein will reduce the carriers’ estimate of $2,000,000 per annum in- 
crezse on intrastate traffic in Texas to not more than $1,000,000. But 
this’ is ridiculous. Perhaps the most important excepted commodity 
item from a revenue standpoint is grain and grain products, on which 
the Ex Parte 148 increase in only 3 per cent, and by reference to page 
6 of exhibit 2 it wiil be noted that the estimated increase on all prod- 
ucts of agriculture was but $161,025, a large part of which consisted 
of such commodities as hay, cottonseed and cottonseed products, fruits 
and vegetables, etc. 

Apart from that, though, after having already deprived respondents 
of increased carnings which by March 1 will amount to almost 
$2,000,000, as estimated on basis of the 1941 traffic but in fact probably 
even more on basis of the 1942 business, movants now airly announce 
that if the effective date of the Commission’s order herein is post- 
poned as proposed by them respondents’ further loss of increased earn- 
ings will not exceed the inferentially paltry and insignificant sum of 
$150,000 or $175,000. Double that amount would be a much more 
accurate calculation. 


In connection with the statement that the earliest date 
postponement of the Commission’s order in No. 28846 could be 
made was May 1, because of clerical work necessary to publish 
the prescribed increases and make them effective on intrastate 
traffic, the reply said that pursuant to special permission 
granted on Jan. 12, respondents would publish on thirty days’ 
notice the tariff supplements requisite to give effect to the order 
of March 1, “and anticipate that same will go to the Commis- 
sion in the next few days.” 

Should the Commission see fit on rehearing to modify its 
existing order in Ex Parte 148, the reply said there would seem 
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to be nothing to prevent a similar modification of its order in 
No. 28846 being concurrently made. 


Missouri Intrastate Fares 


Thirty-one railroads operating in Missouri have petitioned 
the Commission to find that the action of the Public Service 
Commission of Missouri, in canceling the increases in intrastate 
fares authorized in Ex Parte 148, has caused and will continue 
to cause discrimination, preference or prejudice as between 
persons or localities in interstate and intrastate commerce, and 
discrimination against interstate commerce. The railroads 
asked the Commission to remove such preference, prejudice and 
discrimination by increasing the Missouri intrastate passenger 
fares in the same measure that interstate fares were increased 
in Ex Parte 148. 

The petition said that the railroads, before the promul- 
gation of the orders entered in Ex Parte 148, had petitioned 
the Missouri commission to authorize the increases it was an- 
ticipated would be authorized in Ex Parte 148. The Missouri 
commission, the petition said, granted the application as to 
intrastate passenger fares in Missouri, and ordered them in- 
creased 10 per cent, effective Feb. 16, and to and including 
Dec. 31, 1942. In October, said the petition, the railroads filed 
a petition with the Missouri commission asking that the in- 
creased fares be continued in effect after Dec. 31, but the com- 
mission, it said, denied the request and ordered cancellation 


of the increased fares and “restoring the basic fares thereto- 


.ore in effect.” 


= | Ses 
A copy of the order of the Missouri commission denying 


the request of the roads for continuance of the increased fares 
after Dec. 31, was contained in the petition. The order said 
that, when the matter was considered in February, there had 
been no data on which the Missouri commission could de- 
termine the carriers’ needs for additional revenue, but that 
carriers’ expenses, it was shown, would be increased by items 
due to the war. It was, said the order, deemed advisable to 
allow the increased fares for an experimental period of time 
to afford the carriers experience from which data could be 
presented to determine needs for such additional revenue. From 
the evidence presented, the order said, “it has not been dem- 
onstrated that this increase in passenger fares is necessary 
to the continued profitable operation of the carriers.” 


N. Y. Commutation Fares 


Arguments were heard by the Commission, on Jan. 18, in 
No. 28815, Commutation Fares in New York State, an investi- 
gation by the Commission into the alleged refusal of the New 
York Public Service Commission to permit increases in com- 
mutation fares within the state in the same proportion that 
interstate passenger fares were increased under Ex Parte 148. 
—e were asked by trunk-line railroads serving New 
York. 

The general position of the carriers was that rising costs, 
and the refusal of the New York commission to permit the in- 
crease in fares, left them “caught in a vise of local pressures” 
and brought them to the Commission for relief. John Dickin- 
son, H. H. McLean and H. D. Boynton represented the carriers. 

The general position of the opponents of the carriers was 
that the increases granted the railroads in Ex Parte 148 had 
been granted because of an emergency which, they said, no 
longer existed, and quoted statistics as to increased earnings 
of the railroads (see Traffic World, Jan. 2, p. 15). 

N. L. Nathanson appeared for the Office of Price Adminis- 
tration and for the Director of Economic Stabilization. He said 
they were interested in the case because it involved a general 
increase within the meaning of the act of Oct. 2, and because 
“it raises questions of the appropriate manner to integrate the 
act of Oct. 2 and the interstate commerce act by this Commis- 
sion.” They had, he said, taken the opportunity in the Texas 
rate case (see Traffic World, Jan. 2, p. 7) to express “our gen- 
eral view of the interrelation between the act of Oct. 2 and the 
interstate commerce act.” 

“We understand from the opinion of the Commission in the 
Texas case that the Commission has adopted the general view 
that the standards of the interstate commerce act are to be 
applied in the light of, and with due consideration for the pur- 
poses of, the policies expressed in the act of Oct. 2,” he said, 
and added: ‘In the Texas rate case, even so viewed, there was 
such undue discrimination against interstate commerce as to 
require increasing the rates. We submit, however, that there 
are vital differences between the Texas case and this case, dif- 
ferences which are particularly relevant to the appropriate 
way to interpret the act of Oct. 2.” 

Mr. Nathanson said the proposed increases in this case, 
being commutation rates, directly affected the cost of living in 
a way far more significant than the rates involved in the Texas 
case. 

Commissioner Aitchison asked, at this point, if it was not 
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possible that the increase was required by the increase jp 
wages, to which Mr. Nathanson replied that he was afraid that 
the whole cost of living was going ahead faster than were 
wages. 

Commissioner Porter asked if it was necessary for the 
Commission “to assume that every increase in a rate increases 
the cost of living, without requiring any proof of that in the 
record ?’”’ Mr. Nathanson replied that it was and Commissioner 
Porter repeated his question: 

“We must conclude that any increase we allow is going to 
increase the cost of living?” 

Mr. Nathanson again replied, ‘‘Yes,” and added that proof 
was not needed in the instant case, as the increase would be 
directly absorbed by the commuter as part of his cost of living. 
The whole basis of the act of Oct. 2, he said, “is to create the 
presumption that every increase above the level there pre- 
scribed is inflationary.” He said it would be impossible for 
O. P. A. to establish in every case the result in the increase 
in the cost of living, and that the whole philosophy of the act of 
Oct. 2 was to combat the inflation which came from the “con- 
glomerate” effect of all increases. 

Commissioner Alldredge then asked Mr. Nathanson if, as 
he said, Congress had created a presumption “that we must 
recognize, then what does it mean by giving you the right to 
intervene in these cases?” 

“I take it,” replied Mr. Nathanson, “that the purpose is 
the one we are now trying to fulfill. If we succeeded, we would 
gracefully bow out of these cases.” 

Commissioner Alldredge suggested that then, in Mr. Na- 
thanson’s opinion, the appearance of O. P. A. in these cases 
was “just to keep us from forgetting that presumption,” to 
which Mr. Nathanson agreed. 

Mr. Alldredge then asked what was going to happen to the 
presumption when “we go into one of these cases involving a 
general revision, where both increases and reductions are in- 
volved?” Mr. Nathanson said he took it that O. P. A. would 
then have to examine the factors of the case and try to take 
an intelligent and helpful position as to the overall picture. 

In order to carry out its share of the responsibility for 
putting into effect the policies of the price control program, 
the Commission must, Mr. Nathanson said, act in the light of 
the act of Oct. 2. Commissioner Alldredge suggested that the 
interstate commerce act also enacted policies and wanted to 
know, “when it comes to harmonizing these policies, must one 
side give in entirely?” 

Mr. Nathanson said it would involve wise statesmanship, 
and added: 

“In this case we believe there is no conflict between the 
purposes of the interstate commerce act and the policies an- 
nounced in the act of Oct. 2.” When asked by Commissioner 
Alldredge whether or not the O. P. A. took into account the 
general sweep of the Commission’s decision in Ex Parte 148, 
Mr. Nathanson said O. P. A. did not establish prices for every- 
thing at once, and that he could not say that, at any time in 


‘setting a price, the O. P. A. took into account the levels set in 


Ex Parte 148. 

In addition to the aforementioned names, time for argu- 
ment was allotted to John T. Ryan, for the New York State 
Public Commission; Herman Horowitz, assistant corporation 
counsel, New York City; Charles Kimmich, Long Island Trans- 
portation Bureau; J. W. Mitchell, counsel for Nassau county; 
and Phillip Hodes, for the Transportation Commission of New 
York City. 


Oo. P. A. AND MOTOR TARIFFS 


Respondent motor carriers, and the Chesapeake Paper- 
board Co., intervenor, have petitioned the Commission in MC 
C-149, Contract Minimum Charges from and to Baltimore, Md., 
to postpone “for a reasonable time” its order of Nov. 3, 1942, 
as modified by its order of Dec. 14. The order of Nov. 3 re- 
quired the carriers to establish minimum rates and weights on 
paper board, scrap paper, alum, woodpulp, paper machinery 
and rolls, and sugar, to and from Baltimore by Dec. 15. The 
order of Dec. 14 postponed the effective date of the earlier or- 
der to Feb. 1, 1943. 

The petition said that, after submitting the new schedules 
to the Office of Price Administration, the O. P. A. said it would 
be necessary for the carriers to comply with Revised Pro- 
cedural Regulation No. 1, and Supplementary Regulation No. 
15 to the General Maximum Price Regulation. This, it said, 
would require “voluminous information regarding earnings. 
equipment, employes and value of properties,” which these 
small carriers could not furnish without several weeks of effort. 

It was true, the petition said, that the schedules included 
some charges greater than the minimum prescribed by the 
Commission, but that these slight increases could quickly be 
justified. The carriers were advised, however, the petition said, 
that until approval was granted by the O. P. A., any increase 
in charges would be in violation of the provisions of the price 
control act. 
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Motor Rate Inerease in East 


Principally because of increased wage bills resulting from 
orders of the National War Labor Board members of the Mid- 
dle Atlantic States Motor Carrier Conference will seek in- 
creases in rates in the near future, according to Dabney T. 
Waring, manager. 

The amount of the increases to be sought or as to how 
they will be applied were questions still to be determined, Mr. 
Waring said Jan. 20. As a preliminary move, the conference 
will submit data to the Office of Price Administration in jus- 
tification of the proposed increases. The purpose of this move, 
it was explained, would be to remove O. P. A. opposition to 
the proposals when filed in tariffs with the Commission. 

“Because of increased labor costs under recent awards of 
the War Labor Board and other increased costs of every kind, 
motor carriers in the east are faced with large losses in 1943,” 
said Mr. Waring. ‘Based on estimated increases in operating 
costs revenues will fall far short of requirements. Practically 
all carriers, both large and small, report that, unless some 
means can be found to increase revenues, they are faced with 
very serious deficits during the coming year. I[lustrating this, 
one carrier operating in the New York-Washington area, whose 
gross revenue in 1942 amounted to nearly $2,500,000 and whose 
net income was only a little more than $100,000 (before taxes), 
will have increased operating costs of approximately $275,000, 
of which the increased labor costs under the recent awards 
of the War Labor Board will alone amount to about $185,000. 

“Another carrier operating in the New York-Philadelphia 
area whose gross revenue in 1942 amounted to about $1,300,000, 
earned a profit before taxes of about $30,000, will have in- 
creased operating costs of at least $125.000, of which increased 
labor costs under the recent War Labor Boards awards will 
amount to over $80,000. 

“Another large carrier operating in this area and eastern 
Pennsylvania had a gross revenue of a little less than $2,000,000. 
Its profits before income taxes was about $100,000. Based on 
conservative estimates its increased operating costs will amount 
to nearly $200,000. We are preparing to submit data on rev- 
enues and operating costs to the Office of Price Administra- 
tion and the Interstate Commerce Commission with a view to 
getting increased rates which will at least in part meet the 
increased operating costs with which the carriers are faced.” 


PASSENGER FARE INCREASES 


Acting on a petion filed by passenger carrying railroads 
of the country, the Commission has issued a third supplemental 
order in Ex Parte No. 148, Increased Railway Rates, Fares, 
and Charges, 1942, further modifying the first ordering para- 
graph of its prior orders pertaining to the disposition of frac- 
tions with respect to passenger fares (see Traffic World, Jan. 
9, p. 61) to read as follows: 


It is ordered, That the increased passenger fares as proposed by 
said petitioners be, and they are hereby approved, provided that frac- 
tions of less than 0.5 cent shall be dropped and fractions of 0.5 cent or 
greater may be increased to the next whole cent; provided further, 
that until April 20, 1943, petitioners may, at their option, employ the 
following rule for the disposition of fractions: Where the total increased 
fares are less than $1, fractions of less,than 0.5 cent shall be dropped 
and fractions of 0.5 cent or greater may be increased to the next whole 
cent, and where the total increased fares are more than $1 such fares 
shall end in 0 or 5, but not more than 2.5 cents shall be added to the 
present fares as increased by 10 per cent in order to make such fares 
end in 0 or 5; and provided further, that this shall not prohibit peti- 
tioners from maintaining a one-way first-class fare between Washing- 
ton, D. C., and New York, N. Y., of 1 cent less than would result on 
the basis as authorized in the said order of July 6, 1942; and between 
Philadelphia, Pa., and New York, N. Y., a one-way first-class fare of 
2 cents less, and a one-way coach fare of 2 cents more, than would re- 
sult on the basis as authorized in said order of July 6, 1942. 


ILLINOIS PASSENGER FARES 


Having heard arguments in No. 178, Illinois Commerce 
Commission, John D. Biggs, William Perillo et al. vs. Charles 
M. Thomson as trustee of the Chicago & North Western Rail- 
way Co., the Supreme Court of the United States has before it 
a question involving state commission jurisdiction over intra- 
state passenger fares. The federal district court at Chicago 
had granted an injunction to the railroad trustee, restraining 
the state officials from interfering with the railroad’s action in 
Increasing its charges for specific types of Illinois intrastate 
multiple passenger fares (see Traffic World, Aprii 25, 1942, p. 
1109, and May 2, p. 1161). The railroad had increased the fares 
In question 10 per cent, to reflect increases in interstate fares 
authorized by the Commission. Nye F. Morehouse made the 
argument for the railroad trustee, and Assistant Attorney Gen- 
eral Wines, of Illinois, argued on behalf of the Illinois Com- 
merce Commission. 


Judge John F. Bolton, of the Cook County Superior Court, 
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Chicago, January 21, granted leave to the Office of Price Ad- 
ministration to intervene in the injunction suit brought by the 
Illinois Central in December against the Illinois Commerce 
Commission to enjoin the commission from interfering with 
the company’s proposal to increase charges for its Chicago 
suburban multiple-ride passenger tickets. The Illinois Central 
obtained a temporary injunction, January 4, permitting it to 
increase the suburban fares 10 per cent, and the company has 
announced the increases will become effective January 24 (see 
Traffic World, Jan. 2, p. 15, and Jan. 9, p. 62). 

In its petition to intervene, the O. P. A. said the proposed 
increase would disrupt the general price structure the O. P. A. 
seeks to maintain. It said the probable decline of competition 
for suburban passenger commutation traffic because of re- 
stricted automobile and bus travel would result in an increase 
of traffic on Illinois Central suburban trains and a consequent 
increase in its income. 

Judge Bolton gave the railroad 30 days in which to file an 
answer to the O. P. A. statement. 


BROWN MADE O. P. A. HEAD 
The Senate, without objection, Jan. 18, confirmed the nomi- 
nation of Prentiss M. Brown to be price administrator, Office of 
Price Administration. The new administrator, formerly United 
States senator from Michigan, was nominated by the President 
to succeed Leon Henderson, who resigned. 


Oo. P. A. WAREHOUSE RATE ORDER 

Warehousemen who are required by government agencies 
to quote storage and handling rates on packaged commodities 
on the basis of gross weight may change their maximum 
prices from a net weight basis to a gross weight basis, the 
Office of Price Administration has announced. 

Amendment No. 91 to supplementary regulation No. 14 
to the general maximum price regulation, effective January 
20, 1943, provides that. the warehouseman may reduce his 
maximum price based on net weight by 10 per cent and apply 
the reduced rate to the gross weight. This formula is to be 
used when the general regulation normally would require his 
maximum prices to be stated on net weight but the Agricul- 
tural Marketing Administration or the Federal Surplus Com- 
= Corporation requires him to state his rates on gross 
weight. 

O. P. A. pointed out that because of special packaging re- 
quirements for lend-lease shipments, packaging on many com- 
modities was heavier than usual. 

“These packages require the same amount of warehouse 
space and are just as hard to handle, even though the contents 
weight considerably less in relation to the gross weight,” it 
said. “The new formula allows the warehousemen compensa- 
tion for this increased tare. Quotations on gross weights also 
are being required for administrative simplicity and uniformity 
by these agencies.” 


POSTING ORDER AMENDMENT 
The Commission, by Commissioner Aitchison, has issued 
amendment No. 2 to posting order No. 308, in the matter of 
modification of the provisions of section 6 of the act with regard 
to posting freight or passenger tariffs at stations, adding to the 
list of localities at which complete public files of tariffs shall 


be provided and maintained, ‘‘Fordyce and Princeton Railroad 
Co., Little Rock, Ark.” 


SALE OF ARTHUR GOFORTH PROPERTY 


An amended application has been filed by H. T. Goforth, 
administrator of the estate of Arthur Goforth, H. A. Austin, 
and Service Storage & Transfer Co., Inc., in MC F-1881, H. A. 
Austin, Purchase, Arthur Goforth (H. T. Goforth, Admin- 
istrator), involving the sale and transfer to Service Storage 
of all the rights owned by Arthur Goforth at the time of his 
death. In a proposed report, Examiner Thomas J. Patrick had 
recommended denial of the application to purchase the rights 
involved, without prejudice to the submission of a supple- 
mental application seeking authority to unify the operations of 
Arthur Goforth and Service Storage & Transfer Co., which, the 
report said. was controlled by H. A. Austin (see Traffic World, 
Oct. 31, 1942, p. 1025). 


DAUNTLESS WATER RIGHTS 


Dauntless Towing Line has asked the Commission to deny 
the petition of W. E. Hedger Transportation Corporation for 
reconsideration of the decision of division 4 of the Commission 
in W-237, Dauntless Towing Line Common Carrier Application. 
Hedger had asked reconsideration on the ground that the deci- 
sion was contrary to the facts and to the law in granting‘ 
“srandfather” rights to Dauntless as to the performance of 
towage to ports on the Atlantic coast south of Savannah, Ga., 
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the Gulf of Mexico, the New York State Barge canal system, 
and the Great Lakes (see Traffic World, Jan. 9, p. 64). 

In reply to the Hedger contention that nothing but ex- 
empt transportation had been performed to the aforementioned 
points, Dauntless said that the “type of commodities carried 
has nothing to do with whether or not the carrier was in bona 
fide operation.” It did hold itself out to perform, it said, and 
it did perform, towage operations. These operations might 
have consisted of the transportation of bulk or non-bulk com- 
modities, it said, but added that it did not believe that the 
exemption provisions in the act were intended to compel a 
carrier to change or confine its method of doing business under 
the “grandfather” clause, but rather that, in the administra- 
tion of the act, certain types of transportation under certain 
circumstances “should not be subject to the regulations.” The 
exemptions, it said, “should not be viewed as a restriction of 
operations, but rather as a restriction of regulations,” and 
auoted the decision of the Supreme Court in United States vs. 
Carolina Freight Carriers’ Association, 62 Sup. Ct. Rep. 722, 
to the effect that the characteristics of the transportation ren- 
dered “are relevant to the territorial scope of the operations 
which the Commission may authorize.” 


F. J. & G. REORGANIZATION 

The Commission, by an order in Finance No. 9954, Fonda, 
Johnstown & Gloversville Railroad Co. Reorganization, has re- 
quired its secretary to issue a notice of submission of the plan 
of reorganization, and has ordered that the plan be submitted 
for acceptance or rejection to all holders of claims in class I 
holders of general refunding mortgage 4 per cent gold bonds; 
class II, holders of first consolidated general refunding mort- 
gage gold bonds. The plan was also ordered submitted to the 
New York Trust Co. as holder of a class VII claim (creditors 
holding security), which claim, the order said, would be satis- 
fied by the issuance of a new collateral note for the same 
amount: and to the New York Central as holder of a class 
VTII (claims entitled to priority under the six months’ rule), 
which $150,000 claim, the report said. would be satisfied by 
acceptance by the New York Central of $110,000 fixed interest 
bonds. and $40,000 of income bonds. 

The order said that the Commission had found, and the 
district court for the northern district of New York had af- 
firmed. the finding that the F. J. & G.’s preferred and com- 
mon stock, classes III and IV claims, an general unsecured 
claims, class XI, were without value: and that classes VII. 
VTII, [IX and X were not materially affected by the plan, with 
the exception of the aforementioned New York Trust Co. and 
New York Central claims. 

The report required that the ballots of acceptance or re- 
jection be returned to the Commission, or placed in the mail 
addressed to the Commission,.on or before March 13, 1943. 


ene a 


RULES 15 AND 16 SUSPENSION 

As the railroads’ proposal to set aside Rule 15 of the con- 
solidated freight classification and to revise Rule 16 of that 
classification allegedly to effect full compliance with general 
order O. D. T. No. 18. revised, drew protests from parties 
located at points throughout the country, it is not likely that 
the proceeding in which the Commission suspended the pro- 
posal, I. and S. No. 5165, Classification Rules 15 and 16, ‘will 
be heard at Minneapolis, Minn., but if and when assigned, 
will be heard at a point centrally located so far as protestants 
are concerned, according to an exchange of correspondence 
hetween Frank B. Townsend. of the Minneanolis (Minn.) Traf- 
fic Association, and Ulysses G. Butler, the Commission’s chief 
examiner (see Traffic World, Dec. 5. p. 1343). Mr. Townsend 


asked the hearing in I. and S. No. 5165. as well as in I. and S— 


No. 5178, Agricultural Implements, Twin Cities to North Da- 
kota, be assigned at Minneapolis. The latter proceeding has 
been assigned for hearing in Washington, D. C., on Feb. 1. 
The chief examiner said with respect to I. and S. No. 5165. 
in a letter to Mr. Townsend. dated Jan. 14, that many protests 
were filed by parties located at points throughout the country, 
none being filed by any party located in Minneapolis, and that 
“this proceeding has not been assigned for hearing, but it does 
not appear that Minneapolis would be a point centrally located 
in\so far as the protestants are concerned.” 


BOSTON TERMINAL REORGANIZATION 

The Mutual Savings Bank Group Committee holding Bos- 
ton Terminal Co. bonds has filed with the Commission a plan 
of reorganization in Finance No. 12625, Boston Terminal Co. 
Reorganization. The committee said the plan was filed with the 
express reservation that neither the filing, nor anything con- 
tained in the plan, “shall be deemed an admission that either 
the Interstate Commerce Commission or the court, or both,” 
had any power under federal laws to impair in any way any of 


ed 
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the rights or obligations of the terminal company or of the 
railroads named in the act of the state of Massachusetts which 
created the terminal company. The committee said, also, that 
the plan was filed with the express reservation that it did not 
agree that the “so-called Debtor’s Plan of Reorganization, filed 
Nov. 18, 1942, complies with the provisions of section 77 of the 
Bankruptcy act.” 

The plan proposes that the capital stock of the termina] 
company consist of 5,000 shares of stock, $100 par value, “aj! 
of which are issued and outstanding,” and the extension of the 
due date of the 3% and 4 per cent first mortgage bonds, amount- 
ing to $15,155,000, to July 1, 1970. Cash payments are proposed 
for general unsecured creditors, the funds for these payments, 
as well as for the payment of taxes or other indebtedness to 
the United States, or its agencies or departments, and for cer. 
tain other indebtedness, to be furnished by the railroads using 
the terminal, as required, according to the plan, by the act 
which created the terminal company. The plan also requires 
the using railroads to pay all interest on presently outstanding 
bonds of the terminal company to the date of confirmation, 
which, it says, is in accordance with the aforementioned act, 
and the using railroads wil lalso be required, according to the 
plan, to furnish funds for the expenses incidental to the reor- 
ganization proceedings, as part of the operating expenses of the 
terminal company. 


ALTON REORGANIZATION 


In a petition in Finance No. 14030, Alton Railroad Co. Re- 
organization, a committee representing insurance companies 
holding Chicago & Alton refunding bonds, with Haughton Bell, 
of New York City, as chairman, and a committee for mutual 
savings banks holding Alton Railroad bonds, with August Ihle- 
feld, of New York City, as chairman, have joined in asking the 
Commission to issue an order directing that no hearing be held 
on the “alleged” plan of reorganization filed with the federal 
court for the northern Illinois district, eastern division, and 
with the Commission (see Traffic World, Nov. 28, 1942, p. 
1288), “for the reason that said alleged plan does not constitute 
a plan of reorganization within the meaning of section 77 of 
the bankruptcy act and is prima facie impracticable.” 

The petitioners aver that the plan of reorganization an- 
nexed to the debtor railroad’s petition is not a reorganization 
plan within the meaning of section 77 because, they say, it fails 
to include “essential elements’ of such a plan. The debtor's 
plan, the petitioners declare, does not provide any means for 
its execution, contains no provision for payment of all costs 
of administration and other allowances to be made by the 
judge, does not set forth the essential terms of the new securi- 
ties proposed to be issued, and is incomplete with respect to 
the allocation of the new securities among present security 
holders and creditors of the debtor. As to the last of those 
points, the petitioners say that the debtor’s plan leaves “unde- 
termined” the amount of new common stock to be assigned by 
the bondholders to the Baltimore & Ohio Railroad Co. The 
petitioners assert that the provisions of the debtor’s plan as to 
hew capitalization, new charges and treatment of existing 
claims are unacceptable to them. They contend that before a 
sound plan of reorganization can be prepared studies must be 
made and determinations reached with respect to various prob- 
lams, set forth in the petition. 


MOTOR CARRIER FIRE EXTINGUISHERS 


_ Because of the difficulty of obtaining metal fire extin- 
guishers in the present emergency, the Commission, division 5, 


s issued an order, effective Feb. 1, amending Rule 3.3491(a) 
f its motor carrier safety regulations, revised, to provide for 
ie optional use until Dec. 31, 1944, of fire extinguishers com- 
plying with the specification entitled “No. 299—Underwriters 

jaboratories, Inc., Emergency Requirements for Hand Fire Ex- 
tinguishers for Motor Vehicles.” 

/ In a notice to motor carriers, the Commission said non- 
metallic fire extinguishers meeting the aforementioned specifica- 
ftion and developed by experiments of the Underwriters’ Labora- 
‘tories, Inc., of Chicago, Ill., were in production and if they were 
not now available in all parts of the country, it was anticipated 
that they would be within a very short time. If motor carriers 
desiring such extinguishers were unable to obtain them at their 
places of domicile, it added, it was suggested that they attempt 
to obtain them from the larger centers of distribution. Doubt- 
less distribution would become more general as the demand in- 
creased, said the Commission. 


h 
fe) 
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REPARATION ORDERS 


A reparation order has been issued in No. 28685, Marble- 
head Lime Co. vs. St. L.-S. F. et al. 
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Loss and Damage Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Company, St. Paul, Minn. 
Copyright, 1943, by West Publishing Company.) 





LOSS OF OR INJURY TO GOODS 

(Court of Civil Appeals of Texas, San Antonio.) The law- 
ful holder of bills of lading covering two carloads of onions 
shipped in interstate commerce was entitled to bring action for 
damages to the onions while in transit. 

In action against carrier for damage to two carloads of 
onions, where carrier went to trial on general denial and an- 
swers to carrier’s requested special issues favorable to carrier 
would have conflicted with jury’s answers to issues submitted 
by court inquiring as to whether carrier by use of ordinary 
care and under instructions given by shipper could have trans- 
ported the cars to destination without damage to their con- 
tents, refusal to submit carrier’s requested special issues as to 
whether type of refrigeration ordered by shipper was insuffi- 
cient to prevent deterioration was not error. 

In action against carrier for damages to two carloads of 
onions, the carrier, which went to trial on a general denial, 
was not entitled, in absence of appropriate pleading, to an 
affirmative submission of its theory of defense that type of 
refrigeration ordered by shipper was insufficient to prevent 
deterioration. (St. Louis, B. & M. Railway Co. vs. Farrier, 166 
S. W. Rep. 2d 163.) 





. ee 
Miscellaneous Decisions 
Cases Recently Decided by State and Federal Ceurts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Company, St. Paul, Minn. 
Copyright, 1943, by West Publishing Company.) 





REGULATION OF COMMON CARRIERS 


(District Court, D. Oregon.) In proceeding before statutory 
three-judge court to set aside order of Interstate Commerce 
Commission denying claim for freight and demurrage allegedly 
unlawfully collected by a railroad under misconstruction of 
established tariff, court had no jurisdiction to award damages 
against the United States which did not consent to be sued, or 
against the Interstate Commerce Commission which was solely 
an adjunct of the United States in passing on reasonableness 
of rates and right to reparations. Jud. Code, Secs. 24, 209, 212, 
213, 208, 210, 211, 28 U. S. C. A. Secs. 41, 45, 45a, 46, 47a, 48; 
28 U. S. C. A. Secs. 43, 44, 47. 


Reparations and damages based on alleged excessive freight 
rates and demurrage charges could not be awarded so long as 
order of Interstate Commerce Commission holding that the 


= and charges were reasonable and applicable remained in 
effect. 


A power to give reparations in rate cases is statutory and 
was unknown to the common law. - 


_ The power to give reparation in the rate cases is discre- 
tionary authority reposed in Interstate Commerce Commission 
In order to round out the scheme of regulation and Congress 


— with administrative finality such orders of the Com- 
ission, 


A statutory three-judge court has no jurisdiction to review 
an order of the Interstate Commerce Commission failing to 
allow reparations in rate controversy. Jud. Code, Secs. 24, 209, 
212, 213, 208, 210, 211, 28 U. S. C. A. Secs. 41, 45, 45a, 46, 47a, 
48; 28 U. S.C. A. Secs. 43, 44, 47. 


_._ A finding of Interstate Commerce Commission that estab- 
lished export freight rates and demurrage charges for goods 
shipped from points in Oregon to East Portland for shipment 
by vessel were applicable only to shipments which left East 
Portland by vessel and that railroad was not bound thereby, 
ve the shipment after reaching East Portland went over 
Ine of another carrier to a port not designated in the tariff, 
Was proper under principle that lower charges of export rates 
are applicable only when there is strict compliance with all 
auitions stated therein. Jud. Code, Secs. 24, 209, 212, 213, 
08, 210, 211, 28 U. S. C. A. Secs. 41, 45, 45a, 46, 47a, 48; 28 
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U. S. C. A. Sees. 43, 44, 47. (Atlantic Lumber Corporation vs. 
Southern Pac. Co., 47 Fed. Supp. 511.) : 

(Supreme Court of California.) Whether consignor’s writ- 
ten agreement for waiver of three-year limitation statute in 
favor of carrier seeking unpaid freight charges for an inter- 
state shipment was binding on consignor was controlled by fed- 
eral statutes and federal courts’ construction thereof as applied 
to similar facts. Interstate Commerce Act, Sec. 16(3) (a), 49 
U.S. C. A. Sec. 16(3) (a). 

A carrier’s right of action to recover unpaid freight charges 
for an interstate shipment, as distinguished from a right of 
action created by the Interstate Commerce Act, grows out of 
“contract” and is not necessarily extinguished by expiration of 
the three-year limitation period but may be kept alive by writ- 
ten agreement of the parties executed within the period not- 
withstanding that the charges must be prescribed in a tariff 
filed with the Interstate Commerce Commission and cannot be 
departed from. Interstate Commerce Act, Sec. 16(3) (a, b), 
49 U. S.C. A. Sec. 16(3) (a, b). 

Generally, a limitation statute may be extended or waived 
unless the action is created by statute, and the language of defi- 
nition requires a construction that the cause of action is de- 
stroyed by lapse of the statutory period when expiration of 
the time within which the suit must be brought operates to 
terminate the obligation as well as to bar the remedy. 

- Consignor’s written agreement of waiver, as to freight 
charges for an interstate shipment, of three-year limitation 
section of Interstate Commerce Act, was binding as against 
contention that limitations could not be waived because the 
consignor’s common-law liability was not distinguishable from 
statutory liability under the section. Interstate Commerce Act, 
Sec. 16(3) (a), 49 U. S. C. A. Sec. 16(3) (a). 

Where main purpose of preserving carrier’s rights by agree- 
ment under which consignor waived, as to freight charges for 
an interstate shipment, the three-year limitation section of the 
Interstate Commerce Act was not abused as a cover for ex- 
tending an unreasonable preference and consignor could not 
contend that injury had resulted because he was compelled to 
pay lawful charges, the agreement was not invalid on ground 
that recognition thereof would invite discriminatory preference 
by carriers, intended to be prevented by the act. Interstate 
Commerce Act, Secs. 2, 3(1),.6, 8, 16(3) (a, b), 22, 49 U. S. 
C. A. Secs. 2, 3(1), 6, 8, 16(3) (a, b), 22. 

Where interstate shipment was delivered by carrier, ship- 
per’s liability to pay lawful freight charges was created. 

The Interstate Commerce Act was intended to secure equal 
treatment to all shippers and is founded on a sound “public 
policy” which should not permit a favored shipper to urge 
discrimination against others to enable it to escape a liability 
which it was otherwise bound to discharge. Interstate Com- 
merce Act, Sec. 8, 49 U. S. C. A. Sec. 8. 

It is a carrier’s duty to collect all lawful freight charges, 
and a carrier cannot waive defenses and cannot be estopped, 
— by running of limitation statutes from performing such 

uty. 

Carrier was not barred by “estoppel” from recovering un- 
paid freight charges for an interstate shipment fyom consignor 
because carrier had receipted bills for freight when the con- 
signee’s unpaid checks were delivered to carrier and consignee’s 
account had been credited by consignor on faith of receipts sent 
in by consignee, where it was consignor’s contractual obligation 
to pay the charges. 

A contract to preserve the carrier’s right and duty to col- 
lect lawful freight charges as against the running of the three- 
year limitation section of the Interstate Commerce Act, when 
reasonably exercised, serves to prevent discrimination among 
shippers and is not violative of the act. Interstate Commerce 
Act, Secs. 8, 16(3) (a, b), 49 U. S. C. A. Sees. 8, 16(3) (a, b). 
(Pennsylvania R. Co. vs. Midstate Horticultural Co., 131 Pac. 
Rep. 2d 544.) 


(Supreme Court of Louisiana.) The State Public Service 
Commission could not adopt any rule or regulation that would 
deprive any party in interest of the right provided by constitu- 
tion to appeal to the courts from commission’s decree or order 
within 90 days after entry thereof. Const. 1921, Art. 6, Sec. 5. 

A motor contract carrier of freight was not entitled to a 
certificate of public convenience and necessity as a common 
carrier of special commodities over routes already served by 
some 15 carriers in the absence of evidence clearly showing 
that public convenience and necessity would be materially pro- 
moted by the issuance of such new certificate. Act No. 301 of 
1938, Sec. 5(a). (Texas & Pacific Ry. Co. vs. Louisiana Public 
Service Com., 10 So. Rep. 2d 641.) 


(Supreme Court of Texas.) In enacting statute providing 
for granting by Railroad Commission of a certificate of con- 
venience and necessity to operate a common carrier motor car- 
rier service, legislature intended that Commission should be 
composed of three members, and that Commission acting as 
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such and not the individual commisisoners should have author- 
ity to grant or refuse applications for permits to act as com- 
mon carriers over the highways. Vernon’s Ann. Civ. St. Arts. 
9lla, 911b, Secs. 1(b), 5, 14; Arts. 6444, 6447. 

A board, bureau, commission or other administrative agency 
to which legislature has committed a matter must act thereon 
as a body at a stated meeting of which all members have notice 
or of which they are given opportunity to attend, and consent 
by individual members acting separately, or by several mem- 
bers less than the whole acting collectively at an unscheduled 
meeting without notice or opportunity of other members to at- 
tend is insufficient. 

The purpose of rule requiring Railroad Commission to act 
as a body at regular meeting, or at a called meeting upon 
proper notice is to afford each member an opportunity to be 
present and to impart to his associates the benefit of his ex- 
perience, and to bring to bear upon them the weight of his 
argument on matter to be decided so that decision when finally 
promulgated may be the composite judgment of the commission 
as a whole. Vernon’s Ann. Civ. St. Arts. 911a, 911b. 

Certain presumptions are indulged in favor of orders of 
Railroad Commission and the soundness of its conclusions. Ver- 
non’s Ann. Civ. St. Art. 911b, Sec. 20; Art. 6049c, Sec. 8. 

An order, signed by two railroad commissioners, granting 
a certificate of convenience and necessity to operate a common 
carrier motor carrier service, on public highways of state, was 
void because signed at an informal meeting of which the third 
commisisoner had no notice, as against contention that because 
of custom of commission to consider itself in session at all 
times, law would presume that each member would keep up 
with business of commission, dispensing with necessity of no- 
tice of meeting. Vernon’s Ann. Civ. St. Arts. 91la, 911b. (Web- 
ster vs. Texas & Pac. Motor Transport Co., 166 S. W. Rep. 
2d 75.) 


State Power Over R. R. Facilities 


Action by the Illinois Commerce Commission requiring the 
Terminal Railroad Association of St. Louis to provide cabooses 
on designated routes within Illinois was upheld by the Supreme 
Court of the United States, Jan. 18, in an opinion delivered by 
Justice Jackson in No. 218, Terminal Railroad Association of 
St. Louis, appellant, vs. Brotherhood of Railroad Trainmen et 
al., on appeal from the Supreme Court of Illinois. The lower 
court’s decision sustaining the commission’s action was affirmed. 

The Brotherhood of Railroad Trainmen, said Justice Jack- 
son, complained to the Illinois commission of appellant’s failure 
to provide caboose cars for its employes. The terminal associa- 
tion denied that the state commission had power to enter any 
order that would relate to movements in interstate commerce, 
which it said included substantially all its operations; and it 
contended further that it had already provided all reasonable 
necessary facilities. 

The state commission found that it was essential to the 
health, safety and comfort of the rear switchmen that the 
appellant provide cabooses on designated runs “insofar as they 
were within the confines of the state.” The order, said Justice 
Jackson, was sustained by the Supreme Court of Illinois as 
“obviously promulgated to protect the lives and health of citi- 
zens of this state engaged in appellee’s business within the 
state,” and as not imposing an unlawful burden on interstate 
commerce. 


“All but an insignificant number of the cars in the trains 
on the specified runs move in interstate commerce, so that the 
order pertained to a matter clearly within the power of Con- 
gress to regulate interstate commerce,” said Justice Jackson. 


The terminal association, said the justice, claimed that 
there had been congressional occupation of the field by virtue 
of the boiler inspection act, the safety appliance act, and the 
interstate commerce act. 

“It is not contended, nor do we understand,” said he, “that 
these statutes, by themselves and unimplemented by any action 
of the Interstate Commerce Commission, lay down any require- 
ment that cabooses shall or shall not be used on any of the 
runs in question. Nor is it contended that the Interstate Com- 
merce Commission itself has sought to make any such require- 
ment.” 

At least in the absence of such action, said Justice Jackson, 
these acts did not themselves preclude the state order. It was 
unnecessary to pass on the power of the federal Commission 
under these acts, said he, but added that if it should in the 
exercise of “granted power” determine whether appellant must 
provide cabooses, “the state would be powerless to gainsay it.” 

Appellant also relied on the railway labor act providing 
for machinery for the settlement of disputes between the rail- 


roads and their employes, according to the decision. Continuing, 
Justice Jackson said: 
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The order before us is the outgrowth of a dispute between the car. 
rier and its employes. The contract between the appellant and the 
brotherhood contains provision for cabooses for certain trains and sery. 
ices, but does not provide for those ordered by the Illinois commission, 
We assume, without deciding, that the demand for additional Caboose 
service and its refusal constitute a dispute about working conditions 
and that the National Railroad Adjustment Board would have juris. 
diction of it on petition of the employes or their representative and 
might have made an award such as the order in question or some 
modification of it. The question is whether the railway labor act, go 
interpreted, occupied the field to the exclusion of the state action under 
review. We conclude that it does not, and for the following reasons: 

The railway labor act, like the national labor relations act, does 
not undertake governmental regulation of wages, hours, or working 
conditions. Instead it seeks to provide a means by which agreement May 
be reached with respect to them. The national interest expressed by 
those acts is not primarily in the working conditions as such. So far 
as the act itself is concerned these conditions may be as bad as the em- 
ployes will tolerate or be made as good as they can bargain for. The 
act does not fix and does not authorize anyone to fix generally applica- 
ble standards for working conditions. The federal interest that is fos. 
tered is to see that disagreement about conditions does not reach the 
point of interfering with interstate commerce. The Mediation Board 
and Adjustment Board act to compose differences that threaten con- 
tinuity of work, not to remove conditions that threaten the health or 
safety of workers. Cf. Pennsylvania R. R. vs. Labor Board, 261 U. §, 
72, 84. 

State laws have long regulated a great variety of conditions in 
transportation and industry, such as sanitary facilities and conditions, 
safety devices and protections, purity of water supply, fire protection, 
and innumerable others. Any of these matters might, we suppose, be 
the subject of a demand by workmen for better protection and upon 
refusal might be the subject of a labor dispute which would ‘have such 
effect on interstate commerce that federal agencies might be invoked 
to deal with some phase of it. But we would hardly be expected to 
hold that the price of the federal effort to protect the peace and con- 
tinuity of commerce has been to strike down state sanitary codes, health 
regulations, factory inspections and safety provisions for industry and 
transportation. We suppose employes might consider that state or mv- 
nicipal requirements of fire escapes, fire doors, and fire protection 
were inadequate and make them the subject of a dispute, at least 
some phases of which would be of federal concern. But it cannot be 
that the minimum requirements laid down by state authority are all 
set aside. We hold that the enactment by Congress of the railway labor 
act was not a preemption of the field of regulating working conditions 
themselves and did not preclude the state of Illinois from making the 
order in question. 

We must decide the question of state power in this case in the ab- 
sence of any act of Congress that conflicts with the order or may be 
said to occupy its field. 

The order of the state commission requires that cabooses be used 
on appellant’s trains making runs of two different sorts. Runs of the 
first sort are made by trains which, although they begin and end and 
make their entire movements within the state, are made up almost en- 
tirely of cars moving in interstate commerce. Runs of the second sort 
are made by trains which move between points in East St. Louis, IIli- 
nois, and St. Louis, Missouri, and cross one or the other of two bridges 
spanning the Mississippi River and the state line. On its face the order 
requires only that cabooses be used within Illinois, and does not re 
quire that they be used in Missouri. Appellant contends, and we as 
sume, however, that there do not exist, and that it is not reasonably 
practicable to install, facilities for taking on and dropping off cabooses 
at the points where the trains cross the state line; and that the prac- 
tical consequence of the order is that if cabooses are to be used in 
Illinois on runs of the second sort they must also be used at least as 
far as the nearest switching point in Missouri. 

As to both classes of runs, the effect of the order is in some measure 
to retard and increase the cost of movements in interstate commerce. 
This is not to say, however, that the order is necessarily invalid. In 
the absence of controlling federal legislation this court has sustained 
a wide variety of state regulations of railroad trains moving in interstate 
commerce having such effect. The governing principles were recently 
stated in Parker vs. Brown (No. 46, decided January 4, 1943), pp. 14-6. 

We are of opinion that under these principles the order is valid 
as to runs of both sorts. It finds its origin in the local climatic condi- 
tions and in the hazards created by particular local physical structures, 
and it has rather obvious relation to the health and safety of local 
workmen. The record in the case does not afford a sure basis for cal- 
culating the costs to commerce resulting from the order against the 
costs to the safety and health of the workmen which it was intended to 
minimize, and there is evidence in the case that nearby railroads have 
seen fit in the absence of legal compulsion to provide cabooses in ClI- 
cumstances substantially similar to those upon which appellant relies 
to establish absence of state power. 

If lack of facilities at the state line requires as a practical matter 
that in order to provide cabooses in Illinois appellant must also provide 
them for some distance in Missouri, that fact does not preclude Illinols 
from regulating the operation to the limits of its territory. Missour! 
R. Co. vs. Kansas, 216 U. S. 262; cf. South Covington Ry. vs. Covington, 
235 U. S. 537. 

The judgment of the court below is affirmed. 


TAX ON FREIGHT LINE COMPANIES 


In a per curiam decision the Supreme Court of the United 
States has dismissed, for want of a substantial federal question, 
an appeal from the Supreme Court to Minnesota in No. 564, 
Almer Railway Equipment Co. et al., appellants, vs. Commis- 
sioner of Taxation. The Minnesota court upheld imposition of 
a state tax on gross earnings of freight line companies that 
furnish and lease special types of freight cars to railroads 
operating in Minnesota. 
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to railroads 


Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commis- 
sion concerning prosecutions, in federal courts, for violations of 
moto: carrier provisions of. the interstate commerce act or of Com- 
mission rules and regulations thereunder, appear below.) 


Northern district of Alabama, at Birmingham. Georgia 
Motor Express was fined $1,000, following a plea of guilty to 
a charge of operating as a common carrier for compensation 
without authority, and with seeking to evade and defeat regula- 
tion by means of false bills of lading. One-half of the fine was 
required to be paid, and the remaining $500 was suspended 
during a probationary period of one year. 

Southern [Illinois district, northern division, at Peoria. 
American Freight Lines, a copartnership composed of Theodore 
A. Klepfer and Robert Klepfer, of Peoria, was fined $350 fol- 
lowing a plea of guilty to charges of granting rate concessions 
to shippers. The fine was paid. 

Northern Alabama district, at Birmingham. Alabama 
Highway Express, Inc., a motor common carrier, of Birming- 
ham, was fined $4,000 Jan. 15 on a plea of nolo contendere to 
an information charging it with granting concessions to shippers 
and consignees, transporting certain commodities without 
applicable rates on file, failing to show the required infor- 
mation on freight bills, extending credit to shippers and con- 
signees for periods longer than permitted by the Commission’s 
credit regulations, requiring and permitting drivers to exceed 
the maximum daily and weekly hours of service prescribed by 
the motor carrier safety regulations, and failing and refusing to 
submit its books, records and documents for inspection and 
copying by a special agent of the Commission. The court or- 
dered payment of the entire fine on or before April 5. 


WATER TEMPORARY AUTHORITY 


By an order in W-18, Upper Columbia River Towing Co. 
Temporary Authority Application, the Commission, division 
4, has authorized operation by the applicant, until Dec. 31, 
1944, as a contract carrier by non-self-propelled vessels with 
the use of separate towing vessels in the transportation of lum- 
ber and lumber products from ports in Oregon and Washington 
to the ports in California, and of petroleum products from Cali- 
fornia ports to Oregon and Washington ports and from ports 
in Oregon to ports in Washington, except between ports and 
points on the Columbia River and its tributaries. 


ELKINS AND I. C. ACTS PROSECUTIONS 


The American Refrigeration Transit Co. was fined $4,000 
Jan. 6 and Carl Savage was fined $1,000 Jan. 7 on pleas of 
guilty in the U. S. District Court for the southern district of 
New York to informations charging violations of section 1 of 
the Elkins act, the Commission has been advised. The informa- 
tions, in five counts each, charged the defendants with granting 
and receiving, respectively, a concession, advantage and dis- 
crimination in permitting and obtaining possession of order- 
notify shipments of dressed poultry without the surrender of 
the original bills of lading. 

The Commission also received advice that on Jan. 16 in the 
case of United States vs. George C. Shaefer, doing business as 
Consolidated Freight Forwarding Co., pending in the U. S. Dis- 
trict court for the northern district of California, the defendant 
pleaded guilty to a 10-count information charging violation of 
section 10(3) of the interstate commerce act. The information 
charged the defendant with underbilling of canned goods 
shipped by him, the underbilling being accomplished by the 
false representation of the weights of the shipments. The court 
assessed a fine of $750 on each of the 10 counts, a total of 


$7,500, and placed defendant on probation for a period of two 
years. 


RAIL SAFETY LAW VIOLATIONS 


Trustees of the Chicago, Milwaukee, St. Paul & Pacific 
Railroad Co. have been fined a total of $1,000 in municipal court 
In Washington, D. C., on their plea of nolo contendere to a 
charge of failure to submit employes’ injury reports to the 
Commission. The Commission had complained that the Milwaukee 
had failed in ten instances to submit reports to it on injuries 
suffered by employes of the railroad in 1940. Judge Raymond 
Scott imposed a $100 fine on each of the ten counts. 

__S. N. Mills, director of the Commission’s Bureau of Safety, 
Said this was the second prosecution of a railroad that had 
taken place as a result of an investigation of railroad accident 
reporting practices, conducted jointly by that bureau and the 
Commission’s Bureau of Statistics. In the spring of 1942, he 
Said. the Atlantic Coast Line paid a fine on two counts in a case 
Involving five counts under the accident reports act. The re- 
maining three counts were nolle prossed. He said failure of 
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railroads to report employe accidents to the extent required 
by law had been the result of competition between railroads 
and between divisions of railroads for safety awards or other 
types of special recognition, and that an investigation of em- 
ploye rail accidents and accident reports had been conducted 
by the Bureau of Safety and the Bureau of Statistics (now the 
Bureau of Transport Economics and Statistics). He pointed 
to irregulartities in reporting of employe rail accidents dis- 
cussed in a report issued by those bureaus in October, 1942, 
entitled “Reliability of Railroad Employe Accident Statistics,” 
covering employe casualties on six major lines, including the 
Atlantic Coast Line and the Milwaukee (see Traffic World, 
Oct. 24, p. 944). 


Warehousing and Wage-Hour Law 


Though a public warehouse was not involved in the decision 
of the Supreme Court of the United States this week in No. 336, 
L. Metcalfe Walling, administrator of the wage and hour divi- 
sion, U. S. Department of Labor, petitioner, vs. Jacksonville 
Paper Co., remarks made by the court, it was pointed out, 
might apply to operations of public warehouses and their status 
under the fair labor standards act. 

The Jacksonville Paper Co., said Justice Douglas, who de- 
livered the opinion of the court, was engaged in the wholesale 
business, distributing paper products and related articles. He 
said the major portion of the products it distributed came from 
a large number of manufacturers and other suppliers located in 
other states and in foreign countries. Five of its branch houses 
delivered goods to customers in other states and it was not 
contended, said the justice, that the fair labor standards act 
did not apply to delivery employes at those establishments. 


“The sole issue here is whether the act applies to employes 
at the seven other branch houses which, though constantly re- 
ceiving merchandise on interstate shipments and distributing it 
to their customers, do not ship or deliver any of it across state 
lines,” said Justice Douglas. 


The district court held that none of respondent’s employes 
in the seven branch houses in question was subject to the act. 
The U. S. Circuit Court of Appeals for the fifth circuit reversed 
that decision. Justice Douglas said it held that employes en- 
gaged in the procurement or receipt of goods from other states 
were “engaged in commerce” within the meaning of the act, 
and that where respondent ‘‘takes an order” from a customer 
and filled it outside the state and the goods were shipped inter- 
state ‘with the definite intention that those goods be carried 
at once to that customer and they are so carried, the whole 
movement is interstate,” and the entire work of delivery to their 
final destination was an employment “in commerce.’ Those 
were the only types of transactions the court held to be covered 
by the act, said Justice Douglas. Continuing, he said: 


The administrator contends in the first place that under the de- 
cision below any pause at the warehouse is sufficient to deprive the 
remainder of the journey of its interstate status. In that connection it 
is pointed out that prior to this litigation respondents trucks would 
pick up at the terminals of the interstate carriers goods destined to 
specific customers, return to the warehouse for checking and proceed 
immediately to the customer’s place of business without unloading. 
That practice was changed. The goods were unloaded from the trucks, 
brought into the warehouse, checked, reloaded, and sent on to the 
customer during the same day or as early as convenient. The opinion 
of the Circuit Court of Appeals is susceptible of the interpretation that 
such a pause at the warehouses is sufficient to make the act inappli- 
cable to the subsequent movement of the goods to their intended des- 
tination. We believe, however, that the adoption of that view would 
result in too narrow a construction of the act. It is clear that the pur- 
pose of the act was to extend federal control in this field throughout 
the farthest reaches of the channels of interstate commerce. There is 
no indication (apart from exemptions contained in section 13) that, 
once the goods entered the channels of interstate commerce, Congress 
stopped short of control over the entire movement of them until their 
interstate journey was ended. No ritual of placing goods in a ware- 
house can be allowed to defeat that purpose. The entry of the goods 
into the warehouse interrupts but does not necessarily terminate their 
interstate journey. A temporary pause in their transit does not mean 
that they are no longer ‘‘in commerce’”’ within the meaning of the act. 
As in the case of an agency (cf. De Loach vs. Crowley’s, Inec., 128 
F. 2d 378) if the halt in the movement of the goods is a convenient in- 
termediate step in the process of getting them to their final destinations, 
they remain ‘‘in commerce’’ until they reach those points. Then there 
is a practical continuity of movement of the goods until they reach the 
customers for whom they are intended. That is sufficient. Any other 
test would allow formalities to conceal the continuous nature of the 
interstate transit which constitutes commerce, 


Justice Douglas said it was not clear whether the decision 
of the Circuit Court of Appeals included certain transactions 
in the group of prior orders which it held were covered by 
the act. He said that they must be included. The goods in- 
volved, said he, were ordered pursuant to a pre-existing con- 
tract or understanding with the customer. Here again, said 
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he, the interstate journey was not ended by reason of a tem- 
porary holding of the goods at the warehouse. 

The administrator also contended, continued Justice Doug- 
las, that most of the respondent’s customer’s formed a fairly 
stable group, that their orders were recurrent as to the kind 
and amount of merchandise, and that the manager could esti- 
mate with considerable precision the needs of his trade. It was 
therefore urged, said he, that the business with these cus- 
tomers was “in commerce” within the meaning of the act. 
Except for goods delivered pursuant to a prior order, contract 
or understanding, Justice Douglas said the court did not think 
the administrator had sustained the burden of establishing 
error in a judgment the court was asked to set aside. 

“We do not mean to imply,” he added, however, “that a 
wholesaler’s course of business based on anticipation of needs 
of specific customers, rather than on prior orders or contracts, 
might not at times be sufficient to establish that practical con- 
tinuity in transit necessary to keep a movement of goods ‘in 
commerce’ within the meaning of the act. It was said in Swift 
& Co. vs. United States, 196 U. S. 375, 398, that ‘commerce 
among the states is not a technical legal conception, but a 
practical one, drawn from the course of business.’ While that 
observation was made apropos of the constitutional scope of 
the commerce power, it is equally apt as a starting point for 
the inquiry whether a particular business is ‘in commerce’ 
within the meaning of this act. We do not believe, however, 
that on this phase of the case such a course of business is 
revealed by this record.” 

Justice Douglas said the court held that the decision of 
the Circuit Court of Appeals as construed and modified by 
this opinion ‘‘states the correct view of the law,” and that, as 
so modified, the judgment below was affirmed. 


Rail Wage Mediation Ends 


Attempts by Chairman George M. Cook, of the National 
Mediation Board, to settle by mediation and to act as arbitrator 
in the dispute between the railroads and the 15 non-operating 
unions over demands for a wage increase of 20 cents an hour, a 
minimum of 70 cents an hour, and a closed shop, ended at Chi- 
cago, January 16, after eight days of conferences by Mr. Cook 
with representatives of the two sides (see Traffic World, Jan. 
16, p. 130). 

Mr. Cook formally announced at noon that day that the 
“dispute has not been settled through mediation or through 
agreement to arbitrate,’’ and said he assumed that the labor 
organizations would apply for appointment of an emergency 
fact-finding panel board in accordance with provisions of the 
President’s executive order establishing the National Railway 
Labor Panel. 

It was learned that the mediation phase had ended January 
15, and that Mr. Cook’s offer of arbitration was declined by 
both sides January 16. Representatives of the unions refused 
to give their reasons for refusing to arbitrate. 

In a joint statement, the three carrier conference commit- 
tees said they had rejected the offer of arbitration, as it applied 
to the demand for a closed shop, on the ground that compulsory 
union membership was illegal under terms of the railway labor 
act. The eastern carriers’ conference committee refused uncon- 
ditionally to arbitration of the wage disputes. It said: 


The past record of these carriers will demonstrate our sympathy 
with the principle of arbitration. There are, however, many impelling 
reasons for not arbitrating the present demands made on us by the 
brotherhoods. We refer to the fact that the wage demands are clearly 
not in consonance with the anti-inflation act of October 3, 1942, and 
the President’s executive order of October 3, 1942. 


The southeastern and western carrier committees, however, 
agreed to arbitration of the wage disputes “subject to the anti- 
inflation act and the President’s executive order providing for 
stabilization of the national economy.” 

The carrier committees revealed that Attorney-General 
Francis Biddle had informed the President it was his opinion 
that the union maintenance rule, proposed by the brotherhoods, 
was illegal under the railway labor act. The opinion was made 
available to Chairman Cook, who had requested it last month, in 
the course of the mediation proceedings. In his letter to the 
President, the Attorney-General said the rule would obligate the 
carriers to violate section 2(4) of the act, adding: 


Action by a carrier to induce its employes to remain members of 
a union would not fall outside the act’s prohibition merely because 
it was taken pursuant to a collective bargaining agreement entered 
into by the carrier with the union duly designated by its employes as 
their representative. The legislative history of the act shows that the 
Congress intended to ban action of this kind by a carrier even when 
such a union desires it. 


Thus it appeared that, from the government’s viewpoint, the 
dispute over the closed shop was at an end, regardless of de- 
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velopments before the fact-finding board. No attempts would 
be made by the carriers, at a fact-finding hearing, to offer evj- 
dence in opposition to the demand, it was believed. 

William M. Leiserson, member of the National Labor Rela- 
tions Board and chairman of the National Railway Labor Pane] 
created by the President’s executive order of May 22, 1942 
said January 21 that he had not yet received a request from 
the non-operating unions for appointment of an emergency 
board. He observed that the unions could make such a request 
within 30 days after the unsuccessful termination of mediation 
efforts by the National Mediation Board. 

Members of the National Railway Labor Panel, other than 
Mr. Leiserson, are: William H. Spencer, dean, University of 
Chicago; Judge Walter P. Stacey, of Raleigh, N. C.; Dr. Edwin 
E. Witte, of the University of Wisconsin; Walter T. Fisher, 
attorney, of Chicago; John A. Lapp, of Chicago; John A. Fitch, 
of the New York School of Social Work, and Norman Ware, 
member of the Connecticut State Board of Mediation and Arbi- 
tration. Another member of the panel was Judge Wiley Rut- 
ledge, associate justice of the United States Court of Appeals, 
District of Columbia, recently nominated by President Roose- 
velt to be an associate justice of the Supreme Court of the 
United States. The nomination was to be the subject of a hear- 
ing before the Senate judiciary committee and had not been 
confirmed by the Senate on January 21. 

The White House announcement of the issuance of the 
executive order creating the National Railway Labor Panel 
contained the following statements: 


Hitherto before the President has appointed an emergency fact- 
finding board as a result of a railway labor dispute, it has been neces- 
sary for the employes involved to take a formal vote declaring a 
strike and fixing a date therefor. In view of the fact that American 
labor generally has agreed that during the war there shall be no 
strikes, it has become necessary to adopt a procedure which would 
obviate the necessity for such a strike vote. Accordingly the execu- 
tive order provides that if a dispute is not settled by mediation or 
arbitration under the provisions of the railway labor act, instead of 
taking a strike vote the employes may request the creation of an 
emergency fact-finding board. 

For this purpose the order provides for the creation of a National 
Railway Labor Panel consisting of a chairman and eight members 
to be appointed by the President. The chairman shall have the power 
to designate three members of the panel to sit as such an emergency 
fact-finding board whenever in his judgment the dispute, if unad- 


justed, may interfere with the prosecution of the war even in the 
absence of a strike vote. 


In this way the usual normal processes of adjustment of railway 
labor disputes may be continued without requiring the employes 
actually to go out on strike or to take a strike vote. This executive 
order does not seek to amend the railway labor act. . . . It merely 
sets up for the duration of the war an extra-statutory panel which 
will provide a means of adjusting disputes without actual strikes. 


Mr. Leiserson said he had received several requests for 
appointment of emergency boards in disputes involving, in each 
instance, relatively few railroad employes and one railroad or 
a few small lines, but that he had told the petitioners that he 
could not proceed with such appointments until Stabilization 
Director Byrnes had disposed of the question, now before him, 
whether the National War Labor Board should have jurisdic- 
tion over the measure of wage increases recommended by emer- 
gency boards in their reports to the President and the right to 
review such reports, under the anti-inflation act of Oct. 2, 1942 
(see Traffic World, Jan. 2, p. 20). 

If the War Labor Board were permitted to act on wage 
increase recommendations by emergency board, it would mean, 
said Mr. Leiserson, that there would be a hearing by the War 
Labor Board in addition to the hearing held by the emergency 
board. Thus, he said, there arose the argument that the War 
Labor Board, rather than an emergency board, should hold 
the hearing in the first place so as to dispose of the wage 
stabilization issue and the other issues involved in the dispute 
in one hearing. 

As to published reports that there was now a dispute 
between the National Mediation Board and the War Labor 
Board over jurisdiction in rail labor disputes involving demands 
for wage increases, it was stated at the National Mediation 
Board that that board was not a party to any jurisdictional 
controversy. 

The non-operating unions announced, Jan. 22, that they had 
sent to Chairman Leiserson a request for appointment of an 
emergency board. He said he had not yet received the request. 


CHICAGO YARDMEN’S LABOR POOL 


A joint committee composed of representatives of the Gen- 
eral Managers’ Association of Chicago and the Brotherhood of 
Railway Trainmen has recommended the plan proposed by the 
brotherhood in December for setting up a pool of yard service 
employes to relieve possible temporary shortages of yard serv- 
ice employes on individual railroads at Chicago (see Traffic 
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World, Jan. 16, p. 130). Under the plan, the brotherhood 
would set up an employment office, effective February 1, to 
which temporarily unemployed yardmen would report them- 
selves available for service as yardmen on railroads in need 
of their services, because short periods of peak switching loads. 
The plan has been submitted by the committee to individual 
railroads at Chicago for approval no later than January 25. 
A member of the committee said it would not be learned be- 
fore that day whether or not the employment service would 
be set up. The matter depended on whether or not a sub- 
stantial number of the companies would agree to use the serv- 
ice if established. 


W. L. B. TRUCKING COMMISSION 


The National War Labor Board has amended its direc- 
tive order establishing its trucking commissions (see Traffic 
World, Dec. 19, p. 1470) so as to provide that “copies of all 
rulings of the commission in which an application for price 
increase is involved shall be sent to the National War Labor 
Board for transmittal to the Office of Price Administration.” 
In the original order, the commission was directed to send 
copies of such rulings to the O. P. A. 


T. P. & W. INJUNCTION CASE 


The federal circuit court of appeals at Chicago has denied 
a request for rehearing made by the appellants in No. 7951, 
Toledo, Peoria and Western vs. Enterprise Lodge No. 27, 
Brotherhood of Railroad Trainmen et al. The lodge and its 
officers, appellants, sought rehearing following the circuit 
court’s order sustaining an injunction, granted by the district 
court for the southern division of Illinois, restraining the 
defendants from interfering, by violence or threats of violence, 
with the company’s operations (see Traffic World, Jan. 9, p. 71). 


CHICAGO TRUCK WAGE DISPUTE 


The newly formed trucking commission of the National 
War Labor Board held a hearing at Chicago, January 18, in 
the wage dispute between Chicago truck operators and their 
drivers. The case was certified to the board late January 15 
after attempts by B. M. Badenoch, conciliator for the Depart- 
ment of Labor, to mediate had failed. The commission panel, 
consisting of N. P. Feinsinger, chairman; Landis O’Brien, in- 
dustry member, and Frank Tobin, labor member, heard the 
principal arguments of the operators and drivers, and, at the 
request of representatives for the two groups, gave the parties 
three weeks in which to prepare briefs. Mr. Feinsinger- said 
an economist attached to the regional office of the Department 
of Labor would be asisgned to assist the parties in preparing 
the briefs. : 

The drivers seek a 15 per cent hourly wage increase, re- 
duction of the weekly working hours from 51 to 48, and time 
and one-half for overtime. The operators have offered a $5 
weekly wage increase and a 15 per cent increase for overtime 
work after 51 hours (see Traffic World, Jan. 16, p. 131). 


BOSTON FIRM SEEKS AIR RIGHTS 


Shawmut Air Freight & Transport Co., of Boston, Mass., 
has filed an application with the Civil Aeronautics Board for 
authority to transport by aircraft commodities generally, and 
mail, over seven routes radiating from Boston to specified 
points in the United States, Canada, and England. The applica- 
tion has been assigned docket number 831. 

The application says applicant is a partnership, members 
of which are Charles Lampert, Morris Lampert, _Theodore 
Hyams, Carl A. Palma and James J. Weinstein, and that it is 
associated with the Shawmut Transportation Co., Inc., of Bos- 
ton, a motor common carrier of general commodities operating 
In interstate and foreign commerce. According to the application, 
applicant proposes to transport plane-load and less-plane-load 
freight and to establish terminal facilities in Boston, to provide 
Pickup and delivery by motor vehicle at each terminal, and to 
purchase new multi-motored aircraft. It proposes air freight 
Service over routes designated as follows: 


Route 1, between Boston and Chicago, via Westfield, Mass., Utica, 
Buffalo and Syracuse, N. Y., Windsor, Ontario (Canada), Detroit, 
Lansing and Grand Rapids, Mich.; route 2, between Boston and Chi- 
cago via New York City, Newark, N. J., Allentown, Pa., Cleveland and 
Toledo, O., and Goshen, Ind.; route 3, between Boston and Washington, 
D.C. via Hartford, Conn., Newark, Philadelphia, Pa., and Baltimore, 
Md.; route 4, between Boston and Kansas City, Mo., via Hartford, 
Newark, Philadelphia, Harrisburg, Cove Valley and Pittsburgh, Pa.; 
plumbus and Dayton, O., Indianapolis and Terre Haute, Ind., Effing- 
am, Ill., and St. Louis and Columbia, Mo.; route 5, between Boston 
_ Montreal, Quebec (Canada), via Concord,~N. H., and Burlington, 
Pe route 6, between Boston and Halifax, Nova Scotia (Canada), via 
ortland, Augusta, Bangor and Millinocket, Me., Blissville and Mone- 
- New Brunswick, and Dartmouth, Nova Scotia; route 7, between 
ee and London, England, via Halifax, N. S., Foynes, Irish Free 
tate, and Liverpool, England. 
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Futare of Air Transport 


Senator McCarran, of Nevada, has introduced S. Res. 59, to 
authorize the Senate commerce committee or any subcommit- 
tee thereof to investigate various matters relating to post-war 
development of an air transportation system “properly adapted 
to the present and future needs of the foreign and domestic 
commerce of the United States, of the postal service, and of the 
national defense.” 

A preamble to the resolution contains the assertions, among 
others, that after the present war it will be necessary to estab- 
lish a civil aviation program for the United States for both 
domestic and foreign air commerce, that “the time to determine 
international air rights for civil air transport to establish a 
charter for freedom of the air is during peace treaty negotia- 
tions,” and that it is desirable and necessary to accumulate and 
compile adequate data prior to such negotiations. Under terms 
of the resolution, the proposed investigation would embrace the 
following matters: 


The feasibility of adapting current types of aircraft used in the war 
effort to use in civil-air transport: (2) the feasibility of incorporating 
in the construction of civil aircraft such features as will make them 
readily adaptable for immediate conversion and use for war urposes; 
(3) the feasibility of using world air transport as an international air 
police force to enforce peace terms; (4) the program of training and 
providing a reserve of skilled aircraft personnel, including ground crews 
and operations personnel for the immediate mobilization of civil air 
forces to adequately meet war emergencies, ‘‘as well as preliminary 
training of personnel to be directly available to the War and Navy De- 
partments in a war emergency; (5) the provision for world-wide 
weather observation facilities for forecasting weather over all civil 
airways, both domestic and foreign; (6) the provision for adequate land- 
ing and refueling facilities for world air commerce; (7) the planning, 
development and construction of aircraft which will assure to the 
United States at all times its proper sphere in world air commerce; 
(8) the coordination of civil air transport with other means of trans- 
portation; and (9) any other matters which such committee or subcom- 
mittee may deem it necessary to investigate for the purpose of ob- 
taining adequate information to enable it to make recommendations 
for the supremacy of the United States in world air commerce. 


Air Transport Priorities 


Colonel R. W. Ireland, chief of the air priorities division 
of the U. S. army air transport command, has issued the divi- 
sion’s directive No. 5, effective Jan. 20, prescribing priorities 
classifications for air transportation of passengers or cargo 
“on all military air transport service operated by or under 
contract with the army and on all United States commercial 
airlines both within and outside the United States (except serv- 
ices on which the navy controls priorities).” 

Under terms of the directive, priorities for air passenger 
transportation may be granted only when the mission of the 
passenger is necessary to the prosecution of the war, or when 
the passenger’s mission is of such urgency that it may 
be accomplished successfully only by the use of air trans- 
portation. The directive states that the jurisdiction of 
the air priorities division includes Pan American Airways 
services in Central and South America and on the north and 
south Atlantic. 

Headquarters of the air transport division is the Air Trans- 
port Command, Army Air Forces Annex No. 1, Washington, 
D. C. Regional air priorities control offices have been estab- 
lished or are being established in Atlanta, Ga.; Boston, Mass.; 
Cleveland. O.: Dallas. Tex.; Dayton, O.; Denver. Colo.; De- 
troit, Mich.; Kansas City, Mo.; Los Angeles, Calif.; Memphis, 
Tenn., Miami, Fla.; Minneapolis, Minn.; New York, N. Y.; 
New Orleans, La.; Pittsburgh, Pa.;: San Francisco, Calif.; 
Seattle, Wash.. and Washington, D. C. 

The directive says that the priorities program is appli- 
cable to three types of service: (1) commercial airlines within 
continental United States; (2) army contract air transport 
service within continental United States, and (3) commercial 
and military service to points outside continental United States. 
Four priorities classifications have been established for the first 
and third of those categories, as follows: Class 1—Only pas- 
sengers or cargo, the movement of which is required by an 
emergency so acute that precedence should be given over all 
other traffic and which should under no circumstances be de- 
layed en route for other passengers or cargo (granted only 
when delay will seriously or directly impair the war effort): 
class 2—only passengers or cargo, the air transportation of 
which is absolutely necessary to the accomplishment of a mis- 
sion essential to prosecution of the war and extremely urgent; 
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class 3—only passengers or cargo the air transportation of 
which is vital to the war effort, but not extremely urgent; class 
4—-passengers or cargo sufficiently important to the war effort 
to justify transportation by air but not as urgent as the higher 
classifications. 

Persons desiring air transportation priority for passengers 
or cargo, says the directive, should make application to the 
government department or agency in the interest of which the 
priority is desired. Applications for cargo priorities, the di- 
rective continues, should contain the following information: 
Consignor and consignee; origin and destination points; in- 
dividual through whom shipment may be located; number of 
pieces; weight and dimensions; if shipment can be divided; 
time shipment must arrive at destination; information to jus- 
tify need for priority in accordance with directive No. 5; gov- 
ernment department or agency in the interest of which the 
shipment is to be made. 

Priorities for air trips of less than two hours, within con- 
tinental United States, when the destination can be reached in 
six hours by rail, will be granted “only in cases of extreme 
emergency,” says the directive. It states that priority pas- 
sengers or cargo will not be displaced by the same priority 
class en route, but will be displaced, under conditions of ca- 
—_— loading, by passengers and cargo of higher priority 
classes. 

The army contract air transvort service, according to the 
directive, is intended primarily for movement of materials of 
the armed forces, between depots and bases and to ports of 
embarkation. As to this service, it adds, cargo will take prece- 
dence over passengers, “except in cases of emergency.” 


CANADA-ALASKA AIR ROUTE PLAN 


In an application assigned docket number 834, Western Air 
Lines, Inc., has asked the Civil Aeronautics Board for tem- 
porary authority to transport mail, passengers and property 
in scheduled and non-scheduled onerations between Lethbridge. 
Canada, and Anchorage, Alaska, via Calgary. Edmonton, 
Grande Prairie and Whitehorse, Canada, and Fairbanks and/or 
Northway, Alaska. 


AIRLINE SERVICE TO LITTLE ROCK 

The Civil Aeronautics Board has granted temporary author- 
ity to Chicago & Southern Air T.ines, Inc., to transport persons, 
pronerty and mail to and from T.ittle Rock. Ark.. as an inter- 
mediate point on its route No. 53, between Memphis, Tenn., 
and Pine Rluff, Ark. Under the board’s order, the authority 
granted will remain in effect “‘ntil such time as the board 
shall determine that the need for such authorization in the 
interest of national defense has terminated.” 


Cc. A. B. ON AIRLINE REPORTS 

Reports of domestic air carriers on flight operations and 
financial matters, submitted monthly to the Civil Aeronautics 
Board, are now available to the public, the board has an- 
nounced. ‘These reports, said the board. had been withheld 
from public distribution since March. 1942, because certain 
schedules apparently disclosed confidential information con- 
cerning War Department contract operations with commercial 
airlines. The report form, it said, was known to air carriers 
as No. 2780. 

“Schedules containing information determined to be of 
military value,” said the C. A. B., “have been deleted from the 
files and the remaining renorts, covering domestic commercial 


air transportation only, will again be made available for pub- 
lic use.” 


Cc. & S. AIR LINES MAIL RATES 

Having concluded, in a “tentative statement” of its findings 
with respect to the respondent’s transportation of mail by air- 
craft, on routes Nos. 8 and 53, that a fair and reasonable rate 
of compensation for such transportation from Feb. 1, 1943, 
would be 0.3 mill a pound-mile of mail carried, computed on 
direct airport-to-airport mileage, the Civil Aeronautics Board 
has ordered the Chicazo & Southern Air Lines, Inc., to show 
cause, not later than Feb. 2, why the board should not make 
final its findings and conclusions in the tentative statement. The 
board’s order was issued in a proceeding docketed as No. 833. 

Route No. 8 extended from Chicago, Ill., to New Orleans, 
La., and route No. 53 from Memphis, Tenn., to Houston, Tex.., 
the board said. The basic mail rates effective on route No. 8 
since Nov. 30. 1941, had been alternatively 22.5 cents and 26.5 
cents an airplane mile. and the mail rates effective on route 
No. 53 since June 11, 1941, had been alternatively 46 cents and 
35.5 cents an airplane mile, it added. It said the rates had been 
modified to provide for application of an automatic adjustment 
provision, effective May 1, 1942. 

“On the basis of the estimated results of respondent’s sched- 
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uled air transport operations,” said the board in its tentative 
statement, “we find that it may be expected to operate under 
presently foreseeable circumstances with its present passenger 
and express rates at a profit of $68,935 per annum, or 3.59 cents 
per revenue mile, before mail pay and federal income taxes on 
the 1,920,603 estimated revenue miles to be flown. Such profit 
amounts to a return of 8.15 per cent before federal taxes on its 
approved investment allocated to scheduled air transport opera- 
tions at Oct. 31, 1942. It is apparent that the fixing by us of a 
fair and reasonable rate of mail compensation does not require 
the allowance in the mail rate of amounts heretofore frequently 
necessary in mail rate cases to permit the carrier to cover de. 
ficiencies in revenues in the carrier’s commercial onerations. 

The new rate of 0.3 mill a pound-mile, the board estimated, 
would yield annual mail revenue for the future of $198,999, 
After provision of federal income taxes at 40 per cent, it added, 
the carrier’s net profit from its entire passenger, property and 
mail operation would be $160,760. 


FUTURE OF AIR TRANSPORT 

Prospects for development of air freight and passenger 
traffic in the United States after the war were discussed in 
an address delivered by Croil Hunter, president and general 
manager of Northwest Airlines, Inc., at a meeting of the Na- 
tional Association of Retail Secretaries, in New York City, and 
inserted in the Congressional Record by Representative Magnu- 
son, of Minnesota. Mr. Hunter said it was conceivable that 
present fares of air carriers would be reduced from the current 
rate of around 5 cents a mile to 3 cents a mile, or even less, and 
that air cargo rates might be reduced from the present 80 
cents to 90 cents a ton-mile to 15 cents or even 10 cents a ton- 
mile. 

“When we consider that present rail express rates average 
from 11 to 18 cents per ton-mile, first-class less-than-carload 
lot freight shipments from 7 cents to 8 cents per ton-mile. and 
motor truck rates 3 cents to 4 cents per ton-mile,” he said, “it* 
is certainly clear that air cargo rates will be competitive and 
that a substantial amount of tonnage now moved by rail express 
and less-than-carload lot of freight will be diverted to air, as 
well as some which is now carried by motor truck. A diversion 
of even half of such high-grade cargo, now carried by surface 
transportation, will require a fleet of some 25 to 30 thousand 
airplanes, as compared to a maximum of 350 planes used in 
commercial service before about one-half were requisitioned by 
the government. This does not include the additional number 
that will be required for carrying all first-class mail and for 
carrying Pullman and other first-class railroad passengers by 
2 ae 

“Diversion of cargo from other forms of transportation 
should not be a matter of great concern to surface carriers be- 
cause it will be a gradual process. In fact, the expansion of air 
transport alone creates a great deal of business for the rail- 
roads. During the past year Northwest Airlines paid the rail- 
roads over $275,000. In the meantime, air transportation will 
develop much new business and open up new areas now in- 
accessible for trade. .. .” 


AIR MAIL PICKUP SERVICE 

Automatic Air Mail, Inc., has filed an application with the 
Civil Aeronautics board for a certificate authorizing air mail 
pickup and property service in scheduled operation over four 
routes. The application is docketed as No. 830. The routes pro- 
posed are: 

Between St. Louis, Mo., and Kansas City, Mo., serving 18 
pickup points; between Kansas City and St. Louis, serving 20 
pickup points; between Kansas City and Coffeyville, Kan., serv- 
ing 18 pickup points, and between Coffeyville and Kansas City, 
Mo., serving 18 pickup points. 


DELTA AIR CORPORATION MAIL RATES 

The Civil Aeronautics Board has issued an order in No. 
832, Compensation for Transportation of Mail by Aircraft, 
Etc., of Delta Air Corporation Over Routes Nos. 24 and 54, 
directing the Delta Air Corporation to show cause, not later 
than Feb. 2, why the board should not make final the findings 
and conclusions set forth in a “tentative statement” attached 
to the order, to the effect that the “fair and reasonable” rate 
of compensation for transportation of mail on the two routes 
involved, effective Feb. 1, would be 0.3 mill a pound-mile of 
mail carried. computed on direct airport-to-airport mileage. 

The board’s statement showed that route No. 24 extended 
from Fort Worth, Tex., to Charleston, S. C., and from Augusta, 
Ga., to Savannah, Ga., and that route No. 54 extended from 
Atlanta to Cincinnati, O. The board said the base rate of com- 
pensation fixed by it for the transportation of mail from Feb. 
10, 1942, was 24 cents an airplane mile for those two routes, 
and that, effective May 1, 1942, the mail rates had been modi- 
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fied to provide for the application of an automatic adjustment 
provision, as set forth in Braniff Airways, Inc., et al., Auto- 
matic Rate Adjustment, 3 C.A.B. 420 (1942). ; 

Under presently foreseeable circumstances, with its pres- 
ent passenger and express rates, Delta Air Corporation might 
be expected to operate at a profit of $238,775 a year, equivalent 
to a return of 25.40 per cent before federal taxes on the ap- 
proved investment in scheduled air transport service as of Sept. 
30, 1942, adjusted to include the profit realized on voluntary 
equipment sales, said the board. Allowance in the mail rate 
of amounts heretofore frequently necessary in mail rate cases 
to permit the carrier to cover deficiencies in revenues in its 
commercial operations was not required, therefore, in this case, 
the board added. It estimated that a mail rate of 0.3 mill 
a pound-mile would yield annual mail revenue for the future 
of $168,000, and that the carrier’s profits from its entire pas- 
senger, property and mail operation would be $406,775 a year 
before federal income taxes. 


CAR SURPLUS REPORT 


U. S. railroads reported an average daily surplus of 81,353 
freight cars for the week ended Jan. 16, according to the car 
service division of the Association of American Railroads. It 
was made up as follows: Plain box, 36,832; auto box, 2,996; 
flat, 1,047; gondola, 9,214; hopper, 18,875; and miscellaneous, 
12,389. 


COAL ROUTING ORDER VACATED 


The Commission, division 3, has issued service order No. 
102-A, vacating and setting aside service order No. 102, dated 
Jan. 8, as amended Jan. 14, ordering the diversion of coal 
traffic around Columbus, O., because of an accumulation of 
railroad cars at Columbus (see Traffic World, Jan. 16). The 
routing order was issued at the request of the Office of Defense 
Transportation. Vacation of that order was on further repre- 
sentations of the O. D. T., it was stated. 


Fruit and Vegetable Transport 


Commissioner Johnson, speaking at a luncheon meeting of 
the United Fresh Fruit and Vegetable Shippers’ Association at 
Chicago, January 21, urged that the fresh fruit and vegetable 
industry do its utmost to help win the war and pointed out that 
fruit and vegetable shippers should cooperate with the rail- 
roads in loading refrigerator cars to capacity and in prompt 
loading and unloading. He said there was at present no short- 
age of refrigerator cars needed to handle movements of fresh 
fruits and vegetables deemed essential to the war effort, though 
the motive power available to haul the cars was now being 
used to its maximum capacity. He said the industry’s need for 
refrigerator cars should be referred by industry spokesmen 
to an advisory committee of refrigerator car owners headed by 
R. B. Hoffman, manager, refrigerator car section, car service 
division, Association of American Railroads. 

Commissioner Johnson and Homer King, director of the 
Commission’s bureau of service, spoke briefly, following the 
luncheon, at a round-table discussion on transportation of 








Revenue Freight Loading 


Revenue freight loading the week ended January 16 totaled 
755,369 cars, according to the Association of American Rail- 
roads. This was 39,097 cars or 5.5 per cent above the preced- 
ing week, 55,958 cars or 6.9 per cent under the corresponding 
week last year, and 51,872 cars or 7.4 per cent above the cor- 
responding week of 1941. Detailed statistics prepared by the 
car service division of the association follow: 
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wine grapes. The meetings were held in connection with the 
association’s annual convention January 19 to 22. Commis- 
sioner Johnson said marketers of juice grapes should attempt 
to change their practices of selling the grapes at Chicago and 
at eastern points. At present, the grapes are sold in carload 
lots on a peddler basis at the Chicago and east coast railroad 
yards, a practice resulting in slow unloading of the cars, as 
admitted by the marketers at the meeting. They agreed to 
Mr. Johnson’s request that they prepare promptly a plan call- 
ing either for marketing of the grapes at dealer stores, rather 
than at the railroad yards, or for establishment by the A. A. R. 
of a permit system requiring buyers of carlot quantities to 
unload the cars within a short time after purchase. 


COAL TRANSPORTATION 


Solid Fuels Coordinator Ickes has announced the appoint- 
ment of Fred A. Dawson, of Indianapolis, Ind., railroad official, 
as associate deputy coordinator of the Office of Solid Fuels 
Coordinator for War. Mr. Dawson will have charge of the 
transportation aspects of solid fuels problems. He has been 
superintendent of the Cincinnati Terminal Division of the New 
York Central Railroad. He will handle the work formerly 
under the direction of Ralph P. Russell, who will devote his 
attention to transportation problems concerning the fuel oil 
emergency, says the coordinator’s office, adding: 


Transportation is one of the major problems involved in the pro- 
duction and distribution of the approximately 600,000,000 tons of bi- 
tuminous and more than 65,000,000 tons of anthracite coal which the 
Solid Fuels Office has estimated will be required in the United States 
during 1943. Mr. Dawson was selected for the post because of his long 
experience in railroad freight movements, particularly in handling coal 
shipments. 

Born in Lima, Ohio, 51 years ago, Mr. Dawson had been connected 
with the New York Central Railroad for 33 years. 


Control of Exports and Imports 


By amendments to its imports order M-63, the War Pro- 
duction Board has extended import control to about 15 groups 
of commodities and has tightened control of three other prod- 
ucts, according to a W. P. B. announcement. 

Under provisions of the original order, no person may im- 
port, without specific authorization, any commodity named in 
any of three lists contained in the order. Commodities in list 
No. 1, once imported, may be disposed of or processed only as 
directed by the W. P. B.; those in list No. 2, once imported, may 
be sold or processed without restriction under M-63, but are 
subject to the provisions of other applicable W. P. B. orders, 
and commodities in list No. 3 are subject to the terms of list 
No. 2, except that most materials on list No. 3 are provided 
entry free of import restrictions when transported overland, by 
air, or by inland waterway from Canada, Mexico, Guatemala 
and El Salvador. 

The amended order, said the W. P. B., provided an exemp- 
tion for shipments of list No. 1 and list No. 2 commodities that 
were in transit on Dec. 28, the date on which import restrictions 
were made applicable to shipments scheduled on old contracts. 
The commodities brought under import control for the first time 
by amendments to M-63, and changes in various former listings, 
it said, were the following: 


Alpaca (produced in Peru and needed for certain types of military 
fabrics), moved from list 3 to list 1; castor bean pomace and nitro- 
genous material, added to list 3; caroa products, added to list 3 (to 
supplement the existing control of caroa fiber); anchovies, present de- 
scription in list 3 changed to make it clear that all anchovies, canned 
in oil or not in oil, pickled or salted, are covered by the order; ma- 
hogany furniture and pre-fabricated parts, added to list 2; sisal cord- 


age, added to list 2; agave cordage fibers (other than sisal), agave 


Revenue Freight Car Loading—Week Ended Saturday, Jan. 16 


Grain and Live 
grain prod. stock Coal 
1943 53,351 14,570 165,789 
ct. | ea | 1942 45,737 13,825 174,119 
| 1941 31,295 12,550 147,002 
Preceding week Jan. 9............ 1943 48,362 15,556 156,806 
Per cent increase over............ 1942 16.6 5.4 
Per cent decrease under.......... 1942 4.8 
Per cent increase over............ 1941 70.5 16.1 12.8 
Per cent decrease under.......... 1941 
{ 1943 141,601 41,698 . . 456,445 
Cumulative 3 weeks to Jan. 16 4 1942 113,600 40,782 ° 478,912 
| 1941 92,522 35,784, 422,481 
Per cent increase over........ ss. 1942 24.6 2.2. \ 
Per cent decrease under.......... 1942 : 4.7 
Per cent increase over............ 1941 53.0 16.5 8.0 
Per cent decrease under.......... 1941 


Genesee 


Per cent to 15 year average, 111.8. 


Forest Mase. 

Cake Products Ore L.C.L. Miscellaneous Total 
15,314 42,549 14,365 86,663 362,768 755,369 
14,900 44,114 12,896 146,697 359,039 811,327 
13,517 38,486 12,508 147,782 300,357 703,497 
15,335 36,899 14,737 85,471 343,106 716,272 

2.8 11.4 1.0 
3.6 40.9 6.9 
13.3 10.6 14.8 20.8 7.4 
41.4 

45,094 105,791 . 42,660 247,820 1,011,580 2,092,689 
42,668 111,805 37,738 409,654 989,674 2,224,833 
39,381 106,029 37,743 419,599 875,767 2,029,303 

5.7 13.0 2.2 
5.4 39.5 5.9 
14.5 13.0 155 3.1 
2 40.9 
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in the production of new railroad freight cars, heavier and faster loading 
of cars is a definite contribution in helping America's war plants win to- 
day's battle of production. 


Universal Carloading and Distributing Company—the leading freight 
forwarder in America—is playing an important part in this maximum 
utilization of today's available freight facilities. As a matter of fact, many 
shippers today are relying more and more on Universal service to get their 
essential war and civilian freight to destination quickly and safely. 
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Today shippers are benefiting from Universal's experience of over 
25 years during which it has been constantly seeking and finding ways and 
means to speed up the flow of goods from producer to consumer, the 
leading consumer today, of course, being Uncle Sam. Universal consoli- 
dates war shipments, as well as commercial shipments, selects the short- 
est and fastest routes, picks up and delivers—all on one waybill and at reg- 
ular rates with no added premiums. 


Shippers benefit as result of Universal's organization being geared 
to the faster tempo of war needs. Its representatives, contacting the ship- 
ping public out of its 99 offices (consult local telephone directory), repre- 
sent a vast army of freight expediters. So, call on us anytime you feel we 
can assist you in the solution of new and unusual wartime transportation 
problems. Advice and assistance is available to you without any obligation 
and you can be assured that suggestions will result in the lowest possible 
shipping cost and the fastest and most practicable shipping service. 
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fiber cords and twines, and fabrics woven of agave fiber, added to list 
2; other manufactures of agave fiber, moved from list 3 to list 2. 
Milkweed or paina de seda (used as substitute for kapok), added 
to list 2; orange oil (used for food, confectionery, and pharmaceutical 
purposes), added to list 3; ipecac, added to list 3; zine dross, scrap, 
skimmings, added to list 2; albarco (South American wood suitable as 
substitute for mahogany for some war purposes), added to list 1; wool 
and other hair tops and yarns (low quality wools in semi-manufactured 
top and yarn form), added to list 3; cocoa powder, added to list 3; 
cacahuananche oil (similar to oiticica oil), added to list 1. 


In its current export bulletin No. 67, the Office of Exports, 
Board of Economic Warfare, states that it has found it essential 
to make an inventory of outstanding licenses “in order to meet 
several current problems and bring about a closer coordination 
of licenses, available shipping space, and the controlled mate- 
rials plan.’’ The bulletin sets forth the nature of the data de- 
sired from license holders. It says that a program has been set 
up to obtain necessary information first concerning “those coun- 
tries in which the urgency of the problem is immediate,” and 
that information must, therefore, be compiled concerning mate- 
rials now licensed for export to Argentina, Bolivia, Brazil, Chile, 
Colombia, Ecuador, Peru, and Venezuela. 

The Department of Commerce has issued amended regula- 
tions with respect to declarations for exports and foreign trade 
statistics. The amendments are set forth in the departments 
foreign commerce statistical decision No. 36. 

The Office of Exports, Board of Economic Warfare, has 
issued its current export bulletin No. 68, dealing with the 
following matters: (1) combined form—commodity export 
license and freight space application (BEW 166); (2) export to 
Liberia; (3) $25 general license provision; (4) ship stores— 
revision of food stores list; (5) changes in assigned shipping 
ratings; (6) gliders, and (7) changes in general licenses. 


REFRIGERATOR BOX CARS 


In a move designed to conserve railroad equipment and 
prevent empty mileage of freight cars, the Commission has is- 
sued service order No. 104, effective on and after Jan. 25, 
ordering the substitution of refrigerator cars for box cars in 
the transportation of westbound carload freight. 

The order provides that common carriers by railroad sub- 
ject to the interstate commerce act transporting westbound 
transcontinental shipments in carloads, destined to points in 
the states of California, Idaho, Arizona, Nevada and Utah, 
may, at their option, furnish and transport not more than three 
refrigerator cars of Pacific Fruit Express or Santa Fe Re- 
frigerator Despatch ownership in lieu of each box car or- 
dered subject to the carload minimum weight which would have 
applied if the shipment had been loaded in a box car. The 
provision does not apply on shipments on which the carload 
minimum weight varies with the size of the car. Tariff provi- 
sions and the provisions of service order No. 68, as amended, 
and all other orders of the Commission, in so far as they con- 
flict with the provisions of this order are suspended. 

Commission officials said that a great many empty refrig- 
erator cars were moving westbound, as were loaded box cars, 
the refrigerator cars returning loaded and the box cars re- 
turning empty, and that utilization of the empty westbound 
refrigerator cars would eliminate, in part, the empty eastbound 
movement of box cars. 


NORTHWEST SHIPPERS’ BOARD 


Henry F. McCarthy, director, division of traffic movement, 
Office of Defense Transportation, will speak on “The Transpor- 
tation Outlook for 1943” at a luncheon at the Lowry Hotel, 
St. Paul, Minn., January 26, sponsored by the St. Paul Asso- 
ciation of Commerce in connecttion with the annual meeting 
of the Northwest Shippers’ Advisory Board to be held on that 
day. 
At the business meeting, at which A. B. Ayers, traffic man- 
ager, Cream of Wheat Corporation, Minneapolis, Minn., gen- 
eral chairman of the board, will preside, there will be reports 
from carloading commodity committees; from the executive 
committee, P. F. Scheunemann, chairman; the legislative com- 
mittee, Neal E. Williams, chairman; the car efficiency com- 
mittee, O. W. Galloway, chairman; the less-carload transpor- 
tation committee, T. J. Bustard, chairman, and the railroad 
contact committee, J. B. Smith, Great Northern Railway, chair- 
man. There will also be reports from state vice-chairmen, in- 
cluding Minnesota, S. M. Low, Koppers Company, St. Paul; 
North Dakota, R. F. Gunkelman, Interstate Seed and Grain 
Company, Fargo; South Dakota, L. R. Girton, Girton-Adams 
Ice Company, Sioux Falls, and Montana, C. A. Rahn, Midland 
Implement Company, Billings. 

C. H. Dietrich, executive vice-chairman, freight claim divi- 
sion Association of American Railroads, and Mr. Galloway, 
chairman of the board’s loss and damage prevention committee, 
will discuss plans for the 1943 April Perfect Shipping Month 
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campaign. R. E. Clark, manager, closed car section, car serv- 
ice division, A. A. R., will report on national transportation 
conditions and the car supply, and W. L. Harvey will report as 
district manager of the car service division. 


FOREIGN GRAIN SERVICE ORDER 


Homer C. King, director of the Commission’s Bureau of 
Service, has issued general permit No. 1 permitting railroads 
to accept and move carload shipments of rice from Mexico to 
Canada under service order No. 103 recently issued by the 
Commission. That order prohibited railroads from accepting, 
moving, or furnishing cars for the movement of, grain, in 
carloads, originating in a foreign country and moving by rail 
through the United States, all-rail, to points in another foreign 
ee except on permission (see Traffic World, Jan. 16, p. 

_ In a letter to W. C. Kendall, chairman of the car service 
division of the Association of American Railroads, dated Jan. 
19, Mr. King pointed out that special or general permits could 
be issued under the order to meet specific needs or exceptional 
c_rcumstances, and said the question had arisen as to whether 


rice moving from Mexico to Canada was subject to the order, 
The letter added: 


Without passing on that question a general permit is hereby issued 
for the acceptance and movement of rice until further notice. 

Pursuant to our general policy, and with particular reference to 
our telephone conservation of today, I understand you will issue notice 
to all interested carriers. 


Copies of the letter were sent to Henry McCarthy, of the 
Office of Defense Transportation, and to Dr. E. O. Malott, of 
the Department of Agriculture. 


SEEK CREED FOR GOOD SHIPPERS 


As part of its 1943 April Perfect Shipping Month campaign, 
the National Association of Shippers’ Advisory Boards is mak- 
ing an attempt to reduce the principles of safe and efficient 
shipping to a declaration of no more than fifty words, for print- 
ing in placard form and posting in shipping and receiving rooms 
the country over. 

The association has announced a contest for such a decla- 
ration, to be known as “The Creed of the Good Shipper.” 
Everyone, except persons connected with transportation com- 
panies and manufacturers and sellers of shipping room supplies, 
is eligible to enter the contest, the winner of which will receive 
an award of a $100 war bond. Other awards, of $50 and $25 
war bonds, and five “honorable mention” awards of $5 in war 
savings stamps, will be made to the runners-up. 

The general committee of the campaign, of which E. A. 
Jack, general traffic manager, Aluminum Company of America, 
is chairman, plans to reproduce the winning creed in attractive 
form suitable for framing and hanging in traffic offices and 
shipping and receiving rooms. It will have wide distribution. 
The contest will close with entries bearing postmarks not later 
than midnight February 28, 1943. Entries should be addressed 
to Mr. Jack at Room 2112, 59 E. Van Buren Street, Chicago. 

In addition to Mr. Jack, the following have consented to 
act as a committee of judges: 


G. H. Shafer, president of the National Association of Shippers’ 
Advisory Boards; R. R. Luddecke, president of the National Industrial 
Traffic League; Henry A. Palmer, editor, the Traffic World, and R. S. 
Henry, assistant to the president, in charge of public relations, Asso- 
ciation of American Railroads. 


The names of the award winners and the text of the win- 
ning creed will be made public March 29. 


FREIGHT CLAIMS RISE 

Claims for loss and damage to freight for the first nine 
months of 1942 rose 47.2 per cent over those for the first nine 
months of 1941, according to reports filed with the freight 
claim division, Association of American Railroads, by its mem- 
bers. The total for the first nine months of 1942 was $24, 
245,080, or $7,774,568 over the $16,470,512 of the first nine 
months of 1941. 

In view of the sharp increase in freight revenue, however, 
the increase in the ratio of loss and damage to revenue was 
not so great. With the revenues in the nine-months’ period 
in 1941 at $3,232,982,787, the ratio was .48. In that part of 
1942, the revenues were $4,290,450,449, and the ratio .54. 

For the twelve months ending with September, 1942, 
reported loss and damage totalled $31,213,326, compared with 
$21,773,716 in the twelve months ending September, 1941, an 
increase of 43.4 per cent. Considering the year ending with 
September, 1942, increases in claims resulting from particular 
causes were: Unlocated damage and improper handling, 478 
per cent; delay, 60.1 per cent; defective equipment, 31.6 and 
coneealed damage, 67.1 pre cent. 
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January 23, 1948 


A. T. C. of A. Annual Meeting 


Representatives of 37 Member Clubs at One-Day Convention Adopt Resolutions Warning of 
Socialistic Attacks on Transportation and Pledging Support to O. D. T. — Eastman 
and Pettengill Speak — Doebber Elected President 


By Rosert J. Bayer, Staff Correspondent at St. Louis, Mo. 


The Associated Traffic Clubs of America, at its twenty- 

first annual convention, its first held in wartime, at the 
Jefferson Hotel, St. Louis, Mo., January 19, adopted two reso- 
lutions on the conduct of transportation in war and on the 
defense of the principles of private ownership and operation 
of the transportation systems against attacks from socialistic 
elements within the government. Both resolutions were adopted 
unanimously and will be submitted to the member clubs—now 
numbering 106—for ratification. 

Eighty-six delegates, representing 37 member clubs, it was 
announced by the secretary, attended the convention, which was 
“streamlined” to fit war conditions and to avoid unnecessary 
travel. The business sessions and a luncheon, at which the dele- 
gates were joined by more than 400 members of the local traffic 
clubs and guests, were all held on January 19. C. B. Sud- 
borough, southwestern freight traffic manager, Pennsylvania 
Railroad, St. Louis, was chairman of the local arrangements 
committee. ; 

The resolution expressing confidence in the Office of De- 
fense Transportation and its Director, Joseph B. Eastman, and 
pledging the support of association, its member clubs, and 
the individual members of those clubs to the O. D. T., was 
adopted after an address at the luncheon by Director Eastman. 
It was submitted by T. C. Burwell, Transportation Club of 
Decatur, chairman of the resolutions committee, and read as 
follows: 


Whereas, the dangers of war and the added burden it places upon 
the transportation system of the United States of America has made 
necessary the setting up by the federal government of an agency to 
study, advise and coordinate, and 

Whereas, this agency, the Office of Defense Transportation, has 
been placed under the direction of Joseph B. Eastman, known to 
transportation interests for many years for his services as a member 
and chairman of the Interstate Commerce Commission and as Trans- 
portation Coordinator, and 

Whereas, in the conduct of the Office of Defense Transportation, 
Director Eastman has adhered to the philosophy that necessary altera- 
tions in transportation services may best be made by means of co- 
operation among all producers and users of transportation, and has 
in furtherance of this policy kept the issuance of directives and orders 
to a minimum, and 

Whereas, the fairness and wisdom of Joseph B. Eastman has 
been reflected in his acts as Director of Office of Defense Transpor- 
tation, 


Now, therefore, be it resolved, that the Associated Traffic Clubs 
of America, at its convention at St. Louis, Mo., this 19th day of 
January, 1943, expresses its confidenee in and respect for the Office 
of Defense Transportation and its Director, Joseph B. Eastman, and 
that, on behalf of its member units and their individual memberships, 
it pledges its full support to the Office and its Director in such meas- 
ures as it and he decide are necessary for the successful conduct of 
transportation in war and toward victory. 


Socialistic Planners 


The second resolution called on the association, the clubs, 
and their members to “rededicate their energies” to still more 
efficient use of transportation as the best way to avoid the 
invasion of socialistic planners in the transportation field. It 
was adopted on the recommendation of the public affairs com- 
mittee, after receiving the approval of the resolutions commit- 
tee, and read as follows: 


Resolved, that The Associated Traffic Clubs of America, in annual 
meeting assembled, urgently recommends to the local member clubs, 
the adoption of a general program of discussions and publicity, directed 
to full understanding of and action on these vital matters: 

1. The transportation system of the country is to be called upon 
to assume an astounding load in the gigantic program of production 
and movement for war, after having fully responded to unprecedented 
demands the past year in meeting the needs of the nation at war. 

2. Transportation must continue to succeed in meeting the chal- 
lenge by moving both freight and men; and this will be best assured 
by continuing private management and operation, under the able super- 
vision of Director Eastman, Office of Defense Transportation, and the 
Interstate Commerce Commission. There should be no transfer of 
power over transportation and no diffusion of responsibility among 
agencies of government who are mainly devoted to other fields. 

3. Under the American tradition, which must be preserved, trans- 
Portation is the servant of the people and its true functions are the 
Movement of passengers and freight. Efforts that are being made, 





mainly under cover, to make transportation an instrument for at- 
tempting social reforms and economic controls, must be exposed and 
resisted. 

4. There shall be no commitments by those in government or in 
authority to any new policies and radical plans for transportation, 
during this war, when full debate is foreclosed by the need for pre- 
serving a united front and a common object. 

Resolved, further, That every traffic and transportation man, with 
the carriers and with their customers the shippers, shall be called 
upon to rededicate his energies to unlimited cooperation with our 
leaders in transportation, leaving nothing undone to relieve the strain 
on, and increase the capacity of our transport instrumentalities to 
win the war and sustain the people. To these ends, this association 
pledges its help and rallies its forces, speaking for its 25,000 members. 


The report of the public affairs committee, by John S. 
Burchmore, Traffic Club of Chicago, its chairman, was one of 
the highlights of the meeting. The others included Director 
Eastman’s address and an address by Samuel B. Pettengill, 
vice-president and general counsel, Transportation Association 
of America, former congressman from Indiana. 


Eastman’s Address 


Mr. Eastman spoke of the difficulty of the task of being 
called on ‘‘to head an organization which does not exist, and 
to perform duties with respect to the entire transportation 
system of this great country which no one had performed 
before and which were not even too clear and definite,” as 
contrasted with being elevated to the “chief executive post of 
a going concern with a well organized staff and a known and 
certain business, however large it may be.” The loyalty of the 
staff he had assembled and the cooperation of producers and 
users of transportation had been of great help to him, he said, 
and the performance of the carriers had made it possible for 
him “to shine at times, like the moon, with reflected glory” 
which he did not generate. There had been predictions that the 
railroads would break down. Despite the fact that those pre- 
dictions did not come true, he said, similar predictions were 
current again in Washington. He said he did not think the 
railroads would break down, though there were “plenty of 
troubles ahead.” 


The keystone of carrier success so far, he said, was in the 
cooperation among the carrying agencies themselves. The 
railroads had, in a great measure overcome the “instinct” of 
intense rivalry and competition and were working together, he 
said, though the possibilities of “inter-railroad cooperation 
have not been exhausted.” In contrast, he added, the lion had 
not as yet laid down with the lamb so far as the railroads 
and other carriers were concerned, “particularly the water- 
ways.” However, he added, traffic was so plentiful for all at 
the moment that there was “little occasion for strife.” These 
other carriers, he said, were benefitting the railroads, adding 
on that point: 


With their own traffic, both freight and passenger, reaching all- 
time peaks which rise high over all former peaks. and with consid- 
erably less equipment than in past years, the railroads would be in 
desperate straits if they did not have this help from the other car- 
riers. Going beyond this involuntary cooperation, my office is pro- 
moting intercarrier cooperation in various specific ways. For instance 
we have been instrumental in accomplishing the substitution of tank 
trucks for a much larger number of tank cars in short-haul petroleum 
service, so that about 11,000 tank cars have in this way been released 
for emergency long-haul service to the eastern seaboard territory. We 
are also doing our best to induce full use by both governmental and 
private shippers of the inland and intracoastal waterways. The rail- 
roads do not like this, because they have not yet come to the point 
of loving the waterways, but it is all for their own good, as we see it. 

Cooperation between the shippers and the carriers, particularly the 
railroads, has been almost all that could be desired. When the trans- 
portation history of these times is written, a great share of the credit 
for the fact, of crucial importance, that railroad equipment has been 
kept in free and constant circulation will go to the highly efficient 
coordination between the shipping agencies of the government, espe- 
cially the Army, and the railroads; to the like coordination, sponsored 
with the utmost and continuing zeal by the regional advisory boards, 
the National Industrial Traffic League, the United States Chamber of 
Commerce, and other like organizations, between the private shippers 
and the railroads; to the efficient coordination of the movement of 
traffic by rail to the ports with its movement overseas by ships, spon- 
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sored by the Army, the Navy, the Lend-Lease Administration, the 
British War Shipping Administration, and my own office, and to the 
effective coordination of storage and warehouse facilities with trans- 
portation, in which my office in collaboration with other federal 
agencies has assumed quite a measure of leadership and in which we 
have had splendid cooperation from the warehousemen of the country. 

The same is true of labor. There have been a few minor but 
troublesome strikes, and there is still insistence on some rules and 
restrictions which are inconsistent with an all-out war effort. Yet I 
know that the men who are at the head of the railroads, the iron ore 
carriers of the Great Lakes, the barge lines, the city transit companies, 
the intercity bus lines, the air carriers, and many trucking organiza- 
tions are profoundly grateful for the way in which their employes 
have slaved on the war transportation job, often working long hours 
of overtime under very trying conditions. It is also true that rules 
and restrictions, highly prized and cherished, have been relaxed in 
many instances. 

But while I wish to give credit where credit is due, and deem it 
highly desirable that it be given, I do not wish to be a Pollyanna. 
There are harsh realities in the present. situation of our country, and 
in our transportation situation in particular, of which we cannot too 
often be reminded. We are in war—a horrible war, the worst this 
globe has ever suffered—and we cannot with any wisdom proceed 
on the happy assumption that it will soon 
be over. There are few greater faults than 
wishful thinking, and certainly we ought to 
base all our assumptions and planning on the 
theory that it will be a long war and a very 
hard one; and I, for one, believe that it 
wee UG. ..«. 


Dangers Ahead 


He outlined, as he had in earlier ad- 
dresses, the importance of the part 
played by transportation in the war 
effort and the extent of the job it had to 
perform. He was no soothsayer, he said, 
and could not, therefore, predict with 
confidence what the immediate future 
held for transportation, but he was will- 
ing to tell of ‘some of the dangers” he 
feared lay ahead: 


So far as freight traffic is concerned, I do 
not believe that we have reached the peak, 
because war production and war effort have 
not reached their peaks. Some relief may be 
expected from the approaching end of war 
plant construction, but the best forecasts 
we can make indicate that this relief will 
be more than offset by traffic gains in other 
ways. 

I know that passenger traffic has by no 
means reached its peak, and this is equally 
true of both intercity and local traffic. Troop 
movements will continue to increase, as our 
military forces grow in size, and such move- 
ments are a very heavy burden upon rail- 
road operations in general. They can make 
the movement of freight much more diffi- 
cult. 

I belive that, as our military forces be- 
come trained and equipped and our over- 
seas campaigns develop, and as our shipping 
facilities grow in quantity and ability to 
transport, traffic movements to our ports will 
increase in volume and frequency. These 
movements may create rather serious transportation problems, par- 
ticularly in the Pacific coast area, where the railroads were not de- 
signed for any such traffic flow. 

The manpower shortage, continually becoming more acute, will 
have adverse effects on transportation. The direct effect will be felt, 
I think, soonest and most severely by the highway automotive vehicles, 
but the railroads will not escape. The railroads will also suffer in- 
directly from the effect on the other carriers and likewise from the 
inability of industries to retain labor able to load and unload freight 
quickly and well. 

The most serious danger facing the railroads probably lies in the 
rubber shortage. No one can yet be sure about the future rubber 
supply or about the dimensions, in time or amount, of the shortage 
for other than military purposes. These conditions may, sooner than 
we expect, cause a reduction of truck and bus operations which will 
throw a heavy burden on the railroads. 


He enumerated some things that remained to be done to 
avert these dangers. Among them were “reserve railroad 
capacity in the form of rail lines that have not been used to 
their full capacity,” either because they were not good lines or 
were not “in the main traffic currents.” He had power, he said, 
“to induce their use.” He was not satisfied, he added, that all 
that could be done had been done to reduce empty car mileage, 
to organize the through movement of freight so as to avoid 
reclassifications en route, to improve terminal operations, and to 
“mobilize passenger equipment for the most effective use.” 


Use of Inland Waterways 


He made a plea for greater use of inland waterways: 
So far as the load on the railroads is concerned, it can be re- 
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lieved to a lesser extent by utilizing the full capacity of the inland 
waterways. There is some margin there, particularly southbound on 
the Mississippi River system. The load can probably be relieved to 
a greater extent by adjustment of the distribution of commodities so 
as to require less transportation. This is a subject which I have 
discussed somewhat fully in recent public addresses, and I shall not 
enlarge upon it here. I realize its complications, but I am fully 
persuaded that much can be done by the industries in this way for 
the protection of our transportation in war time, with some sacrifice 
on their part but no real injury. 


The public could be of real help in relieving the excessive 
passenger load by refraining from unnecessary travel, he said. 
If this was not done, he would resort to “positive control,” 
though he still believed it could be avoided. He was certain it 
would be an evil, he added. He also referred to opportunities 
still remaining “in which railroad labor can relieve manpower 
and operating conditions by further changes in working rules 
and restrictions and without undue sacrifice.” 


Motor Vehicle Conservation 


The most important steps to be taken 
at present, however, he said, were those 
to insure conservation of commercial 
motor vehicles: 


Nothing is of more importance than con- 
servation, to the extreme limits possible, of 
our commercial motor vehicles—the trucks, 
buses, and taxicabs—and of their tires. ‘This 
country is now geared to rubber-borne trans- 
portation, and we shail suffer severely if it 
fails us. Even if the synthetic rubber pro- 
gram proceeds strictly in accordance with 
schedule, there will still be need, so long as 
the war continues, for the utmost conserva- 
tion, not only because we shall have no 
wealth of rubber in any event, but also be- 
cause of the limited stock of other critical 
materials and the manpower situation. Much 
mileage has been and is being saved in the 
operation of these commercial vehicles, but 
much more needs to be and can be saved. 
The opportunities are great. 


The difficulty is that further saving re- 
quires, in large part, careful planning in a 
multitude of places, pooling of facilities, and 
cooperation among operators. With more than 
three million separate operators, most of 
them individuals, all this is a most formidable 
task, and it can be done only with the help 
of all concerned. My staff can lead and pro- 
mote, but it cannot work out in detail, im- 
pose, and enforce such plans in the myriad 
of situations where they are possible. That 
is why I am endeavoring, if air transporta- 
tion permits, to attend a meeting of private 
truck owners in New York City tomorrow. It 
is a field of transportation where the private 
operators far outnumber the public, for-hire 
operators. Conservation to the limit in these 
private operations, as well as in the public, 
is most urgently required, not only for their 
own good but for the good of the country. 
Much the same is true in the field of local transportation of people, 
and particularly of the war workers. The facilities are limited, they 
cannot readily be expanded, rubber is a tremendous factor, and the 
traffic load is the greatest in history and constantly increasing. We 
must do the job with what we have, and it can only be done by 
bringing into play every possible expedient, such as group riding and 
staggered hours, and by treating these facilities as a national pool, 
putting an end to all wasteful or unnecessary use, and shifting facili- 
ties, wherever possible, from surplus to deficit areas. In calls for 
constant and intensive cooperation on the part of federal agencies, 
local authorities, and the people themselves, and I am glad to say that 
such cooperation is general, although the record is still not perfect. 

When all is said and done, I come back again to the vital fact 
that the keystone of the arch, so far as our wartime transportation 
is concerned, is cooperation. It is the main purpose of the Office of 
Defense Transportation to promote such cooperation. I have unusual 
duties. We are not running the railroads, nor any of the other carriers. 
Nor are we regulating them in the ordinary sense. When analyzed, our 
job is really to lead and help the carriers, the shippers, the travelers, 
labor, and the general public into and along the path of full cooperation 
and coordination in order that our domestic transportation facilities 
may be used to the maximum for the successful prosecution of the war. 
I can promote such cooperation and coordination, where need be, by 
order and, as you well know, I have done so. But after all, these orders 
are of such a character, for the most part, that they can be really 
effective only to the extent that they reflect and are supported by 4 
general, if not unanimous, opinion that they are necessary and desirable. 

The spirit and morale which animate those who manage, those who 
work for, and those who are served by our -domestic transportation 
system, will in the end determine whether or not it continues, in the 
face of extraordinary difficulties, to do its full part in the war effort. 
Up to date the spirit and morale have been all that anyone could desire. 
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With our troops moving out in ever greater numbers to battle the 
enemy all over the world and with the months, if not years, which lie 
ahead before we can be sure that vctory is in sight, there must be no 
letdown at home. 

We must work harder and longer and more intensively, and we 
must expect to endure and sacrifice more and more as time goes on. 
You who are members of these Associated Traffic Clubs are transpor- 
tation leaders in your communities, and you must set the pace. That 
is why 1 came here to address you. I believe that you will measure 
up to the job in the months to come, as you have in the months which 
are past, and I assure you that the Office of Defense Transportation 
will do what we can to help. 


Director Eastman arose and said “thank you,” after the 
meeting adopted the resolution of confidence and support in him 
and the O. D. T. 


Pettengill Recommends Integration 


The way in which this country handles problems arising 
from the transition from war to peace “may well determine 
whether our constitutional form of government will endure,” 
said Mr. Pettengill in his address. Private enterprise “‘must not 
repeat the mistakes of the early thirties,” if it expected to 
survive, he said. Applied specifically to transportation, this 
meant that a policy for postwar adjustment must be planned 
now to forestall government planning. 

He advocated the Transportation Association of America’s 
plan for “integration of all forms of transportation into a lim- 
ited number of competitive systems, each having legal sanction 
to render all types of service.” This, he said, would not only 
tend toward ‘‘a lower level of costs and rates,” but would “go 
far to eliminate wasteful capital expenditures and create a 
structure susceptible to fair and equitable regulation” and 
would maintain ‘‘a sound credit position for capital.’”’ Best of all, 
he added, it would require no governmental assistance “except 
the enactment of enabling legislation.” 

Transportation must “carry the flag in furthering a great 
constitutional renaissance in America and in the developing of 
a broader understanding of the benefits of competitive enter- 
prise, privately owned, as against the huge cartels of Hitlers, 
big and small,” because transportation was “nearest the social- 
istic fire.” Continuing, he said: 


The battle on the home front is between free enterprise, regulated 
in the public interest, and a species of American Fascism in which the 
politician tells everybody what, when, where and how much. The 
owners and managers of free enterprise have too long neglected to tell 
their story to present and future voters. Meantime, the American 
Fascists have been boring into our schools and colleges everywhere. 

This challenge must be met not only by the leaders of free enter- 
prise in formulating their own plans for our post-war economy, but 
through elementary education. About 2,000,000 young people come of 
age every year; 4,000,000 every congressional election; 8,000,000 every 
presidential election. I noted with pleasure that the Mississippi Central 
Railroad is offering prizes to the boys and girls of the high schools and 
colleges of Mississippi for the best statement on the question: ‘‘Why 
Free Enterprise Should Be Preserved After the War Is Won.”’ This 
statement is to be in the form of a letter to the congressmen and 
senators from that state. It would be well for the traffic profession of 
industry, for the managements of all railroads, truck lines, airlines, and 
private water carriers to adopt something of this kind as an educational 
contribution in the particular territories through which they operate. 
The same pattern could be followed profitably by manufacturers, farm 
cooperatives, banks, luncheon, professional, fraternal and patriotic 
societies, 

Let me stress an emergency which confronts every employe of 
transportation—in fact, all of our citizens at the present time. Millions 
will pay taxes for the first time on March 15. Other millions will pay 
staggering increases over previous years. No one objects to paying for 
the war while it is going on. Yet it is intolerable that workers have 
had no chance to pay taxes on money earned in 1941 until March, 1942, 
fifteen months later; nor will this bill finally be paid until nearly two 
years later. Meantime, no one can know what his tax bill is going to 
be because of frequent changes in the tax laws, dating back over 
many years. 

There is a strong element of injustice in this situation. It is certain 
to impede the war effort by harassing workers for tax payments. It 
Will lead to unfriendliness between citizens and government at a time 
when good feeling is imperative. Income taxes should be paid as the 
money to pay them is earned. 

It is no answer to say that workers should have laid aside money 
to meet their future unknown tax bills. The fact remains that the great 
Majority did not. Many of them have used increased earnings for 
praiseworthy purposes, such as paying old debts, buying life insurance, 

urning the mortgage, and thus becoming home owners and solid citi- 
zens. These people are faced with distress. I am informed that thou- 
Sands in the transportation industry are urging their managements to 
endorse the pay-as-you-go tax program. As tax rates are certain to be 
increased still further, the pressure for relief from stale tax claims is 
bound to increase. Here is an emergency case where the managements 
of private enterprise, the men engaged therein, and trade associations, 
should get together and jointly tell Congress and the Treasury to move 
up into the twentieth century. 


Public Affairs Committee 


M The report of the public affairs committee, presented by 
tT. Burchmore, said the American transportation system faced 
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a two-fold danger. The first was immediate and lay in the 
possibility of a breakdown under the weight of wartime traffic 
plus the inability to obtain needed equipment, which might 
result in the failure of the existing control and management 
and the taking of management “out of the hands of responsible 
operators and managers.” That, the report said, ‘“‘was the only 
real and honest danger to transportation today.” It was a 
distinct possibility, it added, and its prevention required the 
“all-out cooperation of everyone concerned with transportation 
with the Office of Defense Transportation.” Industry, it said, 
“must give unstinted backing” to the O. D. T. 

The second danger, the report said, was the overt long- 
range plan of the present administration to socialize transpor- 
tation; this plan was clearly exposed, if not officially advocated, 
in the National Resources Planning Board’s recent report on 
“Transportation and the National Policy.” 

That report, it continued, purported merely to be an aggre- 
gation of studies, but its “true nature and its real meaning” 
was “intellectual deception for the general public.” It was 
“symptomatic of a great threat to our fundamental principles,” 
was based on false premises, and should be resisted, because of 
“the error of its concept,’ and the errors of “its conclusions 
and proposals.” The body of the report consisted of 24 papers 
and was “informative and well written, and might, indeed, be 
regarded as theses for doctors’ degrees,” the committee report 
said, adding that the’ papers were “mere window dressing” 
intended to give ‘“‘the color of respectability and profoundness” 
to the summary attached to them, in which the socialistic 
intent of the board with reference to transportation was plainly 
revealed. 

The criticism of the Planning Board’s report included the 
charge that it was “fundamentally erroneous in its concept of 
the functions and purposes and the place of transportation.” 
The report was “founded on a dream of power and a lovely 
pretense of planning for transportation.” It did not deal realis- 
tically with the existing problems of transportation because 
it considered those problems as social problems. 

The honest and realistic view of transportation, the com- 
mittee report said, was as “an instrumentality of our commerce 
and our lives, and the servant which carries us where we want 
to go and carries our goods where we want them moved.” 
The Planning Board’s report, on the other hand, considered 
transportation to be ‘“‘the instrument for refashioning our society 
and our social and economic problems.” The evidence of this, 
it added, lay not only in the summary of the report itself, but 
in an outline of questions to be considered in it sent out by 
the board months ago. This outline included among the “broad 
objectives for a long range national transport policy’ such 
things as the “securing of an optimum position with reference 
to available goods and services by maximizing production and 
minimizing social cost, and securing an optimum distribution 
of production at this level over the range of goods and services.” 
The outline also numbered among the objectives of a united 
transportation system the securing of “equality of opportunity 
for the enjoyment of the product of the economy in the various 
geographical areas and social and economic classes, securing 
proper diversification of industry and minimizing seasonal and 
cyclical fluctuations,” and “the enhancing of health insuring 
race survival and promoting full community life and oppor- 
tunity for individual cultural development.” 

The report then called attention to a statement in the 
Planning Board’s tome which referred to transportation as an 
instrumentality for the “rehabilitation of depressed sections of 
urban areas, and for providing housing and recreational pro- 
jects, and relieving blighted urban and rural areas.” 

In these socialistic intents, the report said, the board’s 
report was “everlastingly wrong in its concept of the true 
transportation problem and of the function of transportation.” 
The conclusions of the Planning Board report rested on the 
false premise that transportation was a failure. 

The association’s committee report said: “We all know it 
is a success—not perfect, not beyond improvement, but a suc- 
cess, not a failure.” 

It said that the Planning Board’s report was too adroit to 
make the “‘candid and brave statement” that government owner- 
ship was the answer. Instead that conclusion was implied— 
“sugar-coated or disguised or the dose postponed,” said the 
association’s committee, adding: 


The recommendation is for something other than government own- 
ership, but it is something its authors must know will result in govern- 
ment ownership, complete socialization of all transportation, public and 
private, and through that introduction the socialization of our whole 
commerce and industry. The document is a point around which the 
social planners will rally, with a great show of respectability of dis- 
cussion, etc., for initiating a great post-war program of national man- 
agement and national direction of all transportation through a super- 
agency. This means setting aside all of the processes and all of the 
American methods that have so long endured; and all this with the 
certain knowledge that you cannot have such a national transportation 
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agency set up and functioning without almost inevitably the next step— 
government ownership and government operation of all transportation 
facilities, 


This, the report said, was an “ambitious and all-glorious 
prospect,” and was the index of the “broad danger for the 
future, beyond the real and even more immediate danger that, 
through jurisdictional jealousies or through a breakdown of 
transportation, the control, management and conduct of trans- 
portation may be taken out of the hands of responsible private 
operators and managers.” 

It was the committee’s view that the social planners were 
“not sufficiently appreciative of the common sense of the people, 
which was the real bulwark against these dangers.” 

The report closed with the resolution, which was adopted 
after receiving the approval of the resolutions committee. 


Morning Session 


The convention was called to order promptly at 9:30 a. m. 
C. R. Musgrave, vice-president, Phillips Petroleum Company, 
Bartlesville, Okla., president of the association, presided. The 
— was by Brigadier A. E. Ramsdale of the Salvation 

rmy. 

The president reported briefly interim meetings of the 
association’s board of directors and its executive committee. 
He said he had submitted his resignation to the executive com- 
mittee in the spring of 1942, but it had not been accepted. His 
reasons were the press of his new duties as manager of pro- 
duction and distribution of petroleum for District 2 for the 
Petroleum Industries Committee of the Office of Petroleum 
Coordinator. The activities of the association and of many of its 
member clubs had been curtailed since the declaration of war, 
he said, but it was felt that a convention along the lines of that 
at which he was presiding would serve to point out ways in 
which the association and the clubs could shape their activities 
to war necessities. 

J. M. Fitzgerald, vice-chairman, Eastern Railroads Com- 
mittee on Public Relations, chairman of the board of directors, 
read the board’s report. He said 28 members of the board had 
attended the meeting the day before to consider and pass on 
committee reports to be presented to the meeting. The board 
had accepted the resignation of E. A. Seidl, of Baltimore, as one 
of its members, because of Mr. Seidl’s acceptance of a govern- 
ment post not connected with transportation, and had elected 
J. A. Inglis, Western Maryland and Traffic Club of Baltimore, 
to fill the vacancy. It had appropriated $500 for the continu- 
ance of educational activities for 1943. It had also decided to 
design a certificate of membership, suitable for framing, to be 
sent to each club as it paid its dues in the association. It 
instructed the secretary to prepare a new loose-leaf roster for 
distribution among the presidents and secretaries of member 
clubs and to prepare and distribute substitute sheets when 
clubs had changes of officers or when other changes in the roster 
occurred. 


Proposals by the board to elect to honorary membership 
Miss Emma A. Kentz, Women’s Traffic Club of Los Angeles, and 
Edward S. King, retired, Traffic Club of Baltimore, were rati- 
fied by the meeting. The meeting also adopted a resolution, 
presented by the board, expressing regret at the death of W. T. 
Vandenburgh, long-time association treasurer, and extending 
sympathy to the surviving members of his family. 


The board’s report told how the executive committee had 
combined the offices of secretary and treasurer in the person of 
L. B. Freeman, secretary, how Mr. Freeman had resigned to 
enter military service, and of the election by the board of A. S. 
Beery, commercial agent, Railway Express Agency, Chicago, to 
succeed him. The report as a whole was adopted. 

D. S. Mackie, Traffic Club of Chicago, reporting as chair- 
man of the membership committee, said the association now 
numbered 106 member units. 


The report of the club publications committee was con- 
cerned largely with the meeting of club publication editors held 
in Chicago in April, 1942, and the editorial awards announced 
there (see Traffic World, April 25, 1942, p. 1135). It recom- 
mended consideration by the board of another editorial contest 
and the holding, the coming months, of another gathering of 
club publication editors. The report was presented by E. L. 
Henken, Transportation Club of Louisville, chairman. 

The treasurer’s report for the year ending December 31, 
1942, showed income, $2,875.68; expenses, $1,110.74, and cash on 
hand, $6.814.17. The association also had among its assets a 
war bond of $2,000 maturity value. 

L. P. Siddons, chairman of the special committee on an 
institute for traffic management, Traffic Club of Denver, re- 
ported considerable interest developed in the formation of an 
institute in the months before Pearl Harbor. Since then, he 
said, his committee and the board of directors had decided not 
to pursue the matter further until after the war, because of the 
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shortage of manpower in industrial traffic departments. He 
said the committee wanted to clear a misconception that had 
gained ground in some quarters. It was working toward an 
institute that would function to raise the standards of knowl- 
edge and ability of the industrial traffic manager, he said, and 
had no intention at present to promote the establishment of 
traffic management as a profession by statute. 

There was discussion from the floor about House bills 94, 
96 and 97, introduced in the present Congress, intended to 
restrict to lawyers practice before federal bodies. On a motion, 
the meeting reaffirmed the position in opposition to such legis- 
lation taken some years ago by the association at its meeting 
at Jacksonville, Fla. 


Educational Committee Report 


The report of the committee on education and research, 
G. Lloyd Wilson, association vice-president, chairman, was as 
follows: 


The educational activities of the committee on education and re. 
search and your vice-president in charge of this phase of our work, 
have been greatly altered by the war, but not discontinued. The usual 
routine duties of the administration of our educational program have 
been continued and traffic clubs, educational institutions and individual 
students interested in transportation and traffic management have been 
assisted by supplying educational materials, references and other aids, 

The entrance of a number of members of traffic clubs into the 
armed forces of the United States or other government services related 
to the war effort, changed the demand for assistance in some respects 
and a number of requests for transportation and traffic management 
materials have been received from these men. Copies of the outline of 
study courses and selected bibliographies have been sent to men in the 
armed forces and to instructors in charge of traffic and transportation 
educational programs who are engaged in training transportation per- 
sonnel for organizations connected with the war. 

Assistance has been rendered to the United States Army, Office of 
the Chief of Transportation; Army Air Forces; Ordnance Department 
and Service Area Commands in the procurement of personnel fitted by 
education and training for work in these branches of the armed services. 

We have outlined and arranged for instructors in courses in trans- 
portation and traffic in wartime transportation and problems and pro- 
cedures conducted at the University of Baltimore for the United States 
Office of Education—Engineering, Science and Management War Train- 
ing. 

We have outlined at the request of the United States Army, Ord- 
nance Department, and Division of Traffic Control, Office of the Chief 
of Transportation, proposed courses for training of officers in these 
branches of the service in transportation and traffic management. 

We have prepared outlines of suggested courses and materials for 
courses in principles of traffic, freight shipping procedure and traffic 
management for the War Manpower Commission through the Division 
of Transportation Personnel of the Office of Defense Transportation. 

The series of 52 articles on the fundamentals of freight traffic, pre- 
pared to follow the outline on this subject prepared by the committee 
on education and research of the Associated Traffic Clubs of America, 
published in the Traffic World, commenced in 1940, has been completed. 
These materials, in slightly revised form, have been published in four 
volumes by the Traffic Service Corporation, Chicago: Volume 1, Freight 
Classification and Rate Making; Volume 2, Railroad Freight Rate Struc- 
tures; Volume 3, Miscellaneous Transportation and Rates; Volume 4, 
Freight Shipping Documents, Routing and Claims. These volumes were 
published in 1940 and 1941, and a second edition has been brought out 
in 1942, 

The series of 52 articles on Traffic Law and Procedure has been out- 
lined and these articles are now appearing every other week in the 
Traffic World, commencing with the issue of October 3, 1942. After 
these materials have appeared in article form, it is proposed by the 
Traffic Service Corporation to bring them out in three bound volumes. 

In 1941, we compiled a map of the approximate boundaries of the 
major railroad freight traffic associations, there being no such map 
extant, and repeated requests for such a map having come to our atten- 
tion. This map has been published by C. B. Guthrie “Lithograph Com- 
pany, Washington, D. C. A revised edition of this map was made in 
1942 and is published by the same company. 


War Activities of Traffic Clubs 


There were brief expositions of what traffic clubs could do 
to further the war effort. A number of the delegates partici- 
pated, including Mr. Burwell; J. J. Kornfeld, Traffic Club of 
New Orleans; Irvin Manske, Milwaukee Traffic Club; Lamar 
Land, Transportation Club of Dallas; T. T. Harkrader, Traffic 
Club of New York, and A. H. Schwietert, Traffic Club of 
Chicago. 


Among the activities suggested as directly affecting the 
war were the promotion of proper packing and stowing as 
means of preventing the economic waste of freight claims; 
active cooperation with car efficiency committees in stimulating 
quick loading and unloading of cars and the cleaning of cars; 
the holding of open forum meetings at which transportation 
operating men might state their problems and seek aid in thelr 
solution from shippers. Negative recommendations included the 
abandonment of social programs; the abandonment of annual 
dinners, or holding them in curtailed form with attendance 
limited to resident members and local guests, and the abandon- 
ment of all entertainment at dinners and meetings. One of 
the recommendations was for the transference of meetings from 
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noon to evening, so as to permit time for wider discussions. 
Most of those speaking had something to say about what their 
own clubs had done along the suggested lines, although some 
indicated that the clubs to which they belonged needed some 
prodding to be made aware that “there was a war on.” Mr. 
Schwietert, who is president of the Traffic Club of Chicago, 
described the work, underwritten by that club, in furnishing 
sleeping quarters for men on overnight leave in the Chicago 
loop district. 
Election of Officers 


Mr. Kornfeld, chairman of the nominations committee, pre- 
sented the following slate of officers, all of whom were elected: 


President, Fred A. Doebber, traffic manager, Citizens Gas & Coke 
Utility, Indianapolis, Ind.; executive vice-president, John B. Keeler, 
assistant general traffic manager, The Koppers Co., Pittsburgh, Pa.; 
secretary-treasurer, A. S. Beery, commercial agent, Railway Express 
Agency, Chicago, Ill.; vice-president, education and research, G. Lloyd 
Wilson, Ph.D., professor of transportation, University of Pennsylvania, 
Philadelphia, Pa. 


Regional vice-presidents: C. W. Braden, general traffic manager, 
National Distillers Products Corporation, New York; M. M. Emmert, 
traffic manager, Coco Cola Co., Atlanta, Ga.; W. C. Hull, vice-president, 
Chesapeake & Ohio and Pere Marquette Railways, Cleveland, Ohio; 
M. A. Keith, general traffic manager, International-Stacey Corporation, 
Columbus, Ohio; F. A. Bedford, manufacturers’ agent, Philadelphia, 
Pa.; L. W. Land, southwestern freight agent, Baltimore & Ohio, Dallas, 
Texas; Berne Levy, general freight agent, Santa Fe Lines, San Fran- 
cisco, Cal.; Ervin Manske, general traffic manager, Allis-Chalmers 
Manufacturing Co., Milwaukee, Wis.; L. P. Siddons, traffic manager, 
Holly Sugar Corporation, Colorado Springs, Colo. 


Directors: Walter Bookstahler, Office of Defense Transportation, 
Washington, D. C.; J. H. Butler, traffic executive, Railway Express 
Agency, New York; Austin Street, traffic manager, Safeway Stores, Inc., 
Oakland, Calif.; R. H. Hagerman, traffic manager, National Cash Reg- 
ister Co., Dayton, Ohio; R. J. Hanson, freight traffic manager, Akron, 
Canton & Youngstown Railway, Akron, Ohio; A. H. Laney, president, 
Laney & Delcher Storage Co., Jacksonville, Fla.; A. L. Peterson, traffic 
manager, Central Illinois Public Service Co., Springfield, Ill.; C. B. 
Sudborough, Southwestern freight traffic manager, Pennsylvania Rail- 
road, St. Louis, Mo.; Col. W. J. Williamson, chief of traffic control, 
War Department, Washington, D. C.; T. F. McCue, traffic manager, 
Crane Co., Los Angeles, Calif. 


After the close of the meeting the board of directors met 
briefly. Mr. Fitzgerald was re-elected chairman. The matter 
of future meetings and the location of them was left in the 
hands of the executive committee. 


Attending Delegates 


Following is a list of the delegates attending the meeting 
and their club affiliations, as given out by the secretary: 


Traffic Club of Bartlesville, Okla., C. R. Musgrave, vice-president, 
Phillips Petroleum Company, president. ; 

Traffic Club of Chicago: A. H. Schwietert, traffic director, Chicago 
Association of Commerce, president; R. J. Bayer, assistant editor, 
Traffic World; John Burchmore, commerce attorney; David S. Mackie, 
freight traffic manager, New York Central; Walter Mullady, president, 
Decatur Cartage Company. 


Junior Traffic Club of Chicago: Ray DeGroote, general western 
freight agent, Luckenbach Steamship Company, president; R. J. Bayer, 
assistant editor, Traffic World; A. S. Beery, commercial agent, Railway 
Express Agency; P. J. Klein, traffic manager, Cracker Jack Company; 
William J. Mitchell, assistant traffic manager, Minneapolis, Northfield 
and Southern; G. A. Rodocker, general sales manager, Indianapolis 
Forwarding Company; S. Z. Zengri, branch manager, Arco Auto Car- 
riers, 

Women’s Traffic Club of Chicago: Ellen J. Raymond, assistant 
general freight agent, Green Bay and Western. 

Cincinnati Traffic Club: W. B. Daly, assistant transportation man- 
ager, Kroger Grocery and Baking Company, president; E. S. Hainer, 
Clinchfield Railroad; H. J. Romer, general agent, Detroit, Toledo and 
Ironton Railroad; Edward A. Whiting, traffic manager, S. A. Gerard 
Company. 

Traffic Club of Cleveland: R. J. Hanson, Akron, Canton and Youngs- 
town Railroad. 

Transportation Club of Dallas: M. T. Behannon, Galveston Wharves, 
president, and L. W. Land, Baltimore and Ohio. 

Transportation Club of Decatur, Ill.: Lester B. Marsh, Baltimore 
and Ohio, president; T. C. Burwell, A. E. Staley Manufacturing Com- 
pany; J. E. Docley, division freight agent, Wabash Railroad. 

Traffic Club of Denver: R. T. Blanchard, Public Service Co. of 
Colorado; L. P. Siddons, traffic manager, Holly Sugar Corporation; 
A. G. Winter, Denver and Rio Grande Western. 

Traffic Club of Detroit: W. S. Nevius, Wyandotte Chemical Cor- 
poration, 

Eastern Indiana Transportation Club: John Lundberg, traveling 
freight agent, Chesapeake and Ohio. 

Traffic Club of Ft. Worth, Tex.: Y. E. Juge, general freight agent, 
Ft. Worth and Denver City Railway and Wichita Valley Railway. 

Indianapolis Traffic Club: V. M. Ousey, New York Central; C. R. 
Deets, Nickel Plate Road; F. A. Doebber, Citizens Gas and Coke 
Utility; G. H. Adams, Evans Milling Company; C. V. Curran, Indian- 
apolis Glove Company; George H. Evans, traffic manager, Evans Mill- 
ing Company; Harry A. Witte, Baltimore and Ohio. 

Women’s Traffic Club of Los Angeles: Marie Henderson, Empire 
Freight Company, and Lillian Blythe, Western Carloaading Company. 
Transportation Club of Louisville: M. J. Brown, Illinois Central; 
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Ed. H. Henken, Missouri-Kansas-Texas Railroad; C. J. Youngblood, 
Southern Railway. 

Miami Valley Traffic Club: M. Kupprat, Davies Young Soap Com- 
pany, and R. H. Hagerman, National Cash Register Company. 

Milwaukee Traflic Club: F. L. DeGroat, general traffic manager, 
Joseph Schlitz Brewing Company; A. S. Birchett, Wabash Railroad: 
Ervin Manske, Ailis-Chalmers Manufacturing Company; W. W. Trimble, 
general agent, freight department, Missouri Pacific. 

Nashville Transportation Club, W. H. Wharton, general freight 
agent, Nashviile, Chattanooga and St. Louis Railway. 

Traffic Club of Newark: Robert De Kroyft, commerce attorney. 

Traffic Club of New Orleans: J. J. Kornfeld, New Orleans Public 
Service Company. 

Traffic Club of New York: J. M. Fitzgerald, Eastern Railroad Presi- 
dents Conference; C. H. Beard, general traffic manager, Carbide and 
Carbon Chemicals Corporation; J. H. Butler, Railway Express Agency; 
John Duffy, vice-president, Lehigh Valley Railroad; J. M. Breen; T. T. 
Harkrader, American Tobacco Company; F. X. Quinn, Pennsylvania 
Railroad. 

Women’s Traffic Club of New York: Sarah O. Seamer, Universal 
Carloading and Distributing Company; Marie L. Miller, Bigelow San- 
ford Company. 

Omaha Traffic Club: C. L. Lane, Paxton & Gallagher Company; 
A. J. Seitz, Union Pacific; E. W. DeJong, Denver & Rio Grande 
Western. 

Transportation Club of Peoria: Edward F. Stock, traffic manager, 
Peoria and Pekin Union Raiiway. 

Traffic Club of Philadelphia: G. Lloyd Wilson, professor of trans- 
portation, University of Pennsy!vania. 

Transportation Club of the Rochester Chamber of Commerce: W. H. 
Hartwig, Symingron Gould Corporation. 

Tri-City Traffic Club: E. R. Kakert, Dohrn: Transfer Company; 
Arthur H. Lorenzen, Dohrn Transfer Company. 

Junior Traffic Club of St. Louis: A. J. Cannon, Dohrn Transfer 
Company; Earl Brooks, Freightways, Inc.; R. L. Lee, Baltimore and 
Ohio; Al Schueler, Century Electric Company; W. P. Overman, Socony 
Vacuum Oil Company. 

Women’s Traffic Club of St. Louis: Mabel Sodeman, Missouri Steel 
& Wire Co.; Angela McComish, Missouri & Illinois Railroad; Minne M. 
Droste, Missouri Pacific; Jo L. Coleman, Terminal Railroad of St. 
Louis; Charlotte Thomas, Coal Exchange. 

Springfield Transportation Ciub: E. N. Stevenson, Baltimore and 
Ohio; R. Truitt, Springfield Chamber of Commerce; A. L. Peterson, 
Central Illinois Public Service Company. ; 

Traffic Club of Tulsa; Harold W. Roe, Mid-Continent Petroleum 
Company; J. W. Mahanay, St. Louis-San Francisco Railway; N. A. 
Lindsay, Warren Petroleum Corporation. 

Women’s Traffic Club of Tulsa: Calla Waldrep, W. C. Norris Manu- 
facturing Company. 

Wichita Traffic Club: Don F. Hays, traffic representative, Missouri 
Pacific; M. L. Little, passenger agent, St. Louis-San Francisco Rail- 
way; Lt. W. A. Miller, transportation corps, United States Army. 

Winston-Salem Traffic Club: L. F. Owen, R. J. Reynolds Tobacco 
Company. 

Women’s Traffic Club of Pittsburgh: Sallie M. Downey, Illinois 
Terminal Railway; Miss M. Horgan, Rock Island Railroad. 


W. P. B. RAIL REPAIR ORDER 


The order that railroads may repair the leased equipment 
regularly in operation on their lines without the necessity of 
obtaining specific authorization from the Director General for 
Operations, interpretation No. 1 of preference rating order 
P-88, disposes of a legal technicality that heretofore required 
the carriers to obtain such authorization, says the War Pro- 
duction Board, adding: 


Until the present time leased cars and locomotives have had the 
same status as equipment belonging to another company. 

Interpretation No. 1 clarifies the status of leased equipment under 
P-88 with the following provision: ‘‘Subparagraph (f) (1) of that order 
permits a railroad to sell material acquired under the terms of the 
order ‘to another person when such material is to be physically incor- 
porated in repairs of the railroad’s own equipment. . .’ As used in 
this subparagraph, the term ‘railroad’s own equipment’ includes equip- 
ment regularly leased by the railroad and used by it in its operations.’’ 
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(Continued from page 178) 
tion, reprints of the articles in the series that have 
preceded this one. 

Also as usual, we congratulate those patrons who, 
by their extra advertising, have helped make it possible 
for us to go to this expense, which we undertake in 
order to disseminate as widely as possible, where it 
will do the most good, information as to the activities 
of this association and the material presented to it. We 
congratulate them, not only for their assistance in a 
good cause, but for their business sagacity in placing 
advertising, at no extra cost, in a number with wider 
than the customary circulation. 


TRAFFIC CLUBS 


(The following list of traffic clubs will be published from time to 
time. We ask that readers notify us of any errors or of any changes 
or additions of which they have any knowledge.) 


Akron. O.—Traffic Club Study Club of Akron. H. J. Secoy, 
Pres.; E. E. Butteau, Secy. and Treas. 

Albany, N. Y.—Capital District Traffic Association. C. J. 
Houle, Pres.; W. F. Remo, Secy. 

Anderson (Ind.) Traffic Club. J. H. Burton, Pres.; J. W. 
Peters, Secy. 

Atlanta—Transportation Club of Atlanta. E L. Setzer, 
Pres.; C. G. Smith, Secy.-Treas. 

Appalachian Traffic Club (Bristol, Kingsport, Johnson City, 
Elizabethtown, Erwin, and other towns within 75 miles of 
Bristol). H. D. Musick, Pres.; C. E. Logwood, Secy.-Treas. 

Baltimore—tTraffic Club of Baltimore. Stevenson Masson, 
Pres.; J. O. Bromwell, Secy. 

Baltimore, Women’s Club of. Evelyn C. Acord, Pres.; 
Laura B. Bowen, Secy. 

Bartlesville, Okla. Traffic Club. C. R. Musgrave, Pres.; 
E. C. Kitching, Secy. -Treas. 

Battle Creek (Mich.) Traffic Club. E. Wallace, Pres. 

Berkshire County Traffic Assn. (Pittsfield, Mass.). H. J. 
Cummings, Pres.; W. H. Greene, Secy. 

Birmingham (Ala.) Traffic and Transportation Club. C. L. 
Gibbs, Pres.; R. E. Lewis, Secy. 

Birmingham, Ala., The Women’s Traffic Club of. Launa M. 
Chew, Pres.; Mrs. E. T. Boyd, Secy. 

Boston, Mass.—The Association of Railway and Steamboat 
Agents of Boston. C. L. Gaffney, Pres.; T. J. Glancy, Secy.- 


Treas. 

Bridgeport (Conn.) Traffic Association. A. O. Conway, 
Pres.; A. Winter, Secy. 

Bridgeport, Conn., Women’s Traffic Club. Margaret M. 
Grotz, Pres.; Frances G. Crowley, Secy. 

Brooklyn, N. Y., Traffic Club of, Inc., William Graf, Pres.; 
O. F. Rutz, Secy. 

Buffalo Transportation Club. N. J. Felger, Pres.; C. L. 
Biers, Secy.-Treas. 

Calumet Transportation Association, East Chicago, Ind. 
Don Beam, Pres.; L. E. Gardner, Secy.-Treas. 

Camden (N.’ J.) Industrial Traffic Club. H. E. Stevens, 
Pres.; C. N. Hawkins, Secy. 

Canton (O.) Traffic Club. F. W. Looman, Pres.; L. D. 
Ellis, Secy. 

Casper (Wyoming) Traffic Club. P. D. Taylor, chairman. 

Central Ohio Traffic Club. E. L. Morgan, Shelby, Pres.; 
J. R. Burns, Cleveland, Secy-Treas. 

Charlotte (N. C.) Traffic and Transportation Club. W. P. 
Hickey, Pres.; E. A. Woolen, Secy.-Treas. 

Chattanooga Traffic and Transportation Club. W. A. 
Fundinger, Pres.; I. S. Deitch, Secy.-Treas. 
> Chicago Traffic Club. A. H. Schwietert, Pres.; G. H. Weiss, 
ecy. 

Chicago Junior Traffic Club of. R. P. DeGroote, Pres.; 
L T. Swanson, Secy. 

Chicago Women’s Traffic Club of. 
Frances DeBus, Secy. 

Cincinnati Traffic Club. J. J. McGuinn, Pres.; H. F. Oehl- 
schlaeger, Secy. 

Cincinnati Traffic Club—Woman’s Division. 
Stander, Pres.; Grace Newcomb, Secy. 

Cleveland Traffic Club. E. C. Robinson, Pres.; E. C. Rem- 
inger, Secy. 

Cleveland Transportation Club, F. J. Futterer, Pres.; W. L. 
Starr, Secy. 

Columbus (O.) Transportation Club. A. F. Dankert, Pres.; 
F. M. Brownewell, Secy. 

Corpus Christi Traffic Club. Byrd Harris, Pres. 

Cortland, N. Y.—Industrial Traffic Club of Cortland. H. B. 
Darling, Chairman; P. F. McManus, Secy. 

Cumberland, Md. Tri-State Traffic Club. Pres. Leo H. 
Ley; Secy. J. L. Carnochan. 

Dallas, Tex., Transportation Club of. R. H. Behannon, 
Pres.; Los Ingalls, Secy.-Treas. 

Danville, Ill., Traffic Club. Co 
Neighton, Secy.-Treas. 

Decatur (Ill.) Transportation Club. F. L. Dennis, Pres.; 
H. L. Winings, Secy. 

Des Moines Transportation Club. J. B. McCleary, Pres 
R. D. Kelsey, Secy-Treas. 

Denver Traffic Club. C. S. Evenson, Pres.; 
Secy.-Treas. 


Denver Commercial Traffic Club. L. A. Wilson, Pres.; 
C. E. Berg, Secy.-Treas. 


Denver, Women’s Traffic Club of. 


Helen Harris, Pres.; 


Bert Tainter, Pres.; 


E. R. Haskins, 


Evaline McCallister, 


Beatriz A. 
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Pres.; Elinor Ross, secretary. 
Detroit. The Traffic Club of. 
Mann, Secy. 
Detroit. (Mich.) Motor-City Traffic Club. W. H. Owen, 
Pres.; J. W. Lee, Secy.-Treas. 
Detroit, Women’s Club of. 
Davis, Secy. 
Duluth Traffic Club. E. M. Grapp, Pres. ; R. L. Paukner, 
Secy.-Treas. 


Elmira (N. Y.) Traffic Club. Henry Blodgett, Pres.; R. W. 
Martin, Secy.-Treas. 


El Paso Traffic Club. H. E. North, Pres.; F. C. Tockle, 
Secy.-Treas. 
. Erie Traffic Club. L. J. Eichenlaub, Pres.; M. W. Eismann, 
ecy. 

Evansville (Ind.) Transportation Club. Karl Church, Pres.; 
J. W. Chandley, Secy-Treas. 
’ Fargo (N. Dak.) Traffic Club. W. N. Leonard, Pres.; T. E. 
Vavra, Secy. 


Flint (Mich.) Traffic Club. M. J. Finn, Pres.; J. Dedischew, 
Secy.-Treas. 
Fort Wayne (Ind.) Transportation Club. R. A. Blue, 
Pres.; Ludwig Belbutoski, Secy. 

Fort Worth Traffic Club. 
Secy.-Treas. 

Fort Worth Women’s Traffic Club. Helen Huff, Pres.; 
Pauline Martin, Secy. 

Fox River Valley Traffic Club, Carl Springborn, Pres.; Roy 
Martin, Secy. 
Galveston, Traffic and Foreign Trade Club of. H. S. Block, 
Pres.; J. W. Stechmann, Secy.-Treas. 

Grand Rapids Transportation Club. H. H. Wentzel, Pres.; 
G. F. Braunschneider, Secy. 

Green Bay (Wis.) Traffic Club. F. T. Buechler, Pres.; 
Milton Vander Leest, Secy. 

Hamilton (Ont.) Traffic Club. A. E. Rankin, Pres.; W. E. 
Murray, Secy.-Treas. 

Hartford (Conn.) Transportation Division, Hartford Cham- 
oad of Commerce. J. J. Murphy, Chairman; Miss F. G. Farrell, 

ecy. 

Hartford, Conn., Women’s Club of. Grace L. Weller; Pres.; 
Virginia Devanny, Secy. 

Houston Traffic Club. A. R. Atkinson, Pres.; W. E. Schu- 
bert, Secy. 

Indianapolis—The Traffic Club of Indianapolis. E. P. 
Costello, Pres.; Earl E. G. Bumgardner, Secy. 

Indianapolis Motor Transportation Club. E. C. Lipp, Pres.; 
John Gedig, Secy. 

Indianapolis Women’s Traffic Club. Edna Claffey, Pres.; 
Raorta Schull, Secy. 

Jackson, Miss., J. W. Smith, Pres.; F. B. 
Aikin, Secy. 

Jacksonville (Fla.) Traffic Club. H. S. Williams, Pres.; R. 
C. Epperson, Secy.-Treas. 

Jamestown (N. Y.) Transportation Club. C. T. Arend, 
Pres.; S. G. Thomas, Secy.-Treas. 

Jefferson City (Mo.) Traffic Club. D. M. Oberman, Pres.: 
C. Morrow, Secy. 

Jersey City Traffic Club. E. T. Nevin, Pres.; J. J. Cul- 
lington, Secy. 

Kalamazoo Traffic Club. 
Brown, Secy. 

Kanawha Valley Traffic Club (Charleston, W. Va.) A. E. 
Teagan Pres.; L. H. Corley, Secy. 

Kansas City Traffic Club. Lou Dooney, Pres.; M. A. Collier, 
Secy-Treas. 


Kansas City Junior Traffic Club. C. A. Hallberg, Pres.; J. 
F. Brown, Secy.-Treas. 
‘ Ky.-O.-Va. Traffic Club. K. H. Frecka, Pres.; B. J. Dressel, 
ecy. 

Lancaster, Pa.—Traffic Club of Manufacturers’ Assn. B. L. 
Roher, Pres.; H. P. Gabriel, Secy.-Treas. 

Lehigh Valley, Traffic Club of the. B. J. Reilly, Pres.; 
Paul Kocher, Secy. 

Long Beach (Calif.) Traffic Club. R. L. Allen, Pres.; G. F. 
Seybold, Secy. and Treas. 

Longview (Wash.) Transportation Club. H. I. McMunn, 
Pres.; Lyal Jones, Secy.-Treas. 

Los Angeles Transportation Club. T. F. McCue, Pres.; 
W. W. Jordon, Secy.-Treas. 
Los Angeles Women’s Traffic Club. Madge Henderson, 

Lucile Sylva, Secy. 


Los Angeles, Calif.-Harbor Transportation Club. Pres., 
James E. Sanders. 


Los Angeles, Calif—Rail and Water Club. G. H. Lewis, 
A. E. Norrbom, Secy. 


Lower Rio Grande Valley, Traffic Club of; Pres., J. H. 
Hartzog; Secy.-Treas., L. J. Deasy. 


J. A. Gardner, Pres.; C. O. 


Mary J. Sheehan, Pres.; Ruby 


J. B. Harris, Pres.; A. B. Culver, 
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Louisville Transportation Club. D. M. Miles, Pres.; R. W. 
Ernst, Secy.-Treas. 

Mansfield (O.) Traffic Managers’ Division of the Manufac- 
turers’ Club. C. K. Smaltz, Chairman; A. D. Caddell, Secy. 

Memphis Traffic Club. C. A. Moore, Pres.; N. C. Osborn, 
Secy. 
Memphis—Women’s Traffic Club. Lucile Morris, Pres.; 
Audrey Megel, Secy.-Treas. 

Meridian, Miss., Transportation and Traffic Club. J. M. 
Corrigan, Pres.; C. D. Marbury, Secy. 

Miami Valley (O.) Traffic Club. Martin Kupprat, Pres.; 
O. H. Murlin, Secy. 

Milwaukee Traffic Club. A. H. Zastrow, Pres.; T. W. 
Somers, Secy. and Treas. 

Milwaukee—Woman’s Traffic Club of Milwaukee. Edith 
Fleming, Pres.; Harriet Stann, Secy. 

Minneapolis Traffic Club. Willard Stowell, Pres.; S. L. 
Parker, Secy. 

Minneapolis Junior Traffic Club. M. J. Flanagan, Pres.; 
G. B. Shimek, Secy. 

Montreal (Can.), Traffic Club of. J. H. Edwards, Pres.; 
A. E. Elliott, Secy.-Treas. 

Mobile Traffic and Transportation Club. D. L. Hartman, 
Pres.; W. J. Thorworth, Secy.-Treas. 

Muncie, Ind.—Eastern Indiana Transportation Club. S. E. 
Brown, Pres.; C. E. Connell, Secy. 

Muskegon, Greater, Transportation Club. 
Pres.; J. G. Siddens, Secy. 

Nashville (Tenn.) Transportation Club. E. S. Reece, 
Pres.; C. D. Temple, Secy.-Treas. 
Newark Traffic Club. F. S. Shafer, Pres.; N. N. Granzen, 
Secy. 

New England Traffic Club (Boston). E. D. Hussey, Pres.; 
P, L. Stuart, Secy. 

New Haven—tTraffic Club of New Haven Chamber of Com- 
merce. E. Clayton Thomas, Pres.; Oscar Monrad, Secy.-Treas. 

New Orleans, Traffic Club of. Frank Pattie, Pres.; E. C. 
Marks, Secy. 

New Orleans, Women’s Traffic and Transportation Club 
of. Winifred Talley, Pres.; Louise Pickens, Secy. 
New York Traffic Club. W. W. Finley, Pres.; G. H. Burtis, 
Secy. 

New York Traffic Forum. S. Moss, Pres.; C. Metz, Secy. 

New York—Women’s Traffic Club of Greater New York. 
Marie L. Miller, Pres.; Margaret Carty, Secy. 

New York-Bronx Traffic Club. W. G. Thomson, Pres.; F. P. 
Jamin, Secy. 

New York Metropolitan Traffic Association. C. J. Baker, 
Pres.; Albert Clodfelter, Secy. 

Norfolk-Portsmouth (Va.) Traffic Club. L. H. Rives, Pres.; 
W. H. Walthal, Secy. 

North Carolina, Eastern, Traffic Club. 
A. P. Burton, Pres.; L. R. Early, Secy.-Treas. 

Northwestern Pennsylvania Transportation and Traffic 
Club. F. E. Hufford, Pres. 

Oakland (Calif.) Traffic Club. F. J. Salaba, Pres.; A. P. 
Stanton, Secy. 

Oil City-Franklin (Pa.) Traffic Club. J. W. Swoger, Pres.; 
A. J. Rice, Secy. 

Oklahoma City Traffic Club. F. W. Werner, Pres.; M. W. 
Bell, Secy. 

Omaha Traffic Club. H. A. Barnett, Pres.; W. V. C. Mc- 
Cormack, Secy. and Treas. 

Orlando (Fla.) Central Florida Traffic Club. F. E. God- 
frey, Pres.; J. A. Davidson, Secy.-Treas. 

Peoria Transportation Club. W. V. Wheat, Pres.; C. W. 
Ellinger, Secy.-Treas. 

Philadelphia Traffic Club. C. C. Brown, Pres.; F. G. 
Ibach, Secy. 

Philadelphia, Traffic and Transportation Club of. E. G. 
Stewart, Pres.; T. J. White, Secy. (Junior organization.) 

Philadelphia—Commercial Traffic Managers of Philadel- 
phia. J. C. Davis, Pres.; T. Noel Butler, Secy. 


Philadelphia Women’s Traffic Club. Frances Hasson, 
Pres.; Florence Dean, Secy. 

Pittsburgh Traffic Club. J. W. Munsell, Pres.; G. T. F. 
Schreiber, Secy. 

Pittsburgh, The Traffic and Transportation Association of. 
H. F. Zentgraf, Pres.; J. R. Kunkel, Secy. 

Pittsburgh, Women’s Traffic Club of. Bess M. Horgan, 
Pres.; Loretta M. Green, Secy. 

Portland (Ore.) Industrial Traffic Club. C. H. Bowers, 

Tes.; James Bills, Secy. 

Portland (Ore.) Transportation Club. M. L. Coxwell Pres.; 
James Singleton, Secy.-Treas. 

Portland, Ore., Junior Traffic Club of. Don Toye, Pres.; 
Burt Johnson, Secy. 


James Pugh, 


(Wilson, N. C.) 
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Portland (Ore.), Women’s Traffic and Transportation Club 
of. Gwen Stevens, Pres.; Jo McFarland, Secy. 

Providence, R. I.—Traffic Club of the Providence Chamber 
of Commerce. F. R. Westell, Pres.; E. C. Southwich, Secy. 

Queens County Traffic Club, Long Island City, N. Y. 
George Ash, Pres.; Samuel Bartellato, Secy. 

Quincy (Ill.) Traffic and Transportation Club. Roy Slack, 
Pres.; J. P. Clear, Secy.-Treas. 

Racine Traffic Club. W. E. Hall, Pres.; C. P. Henn, Secy. 

Reading (Pa.) Traffic Club. J. R. Edelman, Pres.; E. E. 
Esterline, Secy-Treas. 

Richmond (Va.) Traffic Club. J. H. Smith, Pres.; H. A. 
Atkins, Secy. 

Richmond, Va., Junior Traffic Club. C. F. Germelman, 
Pres.; F. A. Vest, Secy. 

Rochester, N. Y.—Transportation Club of the Rochester 
Chamber of Commerce. E. E. Smith, Pres.; F. W. Burton, Secy. 

Rochester, N. Y., Women’s Transportation Club of. Ruth 
Lloyd, Pres.; Lillian Marcus, Secy. 

Rock River Valley Traffic Club. Andrew Fiduccia, Pres.; 
John Cerri, Secy. 


Rome, N. Y., Traffic Club. H. D. Beaver, Jr., Pres.; E. W. 
Towne, Secy. 

Sabine District Traffic Club (Beaumont. Orange, Port 
Neches, Port Arthur). G. D. Switzer, Pres.; J. P. French, Secy. 

Sacramento (Calif.) Transportation Club of; C. R. Harmon, 
Pres.; J. M. Hanlon, Secy. 

Saginaw (Mich.) Traffic Club. J. C. McDonald, Pres.; T. 
Zackarias, Secy.-Treas. 

St. Clair River District Transportation Club. O. L. Metz- 
ger, Pres.; Robert Lamkin, Secy. 

St. Joseph (Mo.) The Traffic Club of. W. M. Campfield, 
Pres.; R. A. Bressler, Secy.-Treas. ; 

St. Louis Traffic Club. H. L. Hammill, Pres.; C. S. J. 
Flood, Secy. 

St. Louis, Metropolitan: Junior Traffic Club of. L. J. 
Forgey, Pres.; F. Trautman, Secy. 

St. Louis, Women’s Traffic Club of. Minnie Droste, Pres.; 
Helen DeLargy, Secy. 

St. Paul Transportation Club. A. R. Mercure, Pres.; C. A. 
Liggett, Secy. 

St. Paul, Minn., Junior Traffic Association of! R. V. King, 
Pres.; K. T. Buth, Secy. 

Salt Lake City, The Transportation Club of. V. M. Jack- 
son, Pres.; R. A. Vinall Secy. 

San Antonio (Tex.) Traffic Club. Ross Lovelace, Pres.; 
T. C. Taylor, Secy.-Treas. 
” San Diego (Calif.) Transportation Club. J. J. Reynolds, 
res. 

San Francisco Transportation Club. R. N. Slingerland, 
Pres.; J. H. Wholley, Secy. 

San Francisco—Pacific Traffic Association of San Fran- 
cisco. J. A. Coupin, Pres.; Rudolph Illing, ex-Secy. 

San Francisco Women’s Traffic Club. Janet Davis, Pres.; 
Ethel Singer, Secy. 

San Francisco Industrial Traffic Club. R. F. Ahern, Pres.; 
N. R. Moon, Secy. 

Seattle, The Transportation Club of. G. W. Killam, Pres.; 
John Barthrop, Secy.-Treas. 

Seattle Industrial Traffic Managers’ Association. O. W. 
Hardesty, Pres.; R. W. Flinkman, Secy. 

Seattle, Women’s. Traffic and Transportation Club of. 
Lacey Jones, Pres.; Roseva Clifford, Secy. 

Sheboygan Traffic Club. Arno Gottsacker, Pres.; H. L. 
Augustin, Secy.-Treas. 

Shreveport (La.) Traffic and Transportation Club. A. H. 
Haack, Pres.; L. W. Lavigne, Secy. 

Sioux City Traffic Club. O.C. Scherer, Pres.; R. W. Griffin, 
Secy.-Treas. 

South Bend (Ind.) Transportation Club. E. E. Mills, Pres.; 
F. B. Ingersoll, Secy.-Treas. 

Springfield (Ill.), The Transportation Club of. Ralph Truitt, 
Pres.; W. G. Bahlow, Secy. 


Springfield (Mass.) Traffic Club. J. J. Doyle, Pres.; R. D. 
Fuller, Secy.-Treas. 

Springfield (Mass.), Women’s Traffic Club of; Ethel 
Guenther, Pres.; Jeanette R. Dibble, Secy. 

Springfield, Mo., Traffic Club of; H. A. Baker, Pres.; George 
Helfrecht, Secy.-Treas. 

Springfield, O. Mad River Valley Traffic Club. C. C. 
Roof, Secy. 

Spokane Transportation Club. G. L. Morrison, Pres.; R. H. 
Stephens, Secy.-Treas. 
‘ Syracuse Traffic Club. L. A. Bryan, Pres.; F. M. Varah, 
ecy. 


Tacoma Transportation Club. C. J. Ryan, Pres.; E. J. 
Pole, Secy. 
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Terre Haute Transportation Club. George Byrne, Pres.; 
W. F. Genz, Secy. ; 

Texarkana Traffic Club. Wilbur Smith, Pres.; C. C. Blair, 
Secy. 

Tiffin, O., Traffic Club. A. V. Cuthbert, Pres. 

Toledo Transportation Club. W. J. Chisholm, Pres.; C. H. 
Lorenz, Secy 

Topeka, Kan., Traffic Club of. 
N. Meyer, Secy.-Treas. 

Toronto, Can.—The Transportation Club of Toronto. R. 
Halliday, Pres.; William G. Hamilton, Secy. 

Trenton (N. J.) Traffic Club. Frank Acolia, Pres.; H. F. 
Sixtus, Secy. 

Tri-City Traffic Club (Moline, Rock Island and Davenport). 
D. J. Herzberg, Pres.; H. L. Hill (Moline), Secy.-Treas. 

Tri-State Traffic Club (Kansas-Missouri-Oklahoma). R. A. 
Fallis, Pres.; Morris O’Beirne, Secy.-Treas. 

Tri-State Traffic Club (Kentucky, Ohio, W. Va.). 
Chamberlain, Pres.; S. N. Thompson, Secy. 

Triple Cities Traffic Club (Johnson City, Binghamton and 
Endicott, N. Y.). R. G. Thomas, Pres.; C. F. Eegleston, Secy. 

Tulsa, Okla.—Traffic Club of Tulsa. Roy Wattenbarger, 
Pres.; B. B. Bullington, Secy.-Treas. 

Tulsa, Okla., Women’s Traffic Club of. Leone Thompson, 
Pres.; Thelma Cobb, Secy. 

Tuscarawas County (Ohio) Traffic Club. H. B. Boden- 
hamer, Pres.; E. P. Harris, Secy. 

Twin City Traffic Club (St. Joseph and Benton Harbor 
(Mich.). B.S. Barnes, Pres.; G. E. Riley, Secy. 

Twin City Women’s Traffic Club (Minneapolis and St. 
Paul), Loda M. Wolfgram, Pres.; Emma Beck, Secy. 

Utica (N. Y.). Traffic Club of Utica Chamber of Com- 
merce. K. F. Stern, Pres.; M. J. O’Mahoney, Secy.-Treas. 

Waco Traffic Club. G. W. Roberson, Pres.; S. C. O’Neal, 
Secy.-Treas. 

Washington (D. C.), The Traffic Club of. Frank E. Greenip, 
Pres.; R. E. Dobbins, Secy.-Treas. 

Washington, D. C., Women’s Traffic Club of. 
mann, Pres.; Josephine Jones, Secy. 

Waukegan-North Chicago Traffic Club. 
Pres.; A. B. C. Degan, Secy. 

: Wichita Traffic Club. L. R. Johnson, Pres.; R. A. Young, 

Secy.-Treas. 

Wilmington, Del., The Traffic Club of. 
C. F. Miller, Secy. 

Winston-Salem Traffic Club. 
Secy.-Treas. 

Worcester (Mass.) Traffic Association. G. J. Browne, Pres.; 
C. I. Fahlstrom, Secy. 

Wyoming Valley (Pa.) Traffic Club. C. J. Blaker, Pres.; 
B. M. Bonham, Secy. 

York (Pa.,) Traffic Club. M. A. Wilhelm, Pres.; V. H. Bol- 
linger, Secy. 


R. A. Winn, Pres.; Fred 


W. G. 


Marie Wer- 


Glen Sparrow, 


T. V. Volk, Pres.; 
I. B. Dunn, Pres.; P. A. Day, 


Traffic Club Doings 


Items for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of a club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. Tus Trarric Wortp goes to preas in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
ners and election of officers, is desired. If publicity is looked for tt 
should be made the duty of someone in the club to keep us ade 
quately and promptly informed.—Hditor THs Trarric Wor. 


Col. W. J. Williamson, chief of the traffic control division, 
service of supplies, War Department, will speak on ‘‘The Army 
and Transportation” at the annual dinner of the Traffic Club of 
Baltimore February 2. An oyster roast was held January 16. 
The following have been appointed members of the nominating 
committee: T. B. Alfriend, J. E. Cairns, J. C. Eckes, H. L. 
Ellenberger, T. F. Lawson, M. R. McGinn, R. T. Smith, D. E. 
Webster, and C. H. White. 


The following have been elected officers of the Winston- 
Salem, N. C., Traffic Club: President, I. B. Dunn; first vice- 
president, M. P. Adams; second vice-president, C. W. Strick- 
land; secretary-treasurer, Paul A. Day. They will be installed 
at a meeting February 8. The annual dinner, which had been 
set for January 26, has been canceled because of travel re- 
strictions. 


The Cleveland Transportation Club will hold a meeting, 
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January 28, at which the motion picture ‘“Railroadin’” will be 
shown by arrangement with the General Electric Company and 
American Locornotive Company. 


The motion picture ‘Battle of Midway’ was shown at a 
meeting of the Traffic Club of the Lehigh Valley at Easton, Pa., 
January 18. The film was shown by Lt. Commr. John R. Craig, 
U. S. Navy, Bethlehem, Pa. The club will not hold its annual 
dinner this year. The dinner is usually held in March. 


At a luncheon meeting of the Traffic Club of Houston, Jan- 
uary 19, C. J. Crampton, Houston Chamber of Commerce, spoke 
on “Safety.” 


The Junior Traffic Club of Kansas City has elected the 
following officers: President, Clarence A. Hallberg; first vice- 
president, Del F. Harbaugh; second vice-president, Richard L. 
Rowley; members of the board of directors for two years, 
Jack A. Wagner and Dale F. Aldrich; members of the board 
for one year, E. K. Franklyn, Jr.; Paul Kay; Wilmer H. Yoder, 
and H. G. Maupin. They were inducted at an inaugural dinner 
dance at the Newbern Hotel January 23. 


new president of the Traffic Club of 
Wichita, was born in Alta Vista, Kan., 
in 1896 and attended school at Olathe, 
Kan., and the Kansas State Agricul- 
tural College, where his study was in- 
terrupted by service in the World War. 
His transportation work began with 
the Rock Island in 1921, continuing 
until 1933 in station and traffic depart- 
ments, when he entered the traffic de- 
partment of the Globe Refining Com- 
pany and in 1934 became assistant 
traffic manager at Wichita for General 
Mills, Inc., being promoted to traffic 
manager in 1937. He is a member of 
the American Legion, the trattic com- 
mittee of the Wichita Chamber of 
Commerce, and is active in county 
school affairs. His hobby is his coun- 
try home. 


Lowell R. Johnson, 


MST 


Carveth Wells, author and world traveler, spoke on “Africa 
and the Battle for Strategic Materials” at a dinner meeting 
of the Traffic Club of Philadelphia January 19. An election 
meeting will be held February 8. Nominees for election to 
office, selected by the nominating committee, include; For 
president, C. J. Goodyear, traffic manager, Philadelphia Read- 
ing Coal and Iron Company, and Harry C. Hoffa, manager, 
traffic department, Atlantic Refining Company; first vice- 
president, J. A. Fisher, freight traffic manager, Reading Com- 
pany, and A. A. Gallagher, general southern freight agent, 
Delaware and Hudson; second vice-president, O. J. Davies, 
chairman, traffic committee, Radio Manufacturers Association, 
and R. F. Hogan, traffic manager, Warner Company; historian, 
W. H. Cottman, traffic manager, Lanston Monotype Machine 
Company, and C. N. Hale, general agent, Chicago and North 
Western; members of the board of directors, four to be elected, 
R. B. Hollinger, traffic manager, Aberfoyle Manufacturing 
Company; J. M. Lorek, general traffic manager, Philco Corpora- 
tiono; S. W. Mason, traffic manager, Tiona Petroleum Com- 
pany; H. F. Sixtus, traffic manager, Sloane-Blabon Corporation; 
L. P. Hungerford, general agent, Southern Railway; W. T. 
Moore, district freight agent, American-Hawaiian Steamship 
Company; Reed Warrock, manager, M. Moran Transportation 


Lines; W. H. Whyte, acting general agent, Norfolk and 
Western. 


R. Russell Pippin, chief, tax bureau, E. I. DuPont de 
Nemours Company, Wilmington, Del., spoke on “Income Tax” 
at an income tax night educational meeting of the Traffic Club 


of Wilmington January 20. John E. Howard is chairman of 
the educational committee. 


_ The Traffic Club of Chicago will hold a balloon night 
dinner party January 27. 


At a luncheon meeting of the Traffic Club of Minneapolis, 
January 21, C. P. Ware, district manager, Peabody Coal Com- 
pany, showed motion pictures he had taken in Alaska. H. C. 
Langerude was chairman. 


_ Robert F. Lybeck, chemist and engineer, Colonial Beacon 
Oil Company and Standard Oil Company of New Jersey, spoke 
on “Synthetic Rubber” at a dinner meeting of the Traffic Club 
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of New England at Boston, January 21. There was a program 


of music. The board of governors has voted not to hold an 
annual dinner this year. The club will hold a meeting in lieu 
of the dinner February 18. 

The Transportation Club of Evansville, Ind. held a 
monthly dinner meeting January 20. There was a program of 
entertainment. 





Capt. Gerald Lambert of the French army, who fled from 
a German Concentration camp, spoke on “France” at a luncheon 
meeting of the Los Angeles Transportation Club January 18. 





The Norfolk-Portsmouth Traffic Club held a dinner meet- 
ing at Norfolk, Va., January 21, at which Capt. R. B. Hall, 
U. S. Coast Guard, Norfolk, Va., spoke. 





The Traffic Club of St. Louis held a luncheon meeting, Jan- 
uary 18, at which Tom Collins, humorous speaker, spoke on 
“Ready or Not.” Members of the board of directors of the 
Associated Traffic Clubs of America, in the city for a meeting 


that day and the meeting of the association the following day, 
were guests. 





New officers of the Oakland, Cal., Traffic Club were in- 
stalled at a monthly dinner meeting January 19. George P. 
Miller, executive secretary, California Fish and Game Commis- 
sion, spoke on the work of the commission and the history of 
sea otter trade. New chairmen of the standing committees 
include: Auditing, Horace C. Hunter, division freight agent, 
Santa Fe System; constitution, Dan T. Costello, chief clerk, 
Western Pacific; educational, Malcolm Meyer, traffic manager, 
Centain-teed Products Company; house, Joe Rattazzi, assistant 
terminal superintendent, Port of Oakland; picnic, George Lally, 
general agent, Great Northern; publicity, Clarence C. Fisher, 
city freight agent, Southern Pacific; public relations, Aaron H. 
Glickman, commerce attorney; reception and membership, 
Horace White, manager, Cotant Truck Lines; welfare, Cliff 
Buell, chief clerk, Traffic Department Contractors; Christmas 
party, Bill Cuneo, Encinal Terminals, and Lt. Commr. Lloyd 
Hughes, supply corps, U. S. Navy. Dwight Yeaman, office man- 
ager, Haslett Warehouse Company, has been appointed ser- 
geant-at-arms. 





__H. H. Meyer, eastern traffic manager, Chicago and Illinois 
Midland, newly appointed chairman of the dinner committee for 
the Traffic Club of New York, was erroneously designated in 
this column January 9 as eastern traffic manager for the Chi- 
cago and Eastern Illinois. 





The nominating committee of the Traffic Club of Denver 
has nominated the following for election as members of the 
board of directors: E. B. Burnside, B. M. Cawley, C. R. French, 
H. L. Holmes, L. W. Houseman, C. B. Killingsworth, Harry C. 
McVean, M. E. Martin, Martin F. Schmidt, L. R. Schramm, 
A. E. Upton, E. L. Wilkinson. The election will be held Feb- 
ruary 12. The board has elected E. R. Haskins, traffic service 
agent, Illinois Central, secretary-treasurer, to fill the vacancy 
created by the resignation of W. T. Bogard, Wabash Railroad, 
who has been transferred to Kansas City, Mo. 





The Omaha Traffic Club held its annual dinner dance at the 
Blackstone Hotel January 23. Motion pictures of club activities 
were shown. There was a program of music by Webb Feierman. 
The nominating committee, of which P. J. Rose is chairman, has 
nominated the following as candidates for election to office: 
For president, B. W. Anderson, Minneapolis and St. Louis Rail- 
road; first vice-president, A. V. Enholm, Nebraska Bridge and 
Lumber Company; Herb Feierman, Cleo-Vess Beverage Com- 
pany; Charles R. Lane, Paxton and Gallagher Company; J. E. 

aupe, Raupe Brokerage Company; second vice-president, J. N. 
Clark, Missouri Pacific; M. Leo McKeone, Red Ball Transfer 
Company; E. T. Parks, Burlington Lines; R. T. Payne, Union 
Pacific; secretary-treasurer, W. V. C. McCormack, Allied Mills, 
Inc., and J. A. Butler, Updike Grain Corporation; members, 
board of directors, L. F. Binkley, Missouri Pacific; H. W. Har- 
mon, Illinois Central; C. E. McIntyre, Burlington Lines; C. W. 
Nelson, Grand Trunk Western; A. S. Pond, Rock Island Lines; 
L. R. Wilson, Wabash Railroad; J. C. Kelly, Haskins Brothers 
and Company; C. E. Klindt, Archer-Daniels-Midland Company; 
H. Schermerhorn, A. N. Eaton Company; H. M. Sorenson, Miller 
Cereal; C. M. Swearinger, Nebraska Power Company; R. B. 
Wixson, Carpenter Paper Company; L. L. Craig, Brady Motor 
Freight; F. R. Nogg, Watson Brothers Transportation Com- 
bany; S. F. Pavelec, Burlington Transportation Company; P. C. 
Phillips, Union Transfer; Henry Votz, Rock Island Motor 
Transit Company. 





Interterritorial Rates 


Official Territory railroads are not advocating any changes 
in their own general intraterritorial rate structure either in 
respect to class or commodity rates and have no wish to 
suggest to roads in other territories what rate policies, par- 
ticularly as to the distribution of the transportation burden 
among commodities or classes of traffic, should be pursued 
within such other territories, the Board of Investigation and 
Research has been informed in a memorandum in behalf of 
such railroads filed by E. H. Burgess, chairman, Traffic Execu- 
tive Association—Eastern Territory. 

“There is no justification for interterritorial class rates to 
or from Official Territory on the Official Territory level if the 
intraterritorial class rates in the affected territories are not 
on the same level,” said the memorandum. ‘Whatever the 
situation may be as to commodity rates in this respect—a sub- 
ject which will be discussed subsequently—there should be no 
interterritorial class rates on the Official level except as based 
on equal intraterritorial levels in all the territories covered 
by such interterritorial rates. 

“Class rate adjustment are comprehensive structures of 
general rather than specific character. While in the different 
territories they may not have equal importance in the propor- 
tion of the total tonnage handled thereon, they nevertheless 
should be sufficiently responsive to general conditions, un- 
affected by particular competition and specific circumstances 
relating only to individual commodities, to warrant their 
application in both directions. 

“If such general transportation and traffic conditions do 
not require equal class rate levels in the different territories, 
but rather different levels, they do not justify interterritorial 
class rate structures on the level of the lower of the intra- 
regional structures. For example, it would be utterly imprac- 
ticable to maintain the present diverse levels of class rates 
within Southern and Official territories while attempting to 
maintain interterritorial class rates on the Official territory 
basis. All the border difficulties that confronted the Com- 
mission in the construction of the Southern class rates would 
attend any such effort, and fourth section violations would be 
rampant and of such a nature as probably to be without justi- 
fication for relief. 'The inconsistency between the interterri- 
torial rates and the class rates within the territory having the 
higher level would almost inevitably result in a breaking down 
of the latter structure. 

“The foregoing reasons, among others, amply warrant the 
conclusion that unless predicated upon equal intraterritorial 
class rate levels, and subject to uniform classification ratings, 
there is no justification, practical or legal, for interterritorial 
class rates to or from Official territory on the Official territory 
level.” 


Official territory railroads, said the memorandum, were 
not opposed to interterritorial rates on the Official territory 
level under proper conditions. For example, it said, in the case 
of interterritorial class rates on Official territory level appro- 
priate conditions would include that they be predicated on equal 
intraterritorial class rates within all territories affected, be 
subject to uniform classification ratings, be published and made 
applicable in both directions, and be subject in their division 
to equal bases of divisional prorating factors for both groups 
of carriers. In the case of interterritorial commodity rate 
adjustments on the Official territory level, it said, appropriate 
conditions would include that they be warranted by sound 
traffic and legal considerations, that ordinarily the same basis 
be made applicable in the reverse direction if any justifying 
movement developed, and that equal divisional bases of pro- 
rating factors be applied in their division as between both 
groups of carriers. Continuing, the carrier memorandum said: 


There have already been noted the reasons why interterritorial 
class rates on the Official level are justifiable only if the class rates 
within all territories affected are also on that level. Because many 
commodity rate adjustments consist of point to point rates without 
any general territorial application, the same reasons may not have 
equal application thereto. Various factors are to be considered in 
the establishment of commodity rates, and if otherwise in conformity 
with legal requirements, interterritorial commodity rates are .not 
necessarily to be condemned if on a level different than obtains 
within the territories traversed. 

There should be no dissent from the principle that interterritorial 
class rates should be the same in both directions. As comprising a 
comprehensive general rate structure, the conditions that justify them 
in the one direction should have equal application in the other. While, 
unlike class rates, there may be no need to publish interterritorial 
commodity rates in both directions in the absence of a justifying 
movement, the shippers in each territory ordinarily ought to be 
entitled to the same level of interterritorial commodity rates in either 
direction between the affected territories. The whole policy of the 
interstate commerce act has been and is that the shippers in the 
various sections of the country should be accorded reasonable, non- 
discriminatory, and nonprejudicial rates in the light of the surround- 
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ing transportation and traffic conditions. It would be inconsistent 
with such principles to adopt any policy which would permit the 
carriers as a general rule to deny to a set of shippers shipping in 
one direction as favorable a basis of rates as may be afforded their 
competitors shipping in the reverse direction. 


The official carriers said they most strongly objected to 
the destination level theory as customarily urged, contemplat- 
ing that where manufactured articles moved interregionally 
and in the territory of destination came into competition with 
similar articles there manufactured, the interterritorial rates 
to be applied should be on the level of the rates on the similar 
articles within the region of destination, and that that theory 
should be recognized by regulatory authority as a public 
policy toward transportation that should be imposed on carriers 
regardless of their consent or non-consent. They said the 
theory was unsound in that it necessarily assumed that there 
was in fact a difference in the intraregional levels of the rates 
on the same articles or classes of traffic, and that the difference 
was justified by the facts, but that such differences and the 
justifying facts should be wholly disregarded in respect of 
interterritorial rates in favor of the supposed element of com- 
petition in the destination territory with producers therein. In 
submitting further objections, the carriers said the theory was 
contrary to the policy of law because it was essentially dis- 
criminatory in character. 


“While frequently termed a ‘theory’ or a ‘principle’ it is a 
mere excuse for seeking governmental or regulatory action 
which shall favor shippers in one territory against those in 
another,” said the memorandum. 


Considering that the basic purpose of the interstate com- 
merce act was “‘to cut up by the roots” every form of discrim- 
ination, it was unthinkable that any public body, investigatory 
or regulatory, would ever recommend or adopt any such prin- 
ciple of enforced discrimination as a part of the national trans- 
portation policy, said the memorandum. 


The official lines said the southern lines in advocating the 
destination level theory suggested that recognition of the prin- 
ciple that the southbound shipper should have the same level 
of rates as the northbound shipper of the same commodity 
would simply mean ultimate bankruptcy for the southern rail- 
roads. In answer to that assertion, said the official lines, it 
might be said that if there was no particular movement 
southbound of the commodities moving northbound on the 
official level of rates, the suggestion of bankruptcy for the 
southern railroads was much overdrawn. On the other hand, 
they said, if there was a substantial movement southbound, that 
was all the more reason why the shippers in official territory 
should ordinarily be able to obtain from the carriers as favor- 
able a rate basis in the one direction as was maintained in 
the other. They said that basically the position of the southern 
lines in this respect was that they could not afford to apply 
the same basis southbound as northbound because they needed 
the revenue therefrom. But this was merely a different way 
of saying that under their existing apportionment of the trans- 
portation burden as among different commodities and classes 
of traffic, they had lightened the burden on certain portions 
of their traffic and had put it on others. There was nothing 
from which it would be proper to conclude that southern lines 
could not arrange for such slight change in the existing dis- 
tribution of the transportation burden as applied to their 
intraterritorial rates as would make up any reduction in 
revenue which might ensue from treating southbound shippers 
the same as their northbound shippers, said the memorandum. 


Southern Lines’ Memorandum 


“The southern railroads have never advocated the des- 
tination level for uniform or universal application,” said J. G. 
Kerr, chairman, Southern Freight Association, in a statement 
filed with the board on behalf of Class I southern railroads. 


“With respect to rates on some commodities to certain 
territories relative reasonableness, rather than intrinsic rea- 
sonableness, is the important thing to be considered, and other 
criteria fall in the background. As to rates on other commodi- 
ties, relative reasonableness is unimportant and intrinsic rea- 
sonableness is the main thing to have in mind.” 

The southern lines, said Mr. Kerr, were more interested in 
the interterritorial rates between Southern and Official terri- 
tories than in other interterritorial rates in which they partici- 
pated because of the heavy movement of traffic between the 
north and the south. A substantial part of the manufactured 
articles of the south, said he, had been, were and in the future 
must be marketed in the densely populated section north of 
the Ohio and Potomac rivers. Due to the lower basis of rates 
which applied in Official territory, said he, it had been recog- 
nized in the past that the southern manufacturers generally 
must have rates to Official territory approximating: the level 
within that territory if they were to market their products 
therein in cases where there was active competition with manu- 
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facturers located north of the Ohio and Potomac rivers. It had 
been the practice for many years to maintain such rates on 
articles manufactured in the south to points in Official territory 
as were needed to enable the southern manufacturers of such 
merchandise to compete with manufacturers of like products 
manufactured in Official territory, said he. 

“It is the position of the southern lines that on this class 
of traffic the principal guide in fixing the rates from the south 
to the north should be the destination level,” said he. “Our 
contention in this respect is supported by many expressions of 
the Interstate Commerce Commission.” 

The Commission with respect to interterritorial rates from 
the south to official territory had painstakingly endeavored so 
to adjust such rates to meet the needs of commerce, said Mr. 
Kerr. He reiterated the view that no fixed rule or rules for 
making these interterritorial rates could be universally applied. 
He said each case must be decided in the light of the pertinent 
facts, and the facts and conditions differed as to different com- 
modities. He repeated, however, that in making interterritorial 
rates from the south to official territory on manufactured prod- 
ucts of the south which competed with like products manufac- 
tured in the north, the principle guide should be the destination 
level. 

As to rates from official territory to the south, he also said 
that no absolute or fixed rule could be applied. As a general 
proposition, he said, the southern lines insisted that rates from 
official territory into the south should not be lower relatively 
than rates for corresponding distances within southern territory. 

Mr. Kerr subscribed to the following statement on the 
interterritorial freight rate controversy in the report of the 
National Resources Planning Board on “Transportation and 
National Policy”: 


The complexity of the rate structure and of the issues involved 
in the present controversy and the nature of the problem are such 
that further legislative treatment appears inadvisable. It is urged, 
however, that all the interested groups lend their cooperation to the 
Interstate Commerce Commission in order that a fair solution may be 
sought in an objective and dispassionate spirit. Moreover, it is to be 
noted .that the acuteness of this problem will be alleviated with the 
further development of competitive agencies of transport. 


Rail Traffic Men Meet 


Traffic executives of the railroads of the country met with 
the traffic executives chairmen’s committee in Chicago the 
end of last week, following a joint session with the executive 
committee of the National Industrial Traffic League (see Traffic 
World, January 16, p. 125). The railroad traffic men had be- 
fore them a long docket made up the most part of two classes 
of items. The first consisted of rate and rule matters under 
consideration separately by the traffic executive committees 
of one or the other of the three territories, Official, Western, 
and Southern, on which, in the normal course of procedure, 
concurrence of all would be necessary. With the entire group 
present, these matters were discussed and acted on to make 
unnecessary submission and action on by the territorial com- 
mittees separately. Results of such discussion and action, it 
was said after the meeting, would appear in due course in 
the disposition notices of the various rate committees. 

The second group of items consisted of proposals for spe- 
cial section 22 rates on war movements under consideration by 
the traffic executives chairmen’s committee. That committee 
has been empowered by the three groups of traffic executives 
to take final action in all rate and traffic matters in connec- 
tion with movements under the control of various military 
departments, but its members felt that the assembly of all of 
the higher railroad traffic men afforded a good opportunity to 
discuss these matters and to obtain views and advice. The 
committee remained in session Sunday and Monday, January 
17 and 18, but it was said afterwards that, at those sessions, 
the work was largely in handling specific requests for section 
22 rates, closely connected with the war, about which nothing 
could be made public. 

A. F. Cleveland, vice-president, traffic department, Asso- 
ciation of American Railroads, is chairman of the committee. 
Its other members are E. H. Burgess, chairman, Traffic Ex- 
ecutives’ Association of the Eastern railroads; J. G. Kerr, chail- 
man, Traffic Executives’ Association of the Southern Railroads, 


and J. A. Farmar, chairman, Western Traffic Executives’ Com- 
mittee. 


PROPOSED LEGISLATION 

Representative Hare, of South Carolina, has introduced 
H. R. 1299, authorizing the Postmaster General, in cases in 
which he decides that adequate railroad facilities are not 
available for transportation of the mails, to require any motor 
common carrier subject to the interstate commerce act to 
transport such mail, in the manner, under the conditions and 
with the service prescribed by him. 
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Traffie Law and Procedure 


Ninth of a Series of Fifty-Two Articles on This Subject by G. Lloyd Wilson — Extension and 
Abandonment of Railroad Facilities 


From the beginning of railroad transportation in the 
® United States to the passage of the transportation act, 
1920, the construction and extension of railroad facilities were 
undertaken without any legislative restrictions by the federal 
government. Several states required the issuance of certificates 
of public convenience and necessity or other forms of authori- 
zation as conditions precedent to railroad construction, exten- 
sion, abandonment, but these requirements were neither in 
effect in all states nor uniform among them. 


The lack of federal restrictions made possible the construc- 
tion and extension of railroad lines, in some instances for specu- 
lative or competitive reasons, in excess of the actual present 
needs of the territories served and of the demands of prospec- 
tive traffic. The problems of adjusting rates so as to yield a 
fair return on the railroad property as a whole or by groups 
is difficult, if not impossible, unless the federal administrative 
body charged with the responsibility of regulating rates has 
the authority also to approve or disapprove the construction of 
new railroads or the extension of existing facilities. 


The Interstate Commerce Commission for many years was 
aware of its need for this authority. It requested Congress in 
1919 to adopt a policy of limiting railroad construction, exten- 
sion, and abandonment.’ The policy of the federal government 
is expressed in the provisions of the transportation act, sec- 
tion 1, of the interstate commerce act.? The purposes of these 
provisions are to develop and maintain an adequate railroad 
transportation system, to prevent carriers from weakening the 
system through the construction or extension of lines that are 
unnecessary in the public service, and to curb unwise expansion 
and wasteful competition.? The provisions of the law do not 
seek to prevent all competitive railroad construction, but only 
such construction as is believed to be ill-advised and wastefully 
competitive.* The intention of Congress to preserve reasonable 
competition in railroad transportation is evident from the pro- 
visions of many sections of different parts of the interstate 
commerce act.® 

Railroads subject to the interstate commerce act are not 
permitted to undertake the extensions of their lines, the con- 
struction of new lines, or the acquisition or operation of exist- 
ing roads or extensions, nor to engage in transportation over 
or by means of the additional or extended lines, without the 
permission of the Interstate Commerce Commission. The per- 
mission of the Commission is evidenced by certificates issued 
by it certifying that the present or future public convenience 
and necessity require or will require the construction or oper- 
ation of the additional or extended facilities.® 

The provisions of the act apply exclusively to railroads and 
to railroads engaged in transporting passengers and freight in 
interstate commerce, including railroads located exclusively or 
wholly within single states, if the lines constitute parts of 
interstate systems or transportation.’ 

The law is applicable to all new construction or extension 
of railroad lines, to the operation of facilities, if the purpose 
and effect of the new trackage is to extend substantially the 
lines of the carriers into new territory, even though the lines 
are short, but not to mere relocations of lines where the new 
lines are used for exactly the same service as the existing lines.* 
The construction of a new line caused by the abandonment and 


_—_———_ 


1T. C. C. Annual Report, 1919. 
*Interstate Commerce Act, Part I, Section 1 (18)-(20). 


°C. C. C. and St. L. R. Co. vs. U. S. et al., (275 U. S. 404), 1928; and 
T. and N. O. R. Co. vs. N. S. B. R. Co., (276 U. S. 475), 1928. 

*Public Convenience Application, Utah T. Co., (72 I. C. C. 89), 1922; 
and (79 I. C. C. 187), 1923; Construction of Lines by F. W. and D. S. P. 
RCo, (117 1. GC. C. 233). 1926; Investigation of C. M. and St. P. R. 
Co., (131 I. C. C. 615), 1928; and Motor Truck and Motor Bus Investi- 
gation, (140 I. C. C. 685), 1928. 

"(117 1. ©: C. 233). 1088: 

*Interstate Commerce Act, Part I, Section 1 (18). 

_ ‘Nelson S. S. Co. vs. B. A. and P. R. Co., (109 I. C. C. 529), 1926; 
United Operations of Railroad Facilities at Los Angeles Harbor, (150 
LCC. 649), 1929; Texas et al. vs. E. T. R. Co. et al., (258 U. S. 204), 
1922; and Colorado vs. U. S. et al., (271 U. S. 153), 1926. 

*T. and P. R. Co. vs. G. C. and S. F. R. Co., (270 U. S. 266), 1926; 
and Application of P. N. and N. Y. R. Co., (67 I. C. C. 252), 1921. 





relocation of part of a railroad does, however, come within the 
jurisdiction of the Commission.’ 


Abandonment of Lines 


With respect to the abandonment or discontinuance of oper- 
ation of existing facilities, the act provides that carriers may 
not abandon all or any parts of their lines until they have 
obtained certificates from the Commission certifying that the 
present or future public convenience and necessity permit the 
abandonment of the lines in whole or in part.” This provision 
applies to all interstate carriers by railroad. It forbids the 
abandonment of operation of railroads under trackage agree- 
ments as well as the abandonment of branch or main lines 
operated exclusively by the carriers owning the trackage." The 
abandonment of lines caused by relocation of parts of the rail- 
roads also comes within the jurisdiction of the Commission.” 

Abandonment has been defined by the federal courts to 
mean the relinquishment of the lines by the carriers without 
intention of resuming operation.” In considering applications 
for permission to abandon the operation of railroad lines, the 
— considers, among other things, the following 

actors: 


1. The losses suffered by the carriers in operating the lines. 

2. The fact that industries or resources ought to be served by the 
carriers no longer are in existence. 

3. The presence or absence of other available transportation 
services. 

4. The adequacy of the services offered by other carriers serving 
the fields. 

. The condition of the lines with respect to the safety of operation. 

The sufficiency or insufficiency of traffic available to the carriers. 
The interests of the communities and patrons served by the lines. 
The prospects of developing traffic. 
. The effects of abandonment on the development of resources of 
the districts served. 


OO IRM 


Public Convenience and Necessity 


The acquisition, construction, extension, or abandonment 
of railroad lines is permitted by the interstate commerce act if, 
in the judgment of the Commission, such steps are in the inter- 
ests of the public. Public convenience and necessity has been 
defined by the Commission to mean “a strong or urgent public 
need”—an immediate public need.* The Commission has held 
that necessity does not exist “unless the inconvenience would 
be so great as to be an unreasonable burden upon the com- 
munity.” Each case must be determined by the circumstances 
surrounding the situation. No general rules can be stated and 
applied to all cases.” 


Applications for Certificates 


The Commissien is authorized by the act to prescribe rules 
and regulations governing applications for certificates of public 
convenience and necessity as well as the procedure to be fol- 
lowed in hearing, granting, or denying the applications. Notices 
are given of the receipt by the Commission of applications. 
Copies of the carriers’ applications must be filed with the gov- 
ernors of the states in which the carriers seek permission to 
construct, operate, or extend their lines or to abandon facilities. 
The notices of the applications are required to be published for 
three consecutive weeks in some newspaper of general circula- 
tion in each county in which the railroads are to be constructed 
or in which they operate so as to give the public adequate 
notice of the carriers’ intentions. The state authorities have 
the right to be heard in construction or abandonment proceed- 
ings before the Commission, as in the case of proceedings relat- 


® Construction and Abandonment of Lines by G. N. R. Co., 
i. C. C. GBS), 12087. 


10 Interstate Commerce Act, Part I, Section 1 (18). 

11 Operation of Lines by L. and A. R. Co., (145 I. C. C. 228), 1928: 
and C. and A. R. Co. vs. T. P. and W. R. Co., (146 I. C. C. 171), 1928. 

a2 (124 I. C. C. 685), 1927. 

13 W. and L. E. R. Co. vs. P. and W. V. R. Co., (33 Fed. (2d) 390), 
1929. 

144 Application of A. and St. A. B. R. Co., (71 I. C. C. 784), 1922; 
(72 I. C. C. 89), 1922; and Construction of Branches by P. L. and W. 
-R. Co., GL C. C. 43), 1038. 
3 (71 I. C. C. 784), 1922. 
16 Construction of Line by W. S. R. Co., (90 I. C. C. 237), 1924. 
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ing to the issuance of securities by the carriers or in complaints 
before the Commission.” 

The applications for permission to construct new lines must 
indicate the routes proposed to be followed, rather than offer 
for approval several alternative routes.” 

Carriers seeking to abandon lines must establish by clear and 
convincing proof the reasons for their action. The Commission 
cannot accept the carriers’ own conclusions as to losses from 
operation of the lines proposed to be abandoned, but must have 
sufficiently detailed proof to leave no reasonable doubt.” Appli- 
cations for permission to construct, extend, or operate lines 
must, in like manner, be specifically shown to be in the public 
interest. The burden of proof that the construction or abandon- 
ment of lines is permitted by the convenience and necessity of 
the public rests on the carriers.” Failure on the part of carriers 
regarding matters set forth in the applications for permission 
to construct, extend, acquire, or abandon lines requires the 
dismissal of the applications.” 


Issuance of Certificates 


The Commission has power under the act to issue or refuse 
certificates for permission to construct, extend, acquire, or 
abandon lines. It may grant or refuse the permission prayed 
for in whole or it may issue it for portions of the lines or 
extensions. It may attach such terms and conditions to the 
issuance of the certificates as are required in its judgment by 
the convenience and necessity of the public. Not until after the 
issuance of the certificates of public convenience and necessity 
may the carriers proceed with the construction or abandonment 
of the lines, and then only to the extent authorized by the 
certificates. Unauthorized construction, extension, operation, or 
abandonment may be enjoined by courts of competent jurisdic- 
tion on suits entered by (1) the United States government, (2) 
the Interstate Commerce Cummission, (3) the state commission 
or regulatory body of any state affected, or (4) any party 
having an interest in the matter. 

Penalties of fines not to exceed $5,000 or imprisonment for 
not more than three years are provided for willful violations 
of the provisions of this portion of the act by carriers or their 
officers, agents, or employees.” 

Applications for rehearings, rearguments, or modification 
of orders of the Commission pertaining to applications for 
certificates of public convenience and necessity are governed by 
the Commission’s rules of practice. The petitions for reopening 
must state the specific grounds relied on and copies must be 
served on all parties in the proceedings.” 

The burden of proof in any case brought ‘to enjoin con- 
struction or abandonment in violation of the act and the Com- 
mission’s orders rests on the defendant carrier.” 


Requirement of Extensions by the Commission 


The act gives the Commission the power to require rail- 
roads to construct additional facilities for performing its duties 
as common carriers after hearings in proceedings instituted on 
complaint or on the Commission’s own initiative without com- 
plaint. The carriers may be required to provide themselves 
with adequate car service facilities or to extend their lines of 
railroad. The Commission is directed by the act not to author- 
ize or order extensions of lines unless it finds that the projects 
are reasonably required in the interest of public convenience 
and necessity. The expense of the additional facilities required 
by the Commission must not impair the ability of the carriers 
to perform their duty to the public. 

Fines are provided by the act to be levied against carriers 
that refuse or neglect to comply with orders of the Commission 
directing extension of facilities. The penalties are assessed at 
the rate of $100 a day for each day the carriers are in default. 
These fines accrue to the United States government and are 
recoverable in civil actions brought by the Un‘ted States.* The 
purpose of this paragraph of the act, which also was added by 
the transportation act, 1920, is obviously to assist in the de- 


1 Interstate Commerce Act, Part I, Section 1 (19). 

1% Application of D. and N. M. R. Co., (70 I. C. C. 184, 1921; and 
(Ti I. C. ©. TS)... 1922. 

1” Abandonment of White Cloud-Big Rapids Branch by P. M. R. Co., 
(72 t. CC. €. SOS), 2922. 

°° Missouri-Kansas-Texas Reorganization, 
Abandonment of F. and C. R. Co., (86 I. C. C. 740), 1924; and Abandon- 
ment by Hill City R. Co., (150 I. C. C. 159), 1928. 

21 Application of O. N. R. Co., (72 I. C. C. 625), 1922. 

*2 Interstate Commerce Act, Part I, Section 1 (18) and (20). 

°°]. C. C. Rules of Practice, Rule XV. 

“ Construction of Lines in Eastern Oregon, (111 I. C. C. 3), 
and (117 I. C. C. 737), 1927; Construction and Operation by L. 
RnR. Co., (124.1. C. CC. SBt).. 1927. 

*> Lancaster et al. vs. G. C. and S. F. R. Co., (298 Fed. 488), 1924; 
and T. P. R. Co. vs. G. C. and S. F. R. Co., (270 U. S. 266), 1926. 

76 Interstate Commerce Act, Part I, Section 1 (21). 


(7% I. C. C. 84), 1922; 


1926; 
and N. 
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velopment of a system of railroads to handle adequately and 
promptly the interstate commerce of the United States by pro- 
viding for the construction of facilities needed.” 

The authority of the Commission with respect to the con- 
struction, extension, acquisition of lines, or their abandonment, 
or the requirement of the construction of new lines, does not 
extend to the construction or abandonment of industrial, spur, 
side, team, or switching tracks located wholly within one state, 
or of street, suburban, or interurban electric railways not oper- 
ated as parts of the general steam railroad system of trans- 
portation.” The status of carriers and types of trackage is 
determined by the actual facts surrounding each case at the 
time the question arises, and not the original or intended status. 
The federal court sustained the Commission in a leading case 
in which this question was raised. In its decision, the court 
held, in part: 


Even if, in the beginning, a carrier was merely an interurban rail- 
road within the meaning of this paragraph [I. C. Act, Section 1, Para- 
graph 22] its essential character may so greatly change and its opera- 
tions and interests become so similar to those of a general steam car- 
rier, that it is now well able to commit the mischiefs of uncontrolled 
expansion, which the interstate commerce act was designed to prevent, 


—and thus bring it within the scope of the act and the juris- 
diction of the Commission.” 

The Commission has no authority to order the establish- 
ment or abandonment of side tracks even when they are used 
largely in interstate commerce, but such matters are within 
the province of the regulatory commissions having jurisd ction 
of the states in which the facilities are located.” 

Likewise, certificates of public convenience and necessity 
are not required to be obtained in cases where railroads wish 
to operate under trackage rights and over the sidetracks of 
industries." The Commission has held that it has no jurisdic- 
tion over construction or abandonments of branch lines built 
solely to reach timber otherwise inaccessible to any railroad 
line serving individual lumber companies by the transportation 
of forest products.” It has held also that tracks built solely for 
hauling stone from quarries on which no passenger traffic is 
hauled and in connection with which no tariffs are filed with 
the Commission are spur tracks and, as such, not subject to the 
provisions of the act governing construction, extension, or 
abandonment.” 

The Commission interprets the act excluding spur tracks, 


sidings, and similar facilities to mean literally these types of 
short lines. It has held that lines twelve miles in length cannot 
be considered as spurs as defined in the act but are branch 
lines, so that the permission of the Commission must be ob- 


tained before acquisition or abandonment. The Comm‘ssion 
stated in this case that the typical spur track or siding ordi- 
narily does not exceed a few hundred feet in length.” 

The Commission has held, however, that a carrier must 
obtain permission to operate an extension a little over a mile 
in length, located’ wholly in one state, forming an interchange 
connection between two carriers.” 

Some leading cases on track extensions and abandonment 
are: 


Texas et al. vs. E. T. R. Co. et al., (258 U. S. 204), 1922. 

. Railroad Comm. of Calif. vs. S. P. Co. et al., (264 U. S. 331), 

1924. 
3. T. & P: R.. Co. vs. G. C. ands. EF. RB. Ca., 
4. State of Colorado vs. U. S. et al., 
5. U. S.. and I. €. C. et al. 

U. S. 14), 1933. 


(270 U. S. 266), 1926. 
(271 U. S. 153), 1926. 
vs. O. W. R. and N. Co. et al., (288 


State of Texas et al. vs. Eastern Texas Railroad et al. 


The Eastern Texas Railroad Company, a Texas corpora- 
tion, owned and operated within the State of Texas a line of 
railroad 30.3 miles long. Approximately three-fourths of its 
traffic was in interstate and foreign commerce. The company 
neither owned nor operated any other line. The road was con- 
structed in 1902 to serve extensive lumber industries but in 


27 Dayton and G. C. R. Co. vs. U. S., I. C. C. et al., (263 U. S. 456). 
1924; A. and V. R. Co. et al. vs. J. and E. R. Co., (271 U. S. 244), 1926; 
ana (iii t..C. C. 3). 1926: and (ii7 fT. C. C. Wr), 1927. 

*8 Interstate Commerce Act, Part I, Section 1 (22); 
1926; and D. and M. R. Co. vs. B. C. G. and A. R. Co., 
1923. 

2p. and N. R. Co. vs. U. S., (30 Fed. (2d) 421), 1921; and (280 
U. S. 469), 1930; and Proposed Construction of Lines by P. and N. R 
Co. (138 I. C. C. 363), 1928. 

% W. and A. R. Co. vs. Georgia P. S. C. et al., (267 U. S. 493), 1925. 

31 Operation of Line by I. N. R. Co., (124 I. Cc. C. 539), 1927. 

%2 Application of Western Pacific R. Co., (67 I. C. C. 135), 1921; and 
(71 T.. C. C. Ws),. 1922. 

33 Abandonment of Line by M. P. R. Co., (76 I. C. C. 635), 1923. 

*4 Acquisition of Line by I. and V. R. Co., (111 I. C. C. 660), 1926. 

35 Operation of Line by O. S. L. R. Co., (150 I. C. C. 78), 1928. 


(270 U. S. 266), 
(286 Fed. 540), 
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subsequent years the adjacent timber was removed and the 
mills were dismantled. The company claimed that, since 1917, 
the road has been operated at a loss. 

On June 3, 1920, the company filed with the Commission 
an application for a certificate authorizing it to abandon and 
cease operating the road. Full notice of application was given. 
The state (Texas) declined to appear before the Commission 
but others served by the road appeared and opposed the appli- 
cation. Hearings were held by the Commissoin, which found 
that the present public convenience and necessity permitted 
abandonment. It found further that the permission should be 
made subject to the right of any person in the community 
served to purchase the property at a price not in excess of 
$50,000. A certificate and order to that effect was issued, the 
company gave assent to conditions imposed, but, so far as ap- 

ared, no one sought to purchase the property. 

While the application was pending before the Commission, 
the state brought suit in the state court against the railroad 
and some of its officers to enjoin them from ceasing to operate 
the road in intrastate traffic. The bill was brought on the 
theory that, under the laws of the state, the company was 
obliged to continue operations of the road in intrastate traffic 
and that the provisions of the transportation act were unconsti- 
tutional and void, insofar as they affected intrastate commerce, 
and that the company, in asking the Commission to sanction 
such an abandonment, was proceeding in disregard of its obliga- 
tions to the state. At the instance of defendant, the suit was 
removed to the District United States Court for West Texas. 
While the suit was pending the Commission issued the certifi- 
cate. The court held that the certificate constituted a complete 
defense, and dismissed the suit. 

The state then brought suit in the District Court of the 
United States for the Eastern District of Texas, against the 
United States, the railroad company, and others, to set aside 
the annul the Commission’s order and the certificate on the 
grounds that, first, the provisions of the transportation act, 
rightfully interpreted, did not afford any basis for granting a 
certificate sanctioning the abandonment of the road as respected 
intrastate commerce; and, second, if those provisions purported 
to authorize such a certificate, they were, to that extent, in 
excess of the power of Congress and an encroachment on the 
reserved powers of the state. 

The defendants moved to dismiss the bill as ill-founded in 
point of merit. The court sustained the motion and entered a 
decree of dismissal. The state then appealed to the Supreme 
Court. 

The controversy was as to whether Congress had assumed 
to clothe the Commission with authority to sanction the aban- 
donment of a road sich as this, and, if so, whether the power 
of Congress extended so far. 

The state contended that it was inconceivable that the 
state, having a commerce over which it exercised exclusive con- 
trol, could control a corporation engaged in such commerce. 

The Supreme Court held that the Commisison was not 
clothed with any authority over the discontinuance of any 
purely intrastate business of a road whose situation and owner- 
ship, as here, were such that interstate and foreign commerce 
— not be burdened or affected by a continuance of that 

usiness. 


Whether apart from this commerce, the railroad company is entitled 
to abandon its intrastate business is not before us, so we have no occa- 
sion for considering to what extent decisions in (other cases) may 
apply to this road.%¢ 


The decrees of the court below were reversed. 


Railroad Commission of the State of California Versus South- 
ern Pacific Company et al.; Atchison, Topeka and Santa Fe 
Rwy. Co.; and Los Angeles and Salt Lake Railroad Co. 


_ The question in this case was whetker the Railroad Com- 
mission of California had the power to require the Southern 
Pacific Company, the Atchison, Topeka and Santa Fe Railway 
Company, and the Salt Lake and Los Angeles Railroad Com- 
pany, to build an interstate union depot in Los Angeles. 

_ The proceedings were begun in 1916 before the state com- 
Mission by complaints of civic associations and others against 
the railway companies. Before hearing and decision, the trans- 
portation act of 1920 was enacted. In December, 1921, an 
amended order against the railways was made by which they 
were required to remove certain grade crossings and to build 
a union terminal within a certain defined area in the city. 

The railway companies sought review of this order in the 
State Supreme Court and their three writs were heard and 
Isposed of as one case. The state Supreme Court held that 
the order was beyond the power of the Commission under the 
transportation act of 1920. It further held that, if the order 


ibinaen, 
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had effected the elimination of grade crossings alone, it would 
have been valid, but that, associated as it was with the estab- 
lishment of the union station, it must be annulled. 

The state commission in the state Supreme Court pressed 
the argument that, in view of its findings that the union station 
was an indispensable element in getting rid of grade crossings, 
it had the incidental right to its building. The court rejected 
the argument. 

The state Supreme Court thus modified the findings of the 
state commission in so far as they sought to tie the validity of 
its order establishing a union station to its unquestioned police 
power to regulate grade crossings in the interest of public 
safety. 

The only question to be decided by the Supreme Court of 
the United States was whether the power to direct a new union 
station with its essential incidents was committed exclusively 
to the Commission under the act of 1920. 

After the California Supreme Court handed down its deci- 
sion in this case, the city of Los Angeles filed a petition with 
the Interstate Commerce Commission asking for an order to 
provide, maintain, and use a union station. A hearing followed 
and the matter was held under consideration, pending the deci- 
sion of the U. S. Supreme Court. 

In delivering the opinion of the court, Chief Justice Taft 
said: 


We think the course taken by the City of Los Angeles was the 
correct one. Until the Interstate Commerce Commission shall have acted 
under Paragraphs 18 to ‘21 of Section 402 of the Transportation Act, the 
respondent railways cannot be required to provide a new union station 
and to extend their main tracks thereto as ordered by the State Rail- 
road Commission.** 


The judgment of the Supreme Court of California was 
affirmed. 


Texas Pacific Railway Company vs. Gulf, Colorado and 
Santa Fe Railroad Company 


The Texas and Pacific Railroad extended through Dallas, 
Texas, in a generally westerly direction. The Santa Fe Rail- 
road extended in a general southwesterly direction from that 
city. Both lines had been operating for many years. Along the 
Texas and Pacific, beginning at a point 2% miles west of the 
city and extending westward 2% miles further, lay the terri- 
tory knowns as the industrial district. In it were cement works, 
oil refineries, and metal works. The traffic moved in carload 
lots. All the industries were located either on its right of way 
or connected with it by spur tracks. To serve the plants the 
carrier had long switch and assembling tracks. No other rail- 
road had a direct connection with any of these industries. Other 
traffic from or destined to the Santa Fe or other lines was 
interchanged by the Texas and Pacific at points on its line 
distant from these industries by from 12 to 30 miles. The Texas 
and Pacific thus received either the whole or part of the 
revenue of all the traffic of the district, the richest freight 
producing territory in Texas. 


The Santa Fe had no branch line running near to or in 
the direction of any part of the industrial district. Hale was a 
station on its road. The proposed line started at Hale, where 
storage and assembling yards were to be located, and was to 
end in the industrial district near the Texas and Pacific right 
of way. The air line distance from Hale to the proposed 
terminus was 3% miles, but the length of the line was to be 
7% miles, besides spurs, sidings, and other subsidiary tracks. 
The greater length was necessitated, in part, by topographical 
conditions. No industry was located along the proposed line 
between Hale and the industrial district of Dallas. The Hale 
Cement Line, as it was to be known, was projected by the 
Santa Fe in order to reach on its own rails the six plants 
within the district that lay south of the Texas and Pacific 
Railroad that furnished 80 per cent of the traffic of the district. 
The Santa Fe would thus be able to divert an estimated 
$500,000 worth of business from the Texas and Pacific Rail- 
road. No plant then served by the Texas and Pacific Railroad 
lay on the proposed line. The plants were so located that the 
Santa Fe must, in order to reach them, build up in each case 
a spur track to the plant from the Hale Cement Line. 


The Hale Cement Line was held to be clearly not a spur, in 
the sense in which that word is commonly used. It presented 
some of the characteristics of a branch. A branch was held to 
be clearly an extension of the railroad within the meaning of 
the interstate commerce act. 

The Santa Fe contended that the line constituted an indus- 
trial track within the meaning of Section 1 (22), of the act, 
because the line was to be constructed solely for industrial 
purposes. It endeavored to show that, according to the plans, 
the general public was not to be served; that, except at Hale, 


37 (264 U. S. 331), 1924. 
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there was to be no public station for the receipt or delivery 
of freight; there would be no express, mail, or passenger serv- 
ice; that the transportation between Hale and the industries 
was to be confined to carload freight; that it would be con- 
ducted as a switching service for which no charge would be 
made; and that the Hale rate would apply to all traffic on the 
proposed line. It argued than a branch was a line serving one 
or more stations beyond a point of junction with the main line 
or another branch and to or from which stations regular tariff 
rates were in effect; that an industrial track was a line con- 
structed to serve or reach industries over which regular sched- 
uled passenger or freight train service was not performed, and 
for transportation over which only a switching charge, if any, 
was made; and that neither the length of the line nor the 
character of the construction could convert it into a branch 
line of the nature described. 


Justice Brandeis delivered the decision in the case. The 
U. S. Supreme Court held: 


If the purpose and effect of the new trackage is to extend substan- 
tially a line of a carrier into new territory, the proposed trackage 
constitutes an extension of the railroad within the meaning of the 
act, Section 1 (18), although the line be short and although the char- 
acter of the service contemplated be that commonly rendered to indus- 
tries by means of spurs or industrial tracks. Being an extension it cannot 
be built unless the Federal Commission [the I. C. C.] issues it certificate 
that public necessity and convenience requires it. 

The Santa Fe did not apply for a certificate, neither did it give its 
intention any publicity, and were not permitted to complete the line 
which had been started.* 


State of Colorado vs. United States et al. 


The Interstate Commerce Commission issued to the Colo- 
rado and Southern Railway a certificate for the abandonment 
of a branch line of its railroad, the Southern Colorado Railway, 
operated as an interstate line, but the branch line was wholly 
within the state of Colorado. The certificate was granted on 
the ground that the local conditions were such that public 
convenience and necessity did not require continued operation; 
that for years the operation had resulted in large deficits; that 
future operation would result in large deficits; these deficits 
would hinder the operation of the whole line. 

The certificate was filed September 1, 1921, but the state 
of Colorado moved that the proceeding be dismissed on the 
grounds that the branch line was wholly within the state and 
that the arrangement was, therefore, intrastate commerce. It 
also urged that the Commission had no jurisdiction in the mat- 
ter. The state of Colorado brought action against the United 
States to compel the Southern Colorado to keep its branch line 
in operation in the state of Colorado. 

This objection was overruled by the Supreme Court, hold- 
ing that the sole test was than abandonment be consistent with 
public necessity and convenience. 


The question thus raised was whether the Interstate Com- 
merce Commission had power to control the intrastate opera- 
tion of an interstate railroad system. The U. S. Supreme Court, 
through Justice Brandeis, held that interstate and intrastate 
commerce in this case were so closely combined that one 
depended on the other. Thus, the inconvenience or the detri- 
ment of one on the operation of the other must be weighed. 
It held that the Commission had taken all relevant facts into 
consideration and was justified in granting a certificate to 
abandon the operation of the line.” 


United States and I. C. C. et al. vs. Oregon, Washington 
Railroad and Navigation Co. et al. 


The Public Service Commission of the state of Oregon filed 
complaint against eleven railroads, one of which was the 
O. W. R. and N., with the Interstate Commerce Commission 
requesting that one of these lines be forced to build a line 
from near Crane, Ore., to Crescent Lake, Ore. 

The Commission, after hearing, ordered the O. W. R. and 
N. to construct a line to conform to the request of the state of 
Oregon, giving the following reasons to justify its order: 


1. It was the largest area in the United States not served by rail. 

2. Shorter routes, faster service and more available car supply 
would result for those in the affected area. 

3. O. W. R. and N. had held a franchise to construct lines over the 
area in question and in a broad sense had ‘‘occupied the territory’’ for 
a number of years. 

4. Resultant traffic, in the opinion of the Commission, would, in 
time, more than compensate the road. 

5. O. W. R. and N. was owned by the Oregon Short Line and the 
Oregon Short Line in turn was owned by the Union Pacific. The new 
tracks would have amounted to an increase of only 1.2 per cent over 
the current Union Pacific mileage. Consequently, the new tracks were 


3 (270 U. S. 266), 1926. 
8 (271 U. S. 153), 1926. 
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an extension of the line and did not amount to the construction of a 
new line. 


The District Court of the U. S. for the District of Oregon 
enjoined the order of the Commission. The case was appealed 
to the United States Supreme Court. The decision of the 


— Court was delivered by Justice Roberts. The court 
held: 


Inasmuch as paragraphs 18 and 21 are contradictory, we must 
assume that the Congress recognized the difference between new lines 
and extensions. 


The court held that holding a franchise did not imply that 
the person holding it had held himself out to be a carrier and 
was not committed to construct the lines; the state always had 
the right to withdraw the franchise for non-occupancy. 

The proposed line was to be 185 miles in length and would 
traverse 20 miles of swampy area, 15 miles of alkali flat, and 
115 miles through the Great Sandy Desert. Only 35 miles was 
not waste land. There was no town within 20 miles of the 
western terminus and only two towns on the eastern end, 
neither one of them of over 100 population. The new line would 
only be 11 per cent shorter than any available route via the 
Union Pacific, and doubt was expressed that the new route 
would be used to any great extent, due to the fact that all of 
the productive regions within that area were on the Southern 
Pacific which would, as at present, route traffic over its lines 
so as to get a long haul. Under these circumstances, though 
it was difficult for the court to see how the Commission arrived 
at the conclusion that the road would be a paying proposition 
in time, it held that the Commission’s findings, based on evi- 
dence could not be disturbed. The court held, however: 


If this right to order the expenditure of capital were to be granted 
to the Commission unlimited dangers could develop. 


Quoting from the court’s decision in I. C. C. vs. Los An- 
geles, the Supreme Court stated: 


If Congress had intended to give an executive tribunal unfettered 
capacity for requisitioning investment of capital of the carrier and the 
purchase of large quantities of land and material in an adverse pro- 
ceeding, we may well be confident that Congress would have made the 
meaning far clearer than in the meager provisions of the transpor- 
tation act. 


The decision of the district court was affirmed. Justice 
Cardozo, with Justices Messrs. Brandeis and Stone concurring, 
wrote a dissenting opinion.” 


40 (288 U. S. 14), 1933. 





Winning the Peace 


Editor the Traffic World: 

May I respectfully commend you on the editorial of Jan- 
uary 2? This country needs editors with clear heads and good 
sense and I am suré that eight people out of every ten are in 
accord with your sentiments and policy. 

I feel that the much used phrase, “we must win the war,” 
is subordinate to “we must win a peace.” In the war of 1812, 
which was less Mr. Madison’s war than this is Mr. Roosevelt's 
war, we received a most humiliating defeat, the British burned 
our Capitol and Jackson at New Orleans and the naval victories 
in but a very few engagements were our only saving graces. 
But we won a peace and were free from British domination for 
over 100 years or until 1914. It is editors like yourself who will 
help win a just peace by throwing off the scales of ‘Roosevelt 
rot” from the eyes of the people and showing the truths rather 
than spawning cankerous lies. 

R. T. Kauffman, 


Harrisburg, Pa., Jan. 14, 1943. I. C. C. Practitioner. 





SENATE 1. C. COMMITTEE INQUIRIES 

Chairman Wheeler, of the Senate interstate commerce 
committee, has submitted to the Senate a resolution (S. Res. 
58) authorizing the committee or any subcommittee thereof 
to sit “during the sessions, recesses and adjourned periods of 
the Seventy-eighth Congress at such times and places as it 
may deem advisable, to make investigations into all matters 
within its jurisdiction, and to compile and prepare statistics 
and documents relating thereto as directed from time to time 
by the Senate and as may be necessary, and to report in due 
course to the Senate the result thereof; to send for persons. 
books and papers; to administer oaths, and to employ such 
expert stenographic, clerical, and other assistance as may be 
necessary; and all the expenses incurred in pursuance hereof 
shall be paid from the contingent fund of the Senate.” : 

The resolution has been referred to the committee to audit 
and control the contingent expenses of the Senate. 
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Track Joint Action Plan 


To assist over-the-road common and contract carriers in 
drawing up joint action plans for truck tire conservation, the 
Office of Defense Transportation has issued a sample joint action 
pian such carriers may use as a guide. 

The O. D. T. pointed out that such carriers were pro- 
hibited from consolidating their over-the-road operations 
tnrough joint action, except by specific approval of the O. D. T. 
and the Department of Justice. When approved, such plans, 
it said, would be covered by special O. D. T. orders. 

The “sample” plan sets forth specific routes and names 
and addresses of trucking companies, but the O. D. T. ex- 
plained, on inquiry, that the names and addresses were ficti- 
uous and were used merely as illustrations. The plan is de- 
scribed as a “joint action plan for the interchange of traffic 
between competing carriers for the purpose of eliminating 
the operation of partially-loaded trips and paralleling and 
duplicating of service by the parties hereto.” 

The O. D. T. said joint action plans involving only local 
service and joint action plans involving over-the-road opera- 
tions of private carriers might be put into effect without prior 
approval, but may be submitted for prior approval if the car- 
riers wished. 

The “sample” plan was not a “form,” said the O. D. T., 
adding that it embraced all possibilities for joint action that 
might be included in a plan. 

“It is extremely unlikely that any actual plan would in- 
clude all the points covered in the sample plan,” the O. D. T. 
said. ‘A number of these points, particularly those concerning 
routes, type of service performed, contemplated action, method 
of billing, conservation expected, and effect upon service to the 
public—should be covered in all plans in as complete detail as 
possible, however.” 


oO. D. T. APPOINTMENTS 


Appointment of Raymond Skinner, of Memphis, Tenn., and 
Frank G. Reed, of Chicago, Ill., as members of the staff in the 
local delivery section of the division of motor transport, Office 
of Defense Transportation, has been announced. Mr. Skinner 
is president of the Forest Hill Dairy, of Memphis, and of the 
Anthony Pure Milk Co., of Nashville, Tenn. Mr. Reed is former 
vice-president of the Crerar Clinch Coal Co. at Chicago. 

Harold A. Hobson, formerly deputy associate director for 
the eastern region in the rail-truck section of the division of 
railway transport, Office of Defense Transportation, has been 
named associate director, in charge of rail-truck coordination 
in the western region, the O. D. T. has announced. 

Mr. Hobson, whose headquarters will be at Chicago, _Tll., 
succeeds Harry G. Brandt, who has resigned from the O. D. T. 
to return to service with the Atchison, Topeka & Santa Fe 
Railway, according to the O. D. T. It said that before he 
joined the staff of the O. D. T. last June, Mr. Hobson was 
assistant to the general superintendent of the Pennsylvania 
Railroad at Cleveland, O. He had served with that railroad 
continuously since 1907. Mr. Hobson’s appointment as asso- 
ciate director in O. D. T.’s division of railway transport be- 
came effective January 1. 

_The appointment of Alex K. Scherer, of Ottawa, IIl., as 
assistant chief of the property carrier section in the O. D. T. 
division of motor transport also was announced by the O. D. T. 

“Mr. Scherer is president of the Scherer Freight Lines, of 
Ottawa,” it said. ‘He also is a director in the Central States 
Motor Freight Bureau; a director in the Motor Carrier Con- 
ference of Illinois; vice-chairman of the Common Carrier Di- 
vision of the American Trucking Associations, Inc., and former 
president of the Central Motor Freight Association.” 


WOMEN IN TRANSPORT JOBS 


Observations she had made in the course of a stay of sev- 
eral months in England had proved to her that women were 
fitted for a much larger variety of jobs in the field of trans- 
portation than she had imagined previously, said Miss Dorothy 
Sells, chief of the personnel supply section of the personnel divi- 
Sion of the Office of Defense Transportation, at a press confer- 
ence held in Washington a few days after she had returned to 
the United States. The O. D. T. said she conferred as its repre- 
sentative with government and railway officials and transport 
employes. 

Miss Sells said she was now preparing, for use by trans- 
portation companies that requested assistance in dealing with 
Manpower shortages, a list of recommendations as to the em- 
ployment of women, based on the first-hand study she had made 
of the industrial manpower situation in England. She indicated 
that the problem of obtaining and retaining a sufficient labor 
force to keep war industries and transportation lines in opera- 
tion was a far more serious one in England than in the United 
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States. One-sixth of the employes of the four main railroads of 
Great Britain were women, and additional thousands of women 
were employed by the London Transport Board, she said. Be- 
fore the war there were about 26,500 women in the employ of 
those transportation companies; now there were probably 
130,000 women, out of a total of about 600,000 employes on 
those lines, she said. She emphasized that women now employed 
in transport jobs in England had taken those jobs with the 
definite understanding that, under provisions of the British na- 
tional service act, the men in the armed forces whom they had 
replaced in industry would return to their peacetime jobs after 
the war. 

While few women in England were engaged in actual train 
operation, many were employed in the stations, as train an- 
nouncers, baggage handlers, check room attendants, etc., Miss 
Sells said. Many were employed in repair shops or on mainte- 
nance crews, under the supervision of “super-annuated”’ men, 
she said. 

“I believe there is a special technique for dealing with 
women and getting the most out of them,” she said. 


O. D. T. TIRE INSPECTION ORDER 


Certain unlicensed and limited-licensed commercial motor 
vehicles have been exempted from the tire inspection provisions 
of general order O. D. T. No. 21. The exempted vehicles are 
those which, “by reason of limited license,’’ cannot be operated 
over highways to get to tire inspection stations. 

These vehicles must still be inspected, says the O. D. T., 
however, if the owner or operator, or his agent, has been duly 
designated as a tire inspector or is qualified to become one. 


TANK CARS AND WINE TRANSPORT 

The Office of Defense Transportation has in preparation an 
order which will withdraw 700 multiple-compartment tank cars 
which remained in wine service after 400 single-compartment 
tank cars had been withdrawn by previous action (see Traffic 
World, Nov. 21, 1942, p. 1245). The multiple-compartment cars, 
it was said at O. D. T., would be used almost entirely for carry- 
ing industrial alcohol, and that this would release cars which 
would be more suitable for carrying petroleum products. 


BUSSES AND PLEASURE SEEKERS 

Transit companies in 17 eastern seaboard states and the 
District of Columbia have been advised by Director Eastman, 
of the O. D. T., not to accede to requests for augmented serv- 
ice for pleasure seekers, especially on Sundays and in the eve- 
nings, to such places as parks, concert halls, dance halls, night 
clubs and bingo games. Such increases in service, he said, 
would partially nullify the gasoline conservation aims of the 
O. P. A. ban on pleasure driving. He said that it was permis- 
sible, “of course,” to supplement street railway facilities, since 
such means of transportation did not consume gasoline or 
rubber. 


TRANSPORT PERSONNEL COMMITTEE 


A committee composed of J. H. Huntt (chairman), secre- 
tary-treasurer, of the American Short Line Railroad Associa- 
tion; G. E. McClellan, vice-president, Bellefonte Central Rail- 
road Co., and W. M. Dutton, vice-president and general man- 
ager, Mississippi Export Railroad Co., has been appointed by 
the short line association to serve in a liaison capacity with 
the division of transport personnel of the Office of Defense 
Transportation. 


SURVEY OF TRUCK AND BUS USE 


Owners of commercial motor vehicles have been advised by 
the Office of Defense Transportation that they must submit to 
their respective O. D. T. district offices, within the first five days 
of each month, list of all trucks, busses and other vehicles (ex- 
cept taxicabs, rental cars, ambulances and hearses) that were 
idle “during” the last 14 days of the preceding month. The 
O. D. T. said commercial vehicle owners with no idle equipment 
were not required to submit such reports. It said the purpose 
of the monthly report requirement was to enable it to determine 
what proportion of the nation’s commercial vehicles were ac- 
tually in use and how many trucks, busses, etc., were not in 
use and might be available for essential war or civilian trans- 
portation work. The reports, it said, should be made on O. D. T. 
form CWN-3, obtainable at the vehicle owners’ local O. D. T. 
district offices. 


BUSSES, TRUCKS AND O. C. D. 


Director Eastman has announced establishment by the O. 
D. T., in collaboration with the Office of Civilian Defense, and 
under an agreement by the army, the navy and the O. C. D. to 
provide supplementary transportation in periods of emergency, 
of a plan for mobilization of commercial vehicles to augment 
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facilities of local civilian defense councils in the event of war 
emergency or public disaster. 

“The initial organization,” the O. D. T. said, “will probably 
call for the mobilization of 50,000 busses and trucks in the stipu- 
lated areas (the areas of the Atlantic, Gulf and Pacific coasts 
and the Great Lakes region). That number will be increased, 
if experience proves it necessary. It is assumed that in the 
event of bombings or other disasters local services in most cases 
will be adequate to meet local problems. However, O. D. T. 
machinery must ‘stand by’ and be fully prepared to swing into 
action when needed.” 

Mr. Eastman said district O. D. T. managers would be in 
charge of the mobilization machinery in their respective terri- 
tories; that a general working agreement for exchange of in- 
formation would be established between O. D. T. and O. C. D. 
regional managers; and that, when an emergency occurred, a 
small group of competent men would assemble at O. D. T. head- 
quarters and remain on call. This group, he added, would in- 
clude a bus operation and truck operator, a road service man 
who would know where emergency service could be supplied, 
and the liaison officer of the civilian defense council who would 
be in contact with the O. C. D. control center. 

“Typical uses to which O. D. T.-mobilized vehicles may be 
put,” he said, “include the transportation of troops, of evacuees 
from damaged areas, of injured or wounded persons, of fuel, 
foodstuffs, blankets and medicines. . . . Participating operators 
upon application supported by records of mileage and gallonage 
used in emergency mobilization purposes will be issued supple- 
mental Certificates of War Necessity for presentation to their 
respective O. P. A. rationing boards.” 


TRUCK INFORMATION OFFICES 


The Office of Defense Transportation has announced 
approval by it of the establishment of Joint information offices, 
for motor carriers engaged in over-the-road transportation of 
property, at Port Huron, Mich., Rochester, N. Y., Youngstown, 
O., and St. Louis, Mo. It designated the office managers and 
addresses as follows: Ralph Miller, 1231 Twelfth Ave., Port 
Huron; Morris A. Staples, 15 Circle St., Rochester; Merle 
Fullerton, 220 Hubbard Road, Youngstown, and William L. 
Patterson, Room 228, Claridge Hotel, St. Louis. 


0. D. T. CONTROL OF SCHOOL BUSSES 


The Office of Defense Transportation announced, Jan. 21, 
that it had begun mailing of applications for continuation of 
Certificates of War Necessity for the operation of school busses 
to local school authorities throughout the country. The O. D. T. 
cited a statement of policy by Director Eastman, that “mileage 
and gasoline allowances certified after Feb. 1, 1943, will depend 
upon demonstrated proof, presented in applications therefor by 
school authorities, showing the extent of adjustment of school 
transportation service in accordance with the policies pre- 
sented.” 


VIRGINIA RECIPROCITY AGREEMENT 

The attorney general of Virginia, and the members of Vir- 
ginia’s Reciprocity Board, have met with Director Eastman at 
the Office of Defense Transportation, “to explore” the situation 
growing out of the protests of surrounding states against the 
provisions of the reciprocity agreement which Virginia offered 
to other states (see Traffic World, Jan. 2, p. 25). The agree- 
ment required registration of out-of-state motor vehicles, pay- 
ment of 2 per cent on the gross receipts of all carriers earned 
in Virginia, and purchase of fuel by carriers, in Virginia, suffi- 
cient to cover the mileage traveled in that state. 

The conference with Director Eastman came at the end 
of the two-week period during which, it was understood, the 
authorities of Virginia had made no attempt to put into effect 
the legislation, as embodied in the reciprocity agreement, which 
was to have been effective Jan. 1. 


CURTAILMENT OF TRAVEL 


Director Eastman, of the O. D. T., in a letter to other 
federal government agencies has asked those agencies to assist 
the O. D. T. in its efforts to curtail unnecessary civilian travel, 
by the effectuation of three specific proposals. 

The steps recommended by Mr. Eastman were: (1) 
scheduling of annual leaves of government employes, between 
Jan. 15 and Dec. 15, 1943, so as to begin and end in the middle 
of the week and so as to avoid holiday travel periods; (2) 
reduction of government business travel to a minimum, and 
(3) careful evaluation by agency heads of all requests for 
speakers at conventions, trade shows, and sales meetings with 
restriction of federal representation to “only the most essential” 
of such meetings. 

“The appearance of federal representatives at such meet- 
ings,” said Mr. Eastman in his letter, “is known to stimulate 
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attendance and often provide the major reason for the meet- 
ing. We are aware that some meetings advance the war 
effort; others provide a bona fide opportunity for dissemination 
of vital government information and as such are justified. [| 
request, however, that a careful evaluation be made of the 
purpose and need of federal representation at meetings to the 
end that only most essential requests for appearances will be 
filled. I may say that I recognize the need for such an evalua- 
tion in my own Office.” 


TRUCK MANPOWER PROBLEMS 


Functions of local labor-management committees recently 
appointed in 25 “critical” cities by the national labor-manage- 
ment committee of the for-hire trucking industry have been 
extended to include consideration of the need for training new 
personnel and consultation with selective service officials con- 
cerning the draft status of men holding “critical” jobs in the 
industry, according to the Office of Defense Transportation, 

The O. D. T. said that in a conference of the labor-manage- 
ment committee with O. D. T. officials, spokesmen for the 
employers and employes agreed that shortages of maintenance 
men and tank truck drivers constituted the primary manpower 
problem of the for-hire trucking industry. It reported that 
manpower for other essential hauling was being recruited from 
within the industry and that drivers of light vehicles were being 
encouraged to remain in trucking by offers of transfers to 
heavier operations in which they required only slight training. 
The industry’s national labor-management committee approved 
a “master training program,” the O. D. T. said. 


BUS MANPOWER REQUIREMENTS 


Otto S. Beyer, director of the O. D. T. division of trans- 
port personnel, on Jan. 20 issued a report on inter-city bus 
lines’ manpower problems and requirements, based on a sur- 
vey of 73 bus companies, “representing 65 per cent of the 
industry’s employment,” by United States Employment Service. 
He said 48 of those companies anticipated employment of 2,699 
workers to fill new jobs in the next six months, 23 companies 
expected no increase in employment, and only two expected 
to lay off employes. 

A 4% per cent increase in bus line personnel would be 
required by February, as compared with last November, and a 
5.3 per cent increase over the latter month’s total would be 
required by November, 1943, the reporting companies pre- 
dicted, according to Mr. Beyer’s report. He said this would 
bring total employment in the industry to 48,109 employes next 
— as compared with 45,670 employes in November, 
1942. 

“Details furnished by 17 of the companies disclosed a need 
for’ 2,372 employes during the next six months,” he said. “Of 
these, unskilled workers constituted 4.4 per cent; bus drivers, 
23.5 per cent, and mechanics and clerical workers comprised 
a large part of the remainder.” 


TRUCK COORDINATION CONFERENCES 

An attempt to bring about pooling of traffic and equipment 
among motor carriers operating generally over the same routes 
will be made at a series of closed conferences to be held at the 
Blackstone Hotel, Chicago, next week. John L. Rogers, director 
of the motor transport division, O. D. T. will preside. Prepar- 
atory to the conferences, questionnaires have been sent to the 
operators concerned, in an attempt to ascertain the directional 
flow of traffic and the amount of empty and partially empty 
mileage of trucks. 

Operators offering service between Chicago and Detroit 
will meet with Mr. Rogers, January 25; between Chicago and 
St. Louis, January 26; between Chicago and Indianapolis, 
January 27; between Chicago and Louisville, January 28, and 
between Chicago and St. Paul-Minneapolis, January 29. The 
Chicago area was chosen as the first in which to attempt the 
voluntary coordinations. It was said that, should success attend 


the attempt there, similar conferences would be held in other 
areas. 


EASTMAN ON MOTOR TRUCK MILEAGE 


Speaking to the National Council of Private Motor Truck 
Owners at New York, Director Eastman of the Office of De 
fense Transportation said that there was need for a cut In 
1943 motor truck mileage to 60 per cent of the 1941 figure. 
Enforcement procedures of O. D. T. would be considerably 
strengthened, he told the truck owners, because only by strict 
regulation would it be possible to eliminate all possible mileage 
in the face of the threatened shortages of rubber, manpowe!, 
gasoline, and repair parts. 

The principal savings to be expected in 1943, Mr. Eastman 
said, would be eliminated of services, elimination of waste In 
services, and coordination between trucking operations and 
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milling company decided to estab- 
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part of its trading territory. The 
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Army Medical Corps are will ait the war! 


No matter what the needs of a 
shipper may be, the Illinois Central 
will spare no effort in helping to 
meet them. Our entire Traffic 
Department is functioning as a serv- 
ice organization for the duration, 
ready and eager to serve you in any 
transportation problem that may 
arise. Won’t you give us the oppor- 
tunity to prove that Illinois Central 
teamwork pays off? 
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The Illinois Central operates over these routes, 
connects with more than 150 other American 
railroads. Maintains offices all over America. 
Is manned by more than 40,000 trained and 
experienced warkers, equipped to Serve ship- 
per or traveler anywhere. 
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the railroads. Discussing O. D. T. order No. 21 in some detail, 
Mr. Eastman told the truck owners that imperfections in ad- 
ministration were inevitable and that justifiable complaints 
were to be expected. His staff, he said, was being expanded 
so that special problems could be considered. In connection 
with farm trucking problems, he pointed out that O. D. T. 
field offices had been relocated to be nearer points of contact 
with agricultural communities, and that O. D. T. had been 
able to coordinate its operations with those of the county war 
boards of the Department of Agriculture. 

In order to accomplish the maximum savings, Mr. Eastman 
told his audience, there would have to be cooperation and pool- 
ing in many instances, arrangements which would probably 
violate the anti-trust laws in normal times. But, he said, if 
these were ordered by the O. D. T. for war purposes, his office 
had assurances that they would not be regarded as violative 
of the antitrust statutes by the Department of Justice. 

In referring to the recent authorization of new tank trucks 
by the War Production Board, Mr. Eastman said he hoped 
that authorization for other types of trucks might be possible. 

His office, he said in closing, was a temporary war-time 
measure, and that it would be abolished when the need for it 
had passed. 


ST. LOUIS SHIPPER INFORMATION BUREAU 


The O. D. T. has established an information bureau at St. 
Louis to serve as a clearing house for shippers desiring to con- 
solidate their shipments as provided in O. D. T. General Order 
No. 18. The bureau was established largely through efforts 
of Carl Giessow, director of the St. Louis Chamber of Com- 
merce traffic bureau, the chamber says. Shippers desiring to 
consolidate their shipments with those of other shippers may 
submit to the bureau information concerning the kind of com- 
modity to be shipped, location of loading point, type of con- 
tainer, destination, total weight, and date shipment will be 
ready for loading, as well as the shipper’s name and the name 
of possible cooperating shippers. When the bureau learns that 
two or three shippers have shipments ready for movement to 
points in the same general direction, it will notify the ship- 
pers, who will then complete arrangements for consolidation. 
The chamber says the consolidators must work out the ar- 
rangements, and plan to comply with tariff and routing regula- 
tions, because the O. D. T. cannot lawfully assume responsi- 
bility beyond the interchange of information among shippers. 

The plan will operate for a trial period to determine its 
value both to shippers and carriers, and, if found successful 
in meeting maximum loading requirements under the order, 
probably will be used as a model for establishment of similar 
bureaus in other cities, says the chamber. 


BUS CONSERVATION 


O. D. T. regulations governing inter-city bus operations 
are saving more than 14% million tire miles a month, accord- 
ing to the Office of. Defense Transportation. Tire miles are 
computed on the basis of six tires to a bus. 

“A total reduction of nearly 2% million bus schedule miles 
monthly has been achieved through the application of general 


order O. D. T. No. 11 and thirty-four special orders,” said the 
O. D. T., adding: 


General order O. D. T. No. 11, which became effective July 1, 
‘“‘froze’’ inter-city bus routes, provided for the pooling of competitive 
services covering the same or parallel routes, and required the discon- 
tinuance of limited or express service, service to amusement places, and 
inefficient operating schedules as determined by certain average load 
standards. This has effected an estimated monthly saving of approxi- 
mately 1% million bus schedule miles. 

Thirty-four special orders, providing for the execution of joint 
action plans by inter-city bus operators, have eliminated almost a mil- 
lion bus schedule miles a month. These orders set forth the coordi- 
nation of specific inter-city bus operations through the pooling of 


services, staggering of schedules, exchange of operating rights and 
other action. 


The reductions in bus mileage are resulting in a substantial saving 
in equipment and spare parts, in addition to rubber. 


0. D. T. DEPUTY DIRECTOR 


Brigadier General Charles D. Young (U. S. A. inactive), 
formerly assistant director of the Office of Defense Transporta- 
tion, has been appointed deputy director of that agency. 

Director Eastman said that General Young would act for 
him, in event of his absence, on all O. D. T. matters requiring 
immediate attention. In addition, General Young would have 
direction and control, under Mr. Eastman, in all matters per- 
taining to the responsibilities of the Office of Defense Trans- 
portation as a claimant agency for domestic transportation un- 
der the controlled materials plan of the War Production Board, 
said he. Continuing, the O. D. T. said: 


General Young was One of the first executives appointed to the 
staff of O. D. T., upon its organization a year ago. He resigned as 
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director of the section of materials and equipment in February, 1949, 
when called to active duty with the supply division (G-4) of the Wa 
Department General Staff, where he served until the reorganization 
of the War Department last March. With the establishment of the 
Services of Supply, he was named director of procurement and djs. 
tribution. In July, 1942, having reached the age of 64, he was placeg 
in an inactive status and returned to O. D. T. as assistant director of 
the agency. 

Entering the service of the Pennsylvania Railroad in 1900, Gep. 
eral Young in 1932 was made vice president in charge of purchases, 
stores, and insurance. In 1938 he assumed the added duties of vice 
president in charge of Real Estate and Taxation. During the last 
war, he served with the Army Transportation Corps. He subsequently 
held a commission in the Engineer Corps Reserve, and his last assign. 


ment was Chief, Railway Section, under the Chief of Engineers, Uniteg 
States Army. 


Petroleum Transportation 


The O. D. T. issued a statement in which Director East: 
man said that the “achievement” of the railroads the week 
ended Jan 9 in dispatching a daily average of 822,000 barrels 
of petroleum to the east “in the dead of winter” brought the 
current goal of 900,000 barrels a day “in sight” and gave new 
hope that the goal would be reached soon. Mr. Ickes earlier 
had reported that the movement averaged about 824,000 bar. 
rels a day. Mr. Eastman ascribed “the achievement” of the 
week ended Jan. 9 to the following factors: 


1. The movement of 80 per cent of the traffic in solid-train lots, as 
against 65 per cent a month ago. The solid or ‘‘symbol’’ trains, con- 
posed of 40 to 60 oil-laden cars, move eastward much like passenger 
trains on fast through routes and schedules laid down by the O. D. T, 

2. The return movement of a greater number of empty cars, mov: 
ing in symbol trains. This improvement resulted largely from speedier 
unloading by receivers and faster switching by the carriers under an 
O. D. T. order calling for a drastic paring of loading, unloading and 
switching time, and also from the release of a large number of cars 
following a period of retarded unloading in the east. 

3. The continued efforts of the Petroleum Administration for War 
to organize the supply situation in the west and southwest so that the 
oil traffic to be moved could be accommodated by the symbol trains 
operating on fixed routes and schedules. 

4. The freezing by O. D. T. of approximately 70,000 cars in eastern 
service. This action prevented the capacity of the fleet from fluctuating. 

5. Further efforts by the carriers to improve the actual movement 
of symbol trains between the oil producing west and the oil consuming 
east. Seasonal declines in the rail traffic of other commodities made 
the operation somewhat easier. Mr. Eastman recalled recent assur 
ances of rail chiefs that they would make every effort to move more 
oil eastward. 


6. Somewhat more favorable weather conditions. 


There had been “unnecessary delay and confusion” in car- 
rying out a program for construction and conversion of barges 
for transportation of petroleum from oil producing areas in 
the southwest to the Atlantic seaboard states, said the so-called 
Truman committee—the Senate’s special committee to investi- 
gate the defense program—in an interim report. i 

It related that a committee appointed by the President, 
membership of which included Director Eastman, of the O. D. 
T., Petroleum Administrator Ickes, and others, had recom- 
mended in the spring of 1942 the conversion of existing bulk 
cargo steel barges for use in transporting oil, and the con- 
struction of 500 wooden barges and 100 wooden-hull tugboats 
as additional facilities for increasing the oil movement to the 
east. The President had approved those recommendations “by 
the end of July,” said the Truman committee. It discussed 
War Production Board decisions against allocation of motive 
power for the barge construction program, the action of the 
W. P. B. in limiting to 130 barges the program in which con- 
version of 259 steel barges had been recommended, and the 
efforts of the O. D. T. to obtain reconsideration of the W. P.B: 
decisions in the light of new data as to available engines for 
the tugboats. Continuing, the committee said: 


Up to December 31, 1942, contracts had been let by the Inland 
Waterways Corporation on behalf of the Defense Plant Corporation 
for the conversion of only 84 of the 259 steel bulk cargo barges .:: 
Little progress had been made on the conversion program. Only four 
barges with a capacity of 15,000 barrels each had been converted as of 
December 31, 1942. The explanation for the lack of progress assigned 
by the Office of Defense Transportation was that the conversion PI 
gram was being held up by financial and other restrictions imposed by 
the Defense Plant Corporation, which made it difficult to use available 
shipyard capacity. Late in November, Mr. Donald Nelson asked Mr. 
Jesse Jones either to modify the contract restrictions or to proceed by 
letters of intent... 


The committee report showed that subsequently the = 
P. B., after an examination of the steel and lumber supp!) 
situation, overrode objections of the Navy Department and the 
Maritime Commission and authorized construction of t i 
barges and towboats (see Traffic World, Dec. 19, p. 1479). + 
said the contracts for the construction of tugs, wooden barr 
and terminal facilities were to be let by the army engine 
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corps and financed by the Defense Plant Corporation, and that 
the army engineer corps estimated that the entire program 
could be completed by the summer of 1943. 

“The delay which occurred prior to the recommendations 
of the committee appointed by the President is most regret- 
table,” said the Truman committee, “but the delay which oc- 
curred after the matter had been studied by that committee 
and after its recommendations had been approved by the Presi- 
dent is inexcusable. The lengthy and frequent conferences 
which took place between the numerous agencies involved pro- 
duces many arguments but few decisions. .. There was simply 
too much talk and not enough action. Valuable time has been 
lost. If the barge program had been carried out expeditiously, 
the shortages of both fuel oil and gasoline in district 1 (the 
east coast region), particularly the southern and western por- 
tions thereof, would have been much less severe. The com- 
mittee recommends that no further delays be permitted to 
occur in this vital program.” 

Representative Curley, of Massachusetts, had introduced 
H. R. 1212, to provide for immediate construction of an oil 
pipeline from the Texas Gulf coast to the New York-Phil- 
adelphia area “of sufficient capacity to supply the oil require- 
ments for the eastern seaboard.” 

In an interim report, a committee composed of New Eng- 
land members of Congress has stated that the amount of petro- 
leum required in the six New England states is about 320,000 
barrels a day, while the amount transported into that area is 
about 220,000 barrels a day, and that the only relief foreseen 
at this time will be afforded on completion of the 24-inch Texas- 
to-Illinois pipeline, in February, when deliveries to the east 
will be increased by 120,000 barrels a day. 

Petroleum Administrator Ickes issued petroleum adminis- 
trative order No. 5, Jan. 21, banning tank car deliveries of 
gasoline to the east coast area so as to make more tank cars 
available for the delivery of fuel oil from the midwest and south- 
west to the east coast shortage area. He said the order did not 
affect the shipment of gasoline to the east by pipeline, barge, 
truck or other means, and that tank cars en route to the 17 
east coast states and the District of Columbia on the day the 
order was issued might complete deliveries. He said telegrams 
had been sent by the Petroleum Administration for War to 
all petroleum shippers affected by the order, advising them of 
its provisions. 

Deputy Petroleum Administrator Davies said civilians who 
were using their automobiles for essential driving would not be 
inconvenienced as a result of the order, if there was no increase 
in the present rates of gasoline consumption. 

The order provides that if anyone considers that compli- 
ance with it will work an exceptional or unreasonable hardship 
on him, he may appeal for relief to the P. A.W. The P. A. W. 
said all appeals muSt be filed in quadruplicate and must be 
addressed to the director of petroleum supply. Petroleum Ad- 
oe for War, South Interior Building, Washington, 

Reports to the Petroleum Administration for War showed 
that in the week ended Jan. 16 the rail movement of petroleum 
and its products to the east coast area (district No. 1) averaged 
818,331 barrels a day, and that 26,520 tank cars were used in 
the week in delivering the oil shipments. 

In an address before the Wisconsin Petroleum Association, 
meeting in Milwaukee, Jan. 21, Petroleum Administrator Ickes 
said that ‘‘a very large part” of the slack resulting from the 
withdrawal of tank cars from the middle west to service in 
the east had been taken up by the increased use of tank trucks. 
He said the oil industry had made every possible effort to 
complement the existing pipeline, waterway and rail terminal 
facilities with motor transport deliveries by short hauls to the 
ultimate consumer. One tank truck was equal, on the average, 
to six tank cars in the volume of work performed, and there 
had been instances in which one motor truck had been the 
equivalent of as many as 25 tank cars, he said. He observed 
that, within the last year, Wisconsin had permitted truck loads 
to be increased from 2,000 to 4,000 gallons, and added that this 
was still below the volume permitted in neighboring states. 
Absence of reciprocity between states had been a deterrent to 
the full use of the motor transport capacity that was available, 
he said. He said construction of nearly 1,000 oil semi-trailers 
for use chiefly in the midwest had been approved. 


“There are trucks in the states of Illinois and Michigan 
which could be placed in service as needed, hauling to Wiscon- 
sin points,” he continued. “Your regulations, however, call 
for the payment of a full annual license fee, even though the 
truck might be engaged in Wisconsin service for only a few 
days, or for two or three weeks. I am sure that you can 
appreciate that a transportation company, the rates of which 
are controlled by various commissions as well as by price 
ceilings, cannot adjust its costs upward to cover the expense 
of a license fee so that it can receive sufficient revenue from 
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a few days’ work to pay a full year’s fee. Our only alternative 
is to permit Wisconsin to draw upon our critically limiteg 
supply of tank cars and to make an inefficient use of them 
out of respect to a somewhat archaic principle of state's 
TISAtsS. 5 

Petroleum Distribution Plan 


The supply and industry committee of the Petroleum Ip. 
dustry Committee for District 2, of which C. R. Musgrave, vice. 
president Phillips Petroleum Company, is manager, has pre- 
pared a tentative plan for the control of “mobile transportation” 
of petroleum products in the fifteen states comprising the dis. 
trict. The proposal comprises the creation of areas within the 
district in each of which supplies, in effect, will be pooled and 
from each of which shipments to other areas will be permitted 
only when surpluses exist. The purpose of the plan is to make 
fuller use of the pipelines and to route distribution from pipe- 
line outlets in each area so as to require the minimum use of 
tank cars. Generally, it will permit the distribution from those 
outlets by tank trucks. The number of tank cars now in petro- 
leum service in the district is 12,000, as compared with 42,000 
a year ago. It is expected that the adoption of the proposed 
plan or some modification of it will permit the shifting of at 
least another 1,000 tank cars to other service. 

Another goal of the proposed plan is so to arrange the pe- 
troleum traffic that such surpluses as may develop, will exist 
at shipping points most convenient for movement to District 1, 
the eastern seaboard. The result, it is hoped, will be that, for 
instance, the surpluses, if any, will develop at Chicago, where 
movements to the east by Great Lakes tankers, in the season 
of navigation, will be possible,:-instead of at St. Louis, where the 
haul to the east would have to be by rail, or by a combination 
of river barge and Great Lakes tanker. 

According to Frank Phillips, president, Phillips Petroleum 
Company, chairman of the general committee for District 2, the 
plan was designed to “coordinate available supplies with mar- 
ket requirements utilizing to a maximum all existing transporta- 
tion facilities and minimizing the employment of mobile trans- 
portation.” The plan, he said, would “prohibit inter-area ship- 
ments unless exceptions have been granted,” and would “provide 
that supplies of petroleum products will be made available 
within the areas from the nearest source of supply.” 

Copies of the proposed plan have been sent to members of 
the industry in the district for comment and criticism. They 
have been asked to make these not later than January 21, and 
urged to review the plan “in the light of the urgent necessity 
for this industry to do its full share in the war effort even 
though adoption of the plan may mean disturbances in present 
methods of operation.” The members of the industry should 
think more about “making the plan work” than the way in 
which it may affect their individual operations. 

Those in charge of drafting the plan see in it an industry 
contribution to the elimination of cross-hauling and circuitous 
routing. It was admitted that the pooling of the supplies in 
the circumscribed areas might reduce the significance of trade 
names in the retail field, but there was the hope that the suc- 
cessful accomplishment of such a job in the petroleum field 
might furnish some encouragement to others, in other fields, to 
make a similar effort. Mr. Musgrave stressed statements from 
the O. D. T. and the petroleum coordinator that the industry 
would have to do something of the kind voluntarily if it wanted 
to avoid orders from those governmental agencies. 


District 2 covers the states of Ohio, Illinois, Indiana, Mich- 
igan, Kentucky, Tennessee, Wisconsin, Minnesota, North Da- 
kota, South Dakota, Iowa, Nebraska, Kansas, Missouri and 
Oklahoma. The tentative plan calls for the formation of 26 
areas in the district for the distribution of gasoline, kerosene 
and distillates, and 11 areas for the distribution of petroleum 
residual fuels. 


Introductory paragraphs to the draft of the plan sent to the 
industry were as follows: 


In the conduct of this analysis individual company costs, shipping 
areas, normal supply points, etc., have been utterly ignored. The plan 
worked out recognizes total consumption on the one hand and total 
product availability on the other. It will be necessary that individual 
companies buy, sell, trade, or exchange to secure their local require 
ments if they do not happen to be one of the organizations with a basic 
supply point in a particular supply and distribution area. An integral 
part of the workability of any such supply and distribution plan 1s 
that products and loading facilities will have to be made available 
equally to all original suppliers in each supply and distribution area. 
There can be no discrimination with respect tg availability of either 
products or facilities. 

This plan is far-reaching in its influence upon the industry and in- 
dividual units thereof. There is much about it that must be recognized 
as socialistic in trend. Profits of some companies will be advantageously 
affected while others will be adversely affected. This seems inescapable 
if the true objective is to eliminate utilization of mobile transportation 
facilities to as large an extent as possible. Because of the far-reachiné 
influences of any such plan, it is highly desirable that the full impli 
cations be understood and appreciated. 















































































WORLD January 23, 1943 


ternative 
’ limited 
of them 
f state's 


leum In- 
ave, vice- 
has pre- 
ortation” 
x the dis- 
vithin the 
ooled and 
permitted 
; to make 
rom plpe- 
im use of 
rom those ata 
in petro- 

ith 42,000 Pe pei tt: 
Proposed 
ting of at 






ge the pe- 
will exist 
District 1, 
> that, for 
ZO, where 
the season 
where the 
ymbination 


Ween 


Petroleum 
trict 2, the 
with mar- 
ransporta- 
bile trans- 
-area ship- 
ld “provide 
» available 


nembers of 
ism. They 
ry 21, and 
it necessity 
effort even 
_ in present 
stry should 
the way in 


First, it was wilderness . . . savage Indians. 
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But the railroads fought through and won. 
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Petroleum and Rubber Controls 


Waste of time, gasoline and rubber created by improper 
traffic signal systems “represent a direct contribution to the 
Axis, which can no longer be condoned.” Director Eastman, 
of the O. D. T. declared at a conference of street traffic 
exports, January 14. 

The meeting was called by Mr. Eastman to formulate a 
nation-wide program for adjusting or eliminating stop-and-go 
lights to meet war-time conditions, in which private automobile 
traffic had been drastically reduced, said the O. D. T. 

‘the Petroleum Administration for War has issued its pe- 
troleum administrative order No. 4, effective Jan. 23, regulating 
hours of operation of service stations throughout the country. 

‘The P. A. W. said the order required service station dealers 
to eiect to operate on one of two schedules: (1) The station 
may stay open not more than 72 hours a week, and for not 
more than 12 hours a day, or (2) the station must stay open 
24 hours a day for seven days a week. It added that the 24- 
hour-a-day alternative would permit so-called ‘‘truck stations” 
to serve common carrier trucks and other “I” ration card hold- 
ers. Continuous operation was required of such dealers so 
as to effect maximum service from the stations, said the 
P. A. W. 

A dealer electing to operate 72 hours a week, it contin- 
ued, must serve all customers for not more than 12 hours in 
any one day, with no operating period of less than two consec- 
utive hours permitted, and must maintain his schedule for at 
least seven consecutive days before changing to the 24-hours- 
a-day, 7-days-a-week basis. The P. A. W. added that if a 
dealer elected to operate 24 hours a day, he must serve all 
customers for 12 consecutive hours for six days of the week, 
with service in the remaining periods limited to ‘“T” card 
holders, and must maintain that schedule for at least 30 consec- 
utive days before changing to the 72-hours-a-week system. 


In an east coast petroleum supply bulletin issued Jan. 19, 
Deputy Petroleum Administrator Davies said that first ship- 
ments of fuel oil for home heating use, in drums made avail- 
able by the army, were then en route from Texas refineries 
to New England. Federal Loan Administrator Jones, he said, 
had agreed to absorb “extra” expense involved in the shipment 
of fuel oil in drums. 

By petroleum administrative order No. 3, implemented by 
amendment No. 29 to O. P. A. ration order No. 11, effective on 
Jan. 18 and until April 1, unless sooner revoked, the P. A. W. 
and the O. P. A. have tightened control over the use of fuel 
oil for non-heating purposes my commercial, industrial and 
governmental consumers in district No. 1, consisting of 17 
eastern seaboard states. The orders prohibit deliveries of fuel 
oil to the consumers in those three groups whose current three- 
months fuel oil ration for uses other than space-heating and 
hot water purposes exceeds 9,000 gallons, unless the consumer 
uses fuel oil exclusively in any of the “essential operations” 
listed in schedule A, attached to the orders. Among those listed 
in schedule A are the following transportation services: Ur- 
ban, suburban and interurban common or contract carriers 
of passengers or freight, including terminals; railways, includ- 
ing terminals; waterborne shipping, including locks and termi- 
nals; airports and airfields; oil pipelines and pumping stations; 
maintenance and repair yards or shops used exclusively for 
the maintenance or repair of the transportation services named. 


Asphalt Transport Restrictions 


Petroleum administrative order No. 3 also contains the 
following restrictions on production and movement of asphalt: 


(1) No person may deliver or otherwise supply asphalt from outside 
district 1 to any person within district 1, and no person within district 
1 may accept delivery of asphalt from outside district 1, except where 
the delivery of such asphalt does not involve the use of a tanker, 
barge, tank car, tank truck or tank trailer; Provided, that the delivery 
of any asphalt loaded on an interstate common carrier on the effective 
date of this order may be completed. 

(2) No refiner within district 1 may produce asphalt, and no person 
may accept delivery of asphalt from any refiner within district 1 where 
he knows or has reason to believe such asphalt was produced after the 
effective date of this order. 


After Senator Gillette, of Iowa, chairman of the Senate 
agriculture subcommittee investigating the synthetic rubber 
program, had stated in a hearing held by that subcommittee 
that plans had been “seriously advanced” to take all bus and 
truck traffic off the roads because of the rubber shortage, Com- 
missioner Rogers, director of the O. D. T. division of motor 
transport, said, Jan. 21, that the O. D. T. had no information 
about any plans of that nature. At the office of Rubber Direc- 
tor Jeffers it was stated, likewise, that that office knew of no 
plans to eliminate truck and bus traffic on the highways, but 
that curtailment of such traffic was a possible eventuality in 
event of a substantial aggravation of the rubber shortage. 
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Senator Gillette said that representatives of various goy- 
ernment agensies interested in war production had asked him 
recently to undertake “open, active development of the syn- 


thetic rubber and alcohol picture.” He said Canadian manutfac- 
ture of synthetic rubber was far in advance of that in the United 
States. In this country, he said, the rubber situation was now 
more critical than it had been when the subcommittee held 
hearings in the summer of 1942. 

Senator McNary, of Oregon, said Chairman Nelson of the 
War Production Board had submitted information to him sey- 
eral months ago showing large exports of raw and finished rub- 
ber to South America and Canada. 

Senator Wheeler, of Montana, urged that a report on ship- 
ments of rubber from the United States to Russia, Great 
Britain and other countries be made to Congress. He said that 
if Great Britain was still getting rubber from Ceylon, he could 
not see why the United States was still shipping rubber to 
Great Britain. He cited a War Production Board report, is- 
sued in July, 1942, showing that estimated exports of rubber 
from the United States to Russia, the British Empire, South 
American countries and Canada would total 117,000 tons for 
1942, and 110,000 tons for 1943. He observed that Russia had 
not severed trade relations with Japan. 


Use of U. 8. Automobiles 


Allegations that passenger automobiles provided by the 
federal government for use by officials in connection with their 
official duties have been used for private purposes in Washing- 
ton have resulted in investigations of the practices by the Bu- 
reau of the Budget and the congressional joint committee on 
reduction of nonessential federal expenditures of which Sena- 
tor Byrd, of Virginia, is chairman. 

Against the background that the ordinary citizen was be- 
ing requested by federal agencies to conserve the use of his 
automobile, radio broadcasters in Washington recently began 
criticizing federal officials for permitting use of their govern- 
ment cars for private purposes. License numbers of such cars 
were used by the broadcasters, and, as these numbers usually 
are small and frequently are known in connection with the 
officials who have the cars, gossip followed in which names 
were used. 

One story that has been told is that the wife of a promi- 
nent federal official telephoned a radio broadcaster who had 
used the number of the official’s car as having been seen stand- 
ing in front of a department store, that she had had to have 
her husband ride with her on her shopping tours so that the 
use of the car would be “legal,” and was indignant that his 
time had to be wasted in such manner. 

Regulations governing the use of cars provided by the gov- 
ernment for its officials, according to information obtained at 
Senator Byrd’s committee, forbid the use of such cars for pri- 
vate purposes except in the case of cabinet officers. They may 
use the cars assigned to them to go to teas, etc. 

The Bureau of the Budget is said to be getting up a new 
set of regulations. Senator Byrd’s committee expects to make 
a report on the subject shortly. 


MOTOR CARRIERS’ CREDIT CARDS 


Serious doubt had arisen in the motor carrier industry as 
to the authority of Petroleum Administrator Ickes to issue the 
directive eliminating the use of credit cards for the purchase 
of gasoline or motor vehicle supplies from filling stations, said 
J. F. Rowan, executive secretary of the Household Goods Car- 
riers’ Bureau, in a letter to Paul A. Best, assistant director 
of marketing in the Petrcleum Administration for War. A 
notation on the letter showed that copies of it had been sent 
to members of Congress, the War and Navy Departments, and 
Chairman Nelson of the War Production Board. 

Mr. Rowan’s letter said the question of Mr. Icke’s authority 
with respect to use of credit cards had arisen after the Office 
of -War Information had made public a letter from Chairman 
Nelson to Mr. Ickes, outlining the division of responsibility 
between the W. P. B. and the Petroleum Administration for 
War in connection with actions affecting the petroleum In- 
dustry. Mr. Rowan said Mr. Nelson’s letter did not indicate 
the P. A. W. was involved or held responsible for oil industry 
problems affecting competitive operations. 

“The directive,” he said, “is merely a subterfuge means 
employed by the majority of suppliers in forcing their will 
upon the minority with respect to the credit card arrangement 
at the expense of motor common carrier transportation, in pub- 
lic interest.” 

Petroleum Administrator Ickes announced, January 21, that 
he had amended his petroleum directive No. 62, placing restric- 
tions on the use of credit cards at gasoline filling stations (see 
Tra‘fic World, January 9, p. 84), so as to exempt from the 
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Bread... ror A WORLD AT WAR! 





Tue peaceful prairies of the Dakotas 
and Western Canada may seem a long 
way from the far flung battle fronts where 
our men are defending the democratic 
way of life... yet they, too, are in the 
“front lines’, for from their fertile acres 
comes the wheat that is feeding not only 
our men, but our many allies as well. 


This vast prairie country, long known 
as “the bread basket of the world’’, will 
begin the harvesting of another crop of 
golden grain before many months have 
gone by. Millions of bushels of this grain 


will be brought to the mills by the Soo 
Line—a railroad that many years ago 
was built to give an outlet to these un- 
ending acres. 

Our first thought will be to serve the 
nation, in the transportation of all com- 
modities pertaining to the war program. 
With your cooperation, we can do that, 
and at the same time take care of most 
of the demands of commercial shippers. 
For schedules and helpful, planned assist- 
ance in meeting your traffic problems, 
consult your nearest Soo Line Agent. 
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provisions of the directive the following three classes: (1) 
vehicles owned by federal, state or local governments; (2) 
motor boats used commercially, and (3) motor vehicles dis- 
playing “‘T’ ration stickers (trucks, busses and other commer- 
cial motor vehicles). 

The amended directive, effective February 1, said Mr. Ickes, 
provided that except as to the three exempted classes retail 
gasoline marketers or suppliers might not “grant or accept 
or participate in the granting or accepting, directly or indi- 
rectly, of credit in connection with the sale of any petroleum 
product.” Deputy Administrator Davies said: 


The intent of the original directive was to enable marketers to 
reduce bookkeeping and personnel, so saving manpower and costs. The 
intent remains the same; the amendment exempts motor vehicles dis- 
playing ‘‘T’’ ration stickers, commercial motor boats and governmental 
operations, in view of the peculiar requirements of these classes, and 
at the same time tightens the general restrictions. 


GENERAL TIRE GUAYULE PLANT 


The General Tire and Rubber Company has announced 
that it will operate a guayule mill to be constructed in Mexico 
to provide annual production of 10,000 tons of rubber, all to 
be shipped to the United States. William O’Neil, president, 
said that, by agreement with the Mexican government, the 
proposed mill would be controlled by a company dominated 
by Mexican interests, in which General Tire would have a 
financial interest. Thousands of acres of land on which wild 
guayule shrubs exist have been leased, and the company has 
made requests to the Board of Economic Welfare for alloca- 
tion of priorities for machinery necessary in operating the 
plant, he said. 


GASOLINE FOR TRUCKS 


The Office of Price Administration has ordered a reexami- 
nation of rations issued through old type 100-gallon bulk cou- 
pons to large users of gasoline. These old type coupons, which 
were supplanted by a new type coupon when gasoline rationing 
became nation-wide last December 1, will be void, effective 
January 22, under provisions of amendment No. 14 to ration 
order 5-c, said O. P. A. 

Persons who hold such coupons may apply to an O. P. A. 
war price and rationing board for an exchange, but new bulk 
coupons will be issued strictly on the basis of a restatement 
of minimum requirements. 

Bulk coupons, the O. P. A. explained, were used by owners 
of trucks and fleets, and by operators of non-highway equip- 
ment such as tractors, excavators and gasoline engines. Bulk 
coupons permit the transfers of large quantities of gasoline 
without the inconvenience of handling small denomination cou- 
pons, said O. P. A. 


TRUCK TRAILER PRODUCTION PLANS 


Production of more than 250,000 trailers, including sizes 
from the smallest to the largest, called for in the tentative 1943 
program for military pneumatic tire trailers, the truck trailer 
industry advisory committee of the War Production Board was 
informed at a recent meeting with W. P. B. officials, according 
to a W. P. B. announcement. The actual numbersto be built was 


still under study, it was said. The announcement continued as 
follows: 


The availability of replacement parts for truck trailers was dis- 
cussed and a subcommittee was appointed to confer with the War 
Production Boards automotive division on replacement part problems. 
Measures for the conservation of critical materials in the manufacture 
of logging trailers were suggested Ly the committee. These will be 
applied in the production of trailers of this type. 

The committee was informed about the authorization for the pro- 
duction of additional semi-trailer petroleum tanks under the terms of 
supplementary limitation order L-l-g as amended January 6, which 
raised the number authorized from 300 to 800. Production is being 
expedited to help relieve the oil transportation shortage. 

Integrally-built passenger carrier trailers and passenger carrier 
bodies for mounting on trailer chassis have been placed under the 
jurisdiction of the transportation equipment division, the committee 
was informed. 

The next meeting of the truck trailer industry advisory committee 
will be held in Washington on February 11. 


CHEVROLET TRAINS WOMEN 


The Chevrolet division of the General Motors Corporation 
has begun a nation-wide program for training women to work 
as automobile lubricators. The company will set up a number 
of schools to train the women, who will take jobs now held by 
men, thus making men available to serve in the armed forces 
or as automotive mechanics, it says. ‘Twenty-three women 
graduates of a test school established at Oakland, Calif., have 
received employment as lubrication rack attendants and have 
been judged fully qualified for the work by their employers, 


— E. Holler, general sales manager for the company, 
said. 
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Questions and Answers 


s In this column will be answered questions of both legal and 

practical nature that confront persons dealing with trafic. 4 
specialist on interstate commerce law, who is a member of our spe- 
cial service department, will give his opinion in answer to any sim- 
ple question relating to the law of interstate transportation of 
freight. The same man, with long experience and wide knowledge, 
will answer questions relating to practical traffic problems. We do 


not desire to take the place of the traffic man but to help him in 
his work. 


The right is reserved to refuse to answer im this column any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investiga- 
tion herein contemplated. If a more comprehensive answer to a 
question is desired than is thought proper for this column, the 
department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or 
questions from nonsubscribers. 

Address Questions and Answers Department, 
Traffic Service Corporation, Harle Building, Washington, D. O. 
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Tariff Interpretation—Application of Minimum Rates to 
Through Rates Made by Use of Arbitraries 


Massachusetts.—Question: Your opinion on the following 
matters of tariff interpretation will be greatly appreciated. 

The first question concerns the application of that part of 
Middle Atlantic States Motor Carrier Conference M. F.-I. C. C. 
No. A-53, which publishes minimum class rate restrictions. In 
respect to a class rate to which has been added a flat arbitrary, 
does the minimum class rate tariff apply to the class rate or 
to the total of the arbitrary and the class rate. If not to the 
latter, would it apply to the total of a class rate and a class 
arbitrary? The same tariff bureau’s M. F.-I. C. C. No. A-88 on 
page 29 shows arbitraries under notes 27 to 31. Is the class 
rate or the total of the class rate and arbitrary subject to 
the minimum class rate restriction? Your attention is directed 
to the opening sentence in the item carrying notes 27 to 31, 
which reads as follows: 


Where reference is made to the following notes, through class rates 
for local or joint hauls via Consolidated Motor Lines will be constructed 
as provided below. 


Does this connote the total is the through class rate and 
consequently the total is subject to the minimum class rate 
restriction ? 

Our second question relates to Item 5-A of M. F.-I. C. C. 
No. A-53, mentioned above. To which ‘Rule 5” does the item 
refer? There is a Rule 5 in M. F.-I. C. C. No. A-53, which 
might apply, and then the tariff may have reference to Rule 5 
in the same bureau’s tariff M. F.-I. C. C. No. A-88. 

Answer: In our opinion, the sum of the base class rate and 
the arbitrary is subject to the minimum class rate provisions 
published in the tariff to which you refer, as this figure repre- 
sents the through class rate referred to in the opening sentence 
in the item carrying Notes 27 to 31, which is quoted in your 
inquiry. 

Rule 5, referred to in Item 5-A of Middle Atlantic States 
Motor Freight Carrier Conference M. F.-I. C. C. No. A-53, is 
Rule 5 of that tariff, and not Rule 5 in M. F.-I. C. C. No. A-88. 


Routing and Misrouting 


INlinois.—Question: I would appreciate your opinion and 
reference to legal authority in connection with the following 
case. 

An order was placed with a common motor carrier to 
transport a truckload of material interstate from point “A” to 
point “B.” After the truck was loaded shipper discovered that 
instead of destination “B,” shipment was actually intended for 
destination “C.” On contacting the carrier, shipper was ad- 
vised that if the destination was actually “C”’ the combination 
of rates would have to be applied, since it would be necessary 
to turn over this shipment to another carrier at a designate 
intermediate point. Carrier claimed this was necessary in order 
to comply with the return load provisions of General Order 
O. D. T. No. 3. The shipper agreed to allow the shipment to 
go forward on that basis, but carrier signed a through bill of 
lading from point “A” to point “C,” without any restriction oF 
reference that shipment would be turned over to another Car. 
rier at a named intermediate point and that a combination of 
rates was to be assessed. i 

After the shipment had moved, as a result of the combina- 
tion of rates having been assessed, an overcharge claim was 
entered against the carrier by shipper’s traffic department. The 
carrier declined the claim on the ground that it was_misin- 
formed, since the truck was ordered for forwarding to destin@ 
tion “B,” whereas it was actually loaded for destination “C, 
a point considerably beyond destination “B.” ‘The carrier 
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HERE’S ALL YOU po: 


Call your local Railway Express Agency 
and ask for Air Express Division. 


Specify routing via AMERICAN AIRLINES. 
If your city is not served directly by 
American Airlines, Railway Express 
Agency will deliver shipment to us. 


Fill in American Airlines’ brief Shipper’s 
Letter of Instruction. This simple form 
will be supplied upon request to us or to 
Railway Express Agency. 


Fill out Export Declaration, indicating 
export license number (if one is needed). 
No commercial or consular invoices are 
necessary when you ship via AMERICAN 
AIRLINES. 


Prepay through carrying charges and 
standard valuation charges. 





The above points show how American 
Airlines’ simplified system of handling 
international shipments saves you work 
and saves you time. Whenever you ship 
by Air Express to points in Mexico, please 
remember that transactions are expedited 
when you specify—via AMERICAN AIRLINES. 





Shipping By International Air Express 
To Mexico Is Easy 


“Via AMERICAN AIRLINES” 





HERE’S WHAT WE po: 


Railway Express Agency will make pick- 
up—or will advise address of their office 
if you wish to take shipment there 
yourself. 


Railway Express Agency will deliver 
shipment to us for carriage to Mexico. 
Our service is direct; it involves nochange 
of carrier at border point. 


We prepare the International Waybill, us- 
ing Shipper’s Letter of Instruction as out 
authority. Your copy is returned to you. 


We handle outbound United States clear- 
ance for you and also clearance through 
Mexican customs. 


We pay customs duties and collect them 
from consignee upon delivery. 





AMERICAN AIRLINES ~. 


ROUTE OF THE FLAGSHIPS UNITING CANADA, U.S. A. AND MEXICO 
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further contends that its return loads originate in the vicinity 
of point “B,” and in order to comply with O. D. T. orders it 
did not want to have its truck go to destination “C’’ and return 
empty over approximately 125 miles. 

Our problem is this: 'The carrier is operating under claimed 
“grandfather” rights, since its case has not been finally adjudi- 
cated by the Interstate Commerce Commission. In its applica- 
tion the carrier claims rights to haul interstate throughout this 
whole general territory over irregular routes and publishes 
through rates to any and all points either by specific publica- 
tion, intermediate application or by a mileage scale. The rates 
are published in an individual tariff with no other carrier 
participation. 

In view of this and especially since the carrier signed a 
through bill of lading, can it now legally refuse payment of 
the overcharge in rate and can we legally withdraw our claim? 

Answer: While we are unable to locate decisions in point, 
it is our opinion that, as the shipper agreed to the forwarding 
of the shipment via the two-line route, the rate applicable via 
that route must be applied, notwithstanding that the bill of 
lading executed by the initial carrier did not provide for rout- 
ing via the two-line route. 


It is ordinarily the duty of the initial carrier to forward 
an unrouted shipment via the cheapest available route, but 
when the shipper has agreed to the forwarding of the shipment 
via other than the cheapest route, we do not believe that the 
failure to show the route via which the shipment is forwarded 
in the bill of lading, requires the application of a rate via a 
cheaper route. 


Tariff Interpretation—Application of Alternative an 
Intermediate Rules . 


Massachusetts.—Question: We have a problem of tariff 
interpretation involving Item 1012, Southwestern Lines Tariff 
No. 2-Y, Agent Peel’s I. C. C. No. 3459, and Southwestern Lines 
Tariff No. 252-A, Agent Peel’s I. C. C. No. 3360. We shall 
greatly appreciate having you offer an opinion as to the proper 
rating applicable on this shipment. 

The shipment is steel wire rope, weighing 28,678 pounds, 
from point “B” to Beaumont, Texas, shipped October 21, 1942. 
The rating applied by us was class 32%, carload minimum 
40,000 pounds, and the freight rate $1.19 cwt., by authority of 
—— Lines Tariff No. 252-A, Agent Peel’s I. C. C. 
No. 3360. 


The rate requested by the carrier is the specific commodity 
rate of 87 cents cwt., at a carload minimum weight of 60,000 
pounds, by authority of Item 1012, Southwestern Lines Tariff 
2-Y, Agent Peel’s I. C. C. No. 3459. 

There is an alternative and intermediate clause in South- 
western Lines Tariff No. 2-Y, Agent Peel’s I. C. C. No. 3459, 
from point “A” to Beaumont, Texas, and since point “B” is 
intermediate we maintain the correct rating applicable is 32% 
per cent of first class and the correct rate is $1.19, at the car- 
load minimum weight of 40,000 pounds. 

Answer: Item 1012 of Southwestern Lines Tariff No. 2-Y, 
Agent Peel’s I. C. C. No. 3459, publishes mileage rates on iron 
and steel, viz.: wire rope and wire strand, minimum 60,000 
pounds, to Beaumont, Texas. 

Item 10 of the above referred to tariff provides that if 
charges accruing under the class rates or under an aggregate 
of intermediate rule, published in Southwestern Lines Tariff 
No. 252-A, Agent Peel’s I. C. C. No. 3360, are lower than the 
charges accruing under the commodity rates in this tariff, from 
and to the same points via the same routes, the lower charges 
resulting from such class rates or the application of the rule, 
will apply. 

Item 990 of Southwestern Lines Tariff No. 252-A, Agent 
Peel’s I. C. C. No. 3360, publishes a class 32% rating as an 
exception to the Western Classification rating on wire rope, 
minimum 40,000 pounds, with the notation that if the Western 
Classification rating is lower, such lower classification rating 
will apply. The classification rating is higher. 

Item 2290 of Southwestern Lines Tariff No. 252-A, Agent 
Peel’s I. C. C. No. 3360, provides that when it is desired to ship 
from a point that is not named in the tariff, the rate to apply 
will be that from the next more distant point from which a 
rate is named to the point of destination. 


However, it is provided in Section 1 of Item 2290 that the 
unnamed point must be located not! more than 15 miles from 
such next more distant point and in Section 3 of that item that 
the provisions of this item will not apply to established rates 
from or to unnamed points outside of the states of Arkansas, 
Louisiana (west of the Mississippi River), Missouri (assigned 
Groups 1 to 461 on pages 61 to 64), New Mexico, Oklahoma 
or Texas. 

Unless point “B,” the origin, is within the territory covered 

(Continued on page 236) 
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Personal Notes 


Frank B. Baldwin has been appointed system valuation 
engineer for the Santa Fe Railway, at Chicago, succeed.ng Jo- 
sepn We.del, who retired after serving with the railroads more 
than 42 years. 

Charles L. Brown has been appointed commercial agent 
for the Erie Railroad at Toronto, Ontario. 

W. U. Appleton, formerly vice-president and general man- 
ager for the Canadian National, Atlantic region, has been ap- 
‘pointed vice-president for the region, and J. F. Pringle, for- 
raerly system chief of transportation, has been appointed gen- 
eral manager for the region. The appointments, made because 
of added supervisory administration necessitated by increased 
traffic in the maritime provinces, are both at Moncton, New 
Brunswick. J. P. Johnson has been appointed to succeed Mr. 
Pringle as chief of transportation for the company at Montreal. 

Harry Geisel, who retired last fall after 18 years as an 
umpire in the American Baseball League, has joined the Indian- 
apolis Forwarding Company as commercial agent at Indian- 
apolis, Ind. Eugene W. Miller has been appointed assistant 
to the president at Chicago. 

M. H. Meade has been appointed a member of the Board 
of Harbor Commissioners of Milwaukee, succeeding Richard 
S. Falk, who resigned. 

Directors of the United States Lines have elected Charles 
D. Gibbons treasurer and a member of the board. He takes the 
place of R. M. Hicks, vice-president and former treasurer, who 
has received leave of absence to serve as a colonel in the trans- 
port service of the U. S. Army. 

Herbert A. Byrnes, vice-president, W. O. Smith and Com- 
pany, has been reelected president of the New York Foreign 
Freight Forwarders’ Association. Others elected include: Vice- 
president, Fred Bennett, vice-president of M. J. Corbett and 
Company; treasurer, Joseph E. Lewis, Thomas Cook and Son; 
members, board of governors, Eugene Henningson, E. Hen- 
ningson and Company; Theodore Reeve, Lunham and Reeve; 
John Marin, Marin and Schaffer, each to serve for three years; 
member of the board for one year, Charles Grant, J. E. Ber- 
nard and Company. 

A. P. Warren has been appointed acting auditor for the 
Central Vermont Railway at St. Albans, Vt., succeeding A. B. 
Hopper, who received leave of absence as auditor to serve in 
the Canadian government for the war period. 

W. F. Schulten, general traffic manager, Pittsburgh Coal 
Company, will speak on “The Future of Transportation’ at 
a meeting of the Pittsburgh regional chapter of the Associa- 
tion of Interstate Commerce Commission Practitioners Jan- 
uary 25. 

E. R. Marsh has been appointed traveling freight agent at 
Kansas City, Mo., for the Wabash Railroad, succeeding H. L. 
Gilmore, who resigned. 

J. R. Hasson has been appointed traffic manager for the 
Meridian, Miss., plant of the Flintkote Company. 

Otto A. Rath has been appointed general freight agent, 
Chicago territory, for the George F. Alger Company. 

M. P. Hamby has been appointed traffic manager for the 
Dallas Cotton Exchange, succeeding Arthur J. Stone, who 
retired. 

Frank Henderson, American Dock Company, has been re- 
elected president of the Warehousemen’s Association of the 
Port of New York. It will be his fourth term. Others elected 
at the annual meeting January 19 include: Vice-president, E. W. 
Ford, Baker and Williams; treasurer, H. A. Stetler, Henry L. 
Stetler, Inc.; secretary, C. E. Hicks, New York Dock Company; 
members, board of directors, J. L. Cooke, Lackawanna Ware- 
house Company; F. A. O’Hara, Manhattan Refrigerator Com- 
pany; H. E. Simpson, Bowe-Morton Stores. Francis T. Leahy 
was elected executive vice-president. 

T. B. Otis, who has been acting superintendent of trans- 
portation for the Southern Pacific Lines in Texas and Louisiana 
and the Texas and New Orleans Railroad, has been appointed 
superintendent of transportation. G. M. Cage, who has been 
acting assistant superintendent, has been made assistant super- 
intendent. Headquarters of both are at Houston, Texas. 

Donald D. Dart has been appointed assistant general coun- 
sel for the Delaware and Hudson at New York. 


WAR RISK INSURANCE 
The War Shipping Administration in bulletin C-14 has pre- 
scribed war risk insurance rates covering export cargo on direct 
voyages, excluding shipments to United States territories and 
insular possessions. The bulletin cancels and replaces all pre- 
vious cargo rates applicable to export shipments except C-11. 
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Railroad Earnings 


Preliminary reports from 89 Class I railroads, represent- 
ing 82.7 per cent of total operating revenues, received by the 
Association of American Railroads, showed that those railroads 
in December, 1942, had estimated operating revenues amount- 
ing to $570,839,881, compared with $396,815,417 in the same 
month of 1941, or an increase of 43.9 per cent. 

Freight revenues of the 89 Class I railroads in December, 
1942, amounted to $433,720,487 compared with $320,879,937 in 
December, 1941, or an increase of 35.2 per cent, said the asso- 
ciation, adding: 


Passenger revenues in December, 1942, according to these prelimi- 
nary reports from the 89 Class I railroads, totaled $95,951,777 compared 
with $45,448,900 in December, 1941, or an increase of 111.1 per cent. 


Eastern District 


Thirty-five Class I railroads, representing 91.1 per cent of total 
operating revenues in the eastern district in December, 1942, had esti- 
mated operating revenues of $276,802.607 compared with $210,876,200 in 
December, 1941, or an increase of 31.3 per cent. 

Freight revenues of those railroads in December, 1942, amounted to 
$209,518,150 compared with $170,398,683 in December, 1941, or an in- 
crease of 23 per cent. 

Passenger revenues of those roads in December, 1942, totaled 
$48,011,789 compared with $25,484,827 in December, 1941, or an increase 
of 88.4 per cent. 


Southern District 


Seventeen Class I railroads, representing 66.9 per cent of total oper- 
ating revenues in the southern district, had estimated operating reve- 
nues in December, 1942, of $65,479,777 compared with $44,220,926 in 
December, 1941, or an increase of 48.1 per cent. 

Freight revenues of those railroads in December, 1942, amounted to 
$48,793,489 compared with $35,971,912 in December, 1941, or an increase 
of 35.6 per cent. 

Passenger revenues cf those roads in December, 1942, totaled 
$12,683,565 compared with $5,227,449 in December, 1941, or an increase 
of 142.6 per cent. 

Western District 


Thirty-seven Class I railroads, representing 77.9 per cent of total 
operating revenues in the western district, had estimated operating 
revenues in December, 1942, of $228,557,497 compared with $141,718,291 
in ‘Decemter, 1941, or an increase of 61.3 per cent. 
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Freight revenues of those railroads in December, 1942, amounted 
to $175,408,848 compared with $114,509,342 in December, 1941, or an 
increase of 53.2 per cent. 

Passenger revenues of those railroads in December, 1942, amounted 
to $35,256,423 compared with $14,736,624 in December, 1941, or an in- 
crease of 139.2 per cent. 


FLORIDA BARGE CANAL 


Representative Rankin, of Mississippi, has inserted in the 
Congressional Record a letter addressed to Governor Salton- 
stall, of Massachusetts, by C. P. Summerall, chairman of the 
Ship Canal Authority, of Florida, in which Mr. Summerall 
states that the inland water route formed by the Gulf and 
Atlantic intracoastal waterways is now open to traffic from 
Corpus Christi, Tex., to Trenton, N. J., “except for a short con- 
necting section across northern Florida comprising about 31% per 
cent of the total length of the waterway.” Mr. Summerall said 
construction of the connecting channel had been authorized 
by Congress in an act passed last July (see Traffic World, July 
25, p. 219), but that in the months since that time “either Con- 
gress nor the government has moved in the matter.” He con- 
tended that it was possible to construct the Florida barge canal 
and to “initiate barge traffic on a scale adequate to supply 
the eastern states (without rationing) within 10 months after 
the work is begun.” He said the Florida Ship Canal Authority 
was prepared to undertake the construction and to complete 
it in time to relieve “entirely” the eastern seaboard petroleum 
situation next winter, and that many construction firms had 
submitted proposals to build the barge canal with the use of 
their own existing and available equipment and without con- 
sequential amounts of critical materials or manpower. 

Congress would appropriate $44,000,000 for construction of 
the barge canal across Florida authorized in the act passed in 
July, 1942, under provisions of H. R. 1353, introduced by Repre- 
sentative Hendricks, of Florida. Speaking in support of the bill, 
Mr. Hendricks told the House members he believed he could 
convince them that construction of the canal were begun imme- 
diately, “our people who are having to do without fuel and 
without the things they need and also our military establish- 
ment can be provided with the fuel and other materials which 
are necessary, and this in a very short time.” 










and Springfield Gateways 


Providing a link in service routes to east, west, north and south, the 
Chicago & Illinois Midland Ry. plays an important part in moving 
wartime freight. Operating an entirely modern plant, including high- 
speed power and the latest in equipment, makes it possible to accord 
such shipments the service and careful handling so necessary in this 


critical period. 


To the shippers of war commodities or those for civilian use, the 
Chicago & Illinois Midland Ry. gladly makes the services and experi- 
ence of its staff available—whether or not C. & I. M. routing is 


employed. 


Vance H. Williams, General Traffic Manager, 709 Illinois Building, 


Springfield, Illinois. 


Dedicated to Victory 





CHICAGO & ILLINOIS MIDLAND RAILWAY 






7 











VORLD January 23, 1943 233 














amounted — =— — eo —eEE...aaLbh SS " 
41, or an 


amounted | 


— 1943 | 


od in the 
r Salton- 
thealie } than a million American boys are on foreign soil, on the high seas and in the 
Gulf and ‘ ‘ - 

ffic fron — | air. Many more will follow before the year is past. 
short con- 3 ‘ ° 
ee Those who remain at home are thankful they are engaged in a business 
erall sai | 

thorized 
orld, July i] 

~, — | the transportation of troops, ordnance, munitions, food supplies, and necessary 
irge canal 1) - 
to supply raw materials. 
iths after 


——_ | We have enlisted for the duration, and are resolved to carry our part 
complete i 


i | of the load. 
he use of 

hout con- } 

ruction of II The Nashville, Chattanooga & St. Louis Railway 
by Repre- 

of the bill, 


he could 
, : T FR 
yun imme- — ss Ney _ 














We enter the New Year with our Country at war on many fronts. More 





which is making a contribution vital to the successful prosecution of the war— 
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EXPORTERS 
ENCYCLOPAEDIA 


wm 


EDITION 


The 37th annual edition of the EXPORTERS’ 
ENCYCLOPAEDIA, which most export traffic 
men consider essential, has just been published. 


Saves Time, Trouble and Mistakes 


The Encyclopaedia gives complete and detailed consular 
regulations and fees, documentary requirements, govern- 
ment restrictions, shipping routes and regulations, radio 
and cable rates, parcel post and Air Express rules and 
rates, and all other data needed to make shipments to 
every country in the world. All carefully indexed under 
each individual country, 167 in all. 

This information is kept constantly accurate and up-to- 
date by a loose-leaf bulletin service issued every two weeks. 


A Few of the 1001 Questions Which Exporters’ 
Encyclopaedia Answers: 


Where is Patapo? 
of lading are issued? 


What is the definition of net weight to be stated on the customs 
declaration covering parcel post shipments to Venezuela? 


Must weights appear on packages shipped to Guatemala ? 
When are certificates of origin necessary on shipments to Ecuador? 
What form of certificate of origin is prescribed for Colombia? 


What are the maximum dimensions allowed on parcel post shipments 
to Honduras? 


What measures have been taken by the- United Kingdom to control 
imports in wartime? 


What is the nearest port to which through bills 


What imports are exempt from the requirements of an import license? 


What is the rate for a three minute telephone call from New York 
to Bangkok, Thailand? 


What is the meaning of the ‘‘Red Clause” in letters of credit? 


Under what conditions is it possible to make a “to order’ shipment 
to Panama? 


Under what circumstances may a shipment be made to Colombia 
without possession of the import license? 


If you discover an error in the consular invoice for Brazil after the 
ship has sailed, what is the remedy? 


What significance for exporters has “The Proclaimed List of Certain 
Blocked Nationals ?”’ 


Thousands of firms have used and endorsed our Service 
over the past thirty-seven years. 


“Essential to all doing export business.” 


“Invaluable in solving the problems that export business poses every 
day.” 


“We would not like to be without’ this publication.” 


Send No Money — On Approval 


The EXPORTERS’ ENCYCLOPAEDIA is always sent on approval. 
If for any reason at all you find it does not meet your requirements 
return the book express collect. But if you ever make an export ship- 
ment, you owe it to yourself to examine this Service. The cost is less 
than $2.00 a month and it may save you many costly errors. 


EXPORTERS’ ENCYCLOPAEDIA, 20 Vesey Street, New York 

Please send the 1943 EXPORTERS’ ENCYCLOPAEDIA for FREE 
examination. We will either return the book express cellect or remit 
$20.00 in full payment for the Encyclopaedia and Supplementary Bulle- 
tins for the year. 
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Digest of New Complaints 


No. 28931, S. C. Sims, dba The Hazen Hay Co., Hazen, Ark., vs. Chi 
cago, Rock Island & Pacific Railway Co. (Frank O. Lowden ang 
Joseph B. Fleming, Trustees) et al. 

Charges, rice straw, shipped from Hazen, Ark., to Terre Haute 
Ind., from Nov. 19 to Nov. 26, 1941, in violation of sections 1 anj 
6. Asks cease and desist order, reasonable rates and reparation, 
(F. B. and G. M. Stephen, 19 S. Wells St., Chicago, Ill.) 
28932, Cincinnati Meat Packers’ Association vs. The Alton Rai. 
road Co. et al. 

Rates on fresh meats and/or packing house products, from Cip. 
cinnati, Ohio, to points in Ill., Ind., Ky., Mich., Pa. and W. Va, 
in violation of sections 1 and 3. Asks cease and desist order, 
reasonable and nonpreferential or nonprejudicial rates for future, 
(C. W. Riley, 2109 Central Life Bldg., Cincinnati, O.) 

- 28933, Aeolian American Corporation vs. New York, New Haven & 
Hartford Railroad Co. (Howard S. Palmer, Henry B. Sawyer, and 
James Lee Loomis, Trustees). 

Second class rate of 90 cents charged and collected on shipments 
of piano keys and actions in the period April 27, 1940, to April 20, 
1942, unreasonable to the extent it exceeded third class rate of 
74 cents. Asks reparation. (Abner Pollack, 1148 Manor Ave., New 
York, N. Y.) 

28934, Pomona Tile Manufacturing Co., Hollywood, Calif., and 
Utility Eiectric Steel Foundry Co., Los Angeles, Calif., vs. U. P. 
et al. 

Rates and charges, frit furnace lining brick, shipped in Juj 
and October, 1940, from St. Louis, Mo., to Pomona, Calif., and 
ground ganister rock, shipped Feb. 12, 1940, from Mt. Union, 
Pa., to Los Angeles, Calif., in violation of sections 1 and 6. Ask 
reparation. (E. W. Cox, 406 South Main St., Los Angeles, Calif.) 


SENATE 1. C. COMMITTEE 


The Senate has approved the following assignments of 
Democrats and Republicans to the Senate interstate commerce 
committee for the Seventy-eighth Congress: 

Democrats: Wheeler, of Montana, chairman; Smith, of 
South Carolina; Wagner, of New York; Barkley, of Kentucky; 
Bone, of Washington; Truman, of Missouri; Johnson, of Colo- 
rado; Hill, of Alabama; Stewart, of Tennessee; Clark, of Idaho; 
Tunnell, of Delaware, and McFarland, of Arizona. ‘ 

Republicans: White, of Maine; Austin, of Vermont; Ship- 
stead, of Minnesota; Tobey, of New Hampshire; Reed, of Kan- 
sas; Gurney, of South Dakota; Brooks, of Illinois; Hawkes, of 
New Jersey, and Moore, of Oklahoma. 


RATES TO PUERTO RICO 

The Maritime Commission, by an order in No. 623, In- 
creased Rates, U. S. Atlantic Ports to Puerto Rico, Pan Ameri- 
can Steamship Co., Inc., suspended from Jan. 15 to May 14 
the operation of original pages 5, 6, 7 and 9 to Pan American 
Steamship Co., Inc., tariff U. S. M. C. F. No. 1, proposing 
establishment of rates on foodstuffs from the port of New 
York to Puerto Rico and the Virgin Islands. Suspension was 
asked by the Office of Price Administration on the ground that 
the proposed rates were higher than those charged by most 
operators carrying commodities between New York and 
Puerto, as well as above the level of rates applicable via ships 
controlled by the War Shipping Administration (see Traffic 
World, Jan. 16). 

The commission announced, Jan. 21, that the schedule had 


been withdrawn and that it had ordered discontinuance of the 
proceeding. 


REQUISITIONING ACT EXTENSION 

The Senate committee on military affairs has favorably 
reported S. 217, extending from June 30, 1943, to June 30, 1944, 
the act of Oct. 16, 1941, authorizing the President to requisition 
property required for the defense of the United States. 

“The War Department believes that extension of the powe! 
to requisition property, as conferred by the act of Oct. 16, 1941, 
is essential to the prosecution of the war,’ said Secretary of 
War Stimson in a letter to Chairman Reynolds, of the commit 
tee. “That power has been exercised frequently, particularly 
in obtaining railroad rails and other property for the war effort, 
where negotiations for acquisition by purchase have been wul- 
successful.” 


ANNUAL EXPORTERS’ ENCYCLOPAEDIA 

The Exporters’ Encyclopaedia for 1943 has been published 
by Thomas Ashwell and Company, New York, the company has 
announced. It includes consular regulations, import restrictions, 
shipping routes, mail and parcel post routes, and other infor- 
mation applicable to trade between the United States and 16° 
countries, and general information on marine insurance, export 
packing, financing of exports, and foreign weights and measures. 
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A Standard Size File Folder 


Containing Complete Samples 





APPROVED TRAFFIC FORMS Conform to Latest U. S. 
Regulations and Consular Requirements 


Send, today, for your FREE handy file 
folder containing complete samples of 
Hordet’s “World-Wide” approved traffic 
forms. Domestic and export forms are 
included, as well as special Motor Carrier 
and Receiving Department forms. 


You will want to standardize on these 
accurate, authoritative shipping forms. 
Stocks are complete—Service 
is prompt. Ask us about spe- 
cial forms printed to your 


order. 
* 





First with the Newest Forms 


231 So. Jefferson St., Chicago, Ill. 


Horder’s, Inc., 231 So. Jefferson St., Chicago, Illinois. 


Please send me, without obligation, your free bound folder 
of approved traffic forms. 


MON raced Shock occas ici tian siasistees cto magne 
Company 
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Questions and Answers 


(Continued from page 230) 


by the limitations upon the application of Item 2290, the rate 
of $1.19 per 100 pounds cannot be applied. 


Tax on Freight Transportation—Shipments Consigned to 
Governmental Agencies at Prepay Stations 


Ohio.—Question: Will you kindly advise the procedure to 
follow regarding payment of the 3 per cent transportation tax 
on a shipment destined to a non-agency station, consigned to 
a state, county or municipality, which as you know are exempt 
from paying the transportation tax. 

The shipment being prepaid and the shipper being subject 
to the tax he naturally will have to prepay the tax or have 
some documentary evidence to present to the railroad showing 
that the tax is not applicable on the shipment in question. It js 
understood, of course, that the goods are bought f. o. b. ship. 


ping point and the transportation charges are borne by the 
consignee. 


Is there an exemption certificate, affidavit or any kind of 
a document that the state, county or municipality can furnish 
the shipper, whereby the shipper can avoid paying the 3 per 
cent tax, or should the 3 per cent tax be added on the invoice 


and the matter of refund of this tax be handled by the tax 
exempt consignee? 


Answer: To our knowledge the only exemption from the 
new government tax is on an amount paid by the United States 
or any agency or instrumentality thereof or by a state or 
political subdivision of a state when the payment is made 
directly to the carrier by the governmental agency. Therefore, 
in the case of a prepay shipment, the transportation charge and 
tax must be paid by the consignor, regardless of the fact that 
if the shipment had been delivered to a state or political sub- 
division thereof at an open station and the transportation 
charges were paid direct to the carrier, there would have been 
no tax assessed. 


We know of no exemption certificates, etc., available so 
as to make it possible to avoid payment of the tax. The only 
remedy, in our opinion, would be to explain the circumstances 
to the consignee and send future shipments to agency stations 
or make arrangements with the state for reimbursement of the 
tax under such conditions. 


Tax on Freight Transportation—Shipments Consigned to 
Governmental Agencies, Sold on Delivered Basis 


Illinois.—Question: Will you please advise whether the 
3 per cent government tax on freight charges is applicable on 
shipments of butter or food products consigned to U. S. Army 
Camps, that are sold on a delivered basis and where the seller 
pays the freight charges. 


Answer: It is our opinion that the 3 per cent government 
tax must be paid on such type of shipments and be absorbed 
by the seller. The case you present covers merchandise that 
is sold on a delivered basis and therefore the receiver has no 
interest in the transportation charge or the tax which has been 
paid by the consignor at the point of origin. 


Tariff Interpretation—Application of Rule 30 of Consolidated 
Classification 


Illinois.—Question: We are shipping, in carload quantities, 
a commodity which, so far as Rule 30 of Consolidated Classifi- 
cation 15 and free dunnage is concerned, falls under paragraph 
(c), Section 2 of the aforementioned Rule 30. 


I should like to have your opinion as to the maximum of 
free dunnage we are allowed under paragraph (c), when the 
lading weighs 59,500 pounds and the actual weight of the 
dunnage is 500 pounds, the lading and dunnage totaling 60,000 
pounds. The commodity we are shipping, under O. D. T. Order 
No. 18 and a special directive thereto, is considered to be loaded 
in compliance when there is 60,000 pounds in the car. 

Answer: Under the provisions of paragraph (c) of Section 
2 of Rule 30, an allowance of not to exceed 500 pounds for 
dunnage is made when cars are loaded to not less than the 
marked capacity, or when cars are loaded so as to occupy and 
utilize all of the practicable storage space of the cars but not 
less than the authorized minimum carload weight. 


Therefore, unless the above conditions are met, the provl- 
sions of paragraph (c) are not applicable, and the provisions 
of either paragraph (a) or paragraph (b) of Section 2 apply, 
depending upon the percentage by which the loading exceeds 
the minimum carload weight of the commodity or the weight 
in excess of the carload minimum weight declared by the ship- 
per on the bill of lading. 
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QUANAH, ACME & PACIFIC RAILWAY, Quanah, Texas 


W. L. RICHARDSON, Traffic Manager 


This husky fellow was designed to furnish 

the motive power for one of the Union 
Pacific fleet of Limited trains providing com- 
fortable passenger transportation between 
Chicago and the West Coast. Today, he and 
many like him are performing an important 
war-time task. Uncle Sam has called on the 
railroads, not only to move vast quantities 
of war materials, but also to transport 
thousands of men in service. Thus, we are 
not always able to provide preferred accom- 
modations for civilians who find it necessary 
to travel. To these patrons, Union Pacific 
wishes to express its appreciation for their 
patience and cooperation. 


L. T. WILCOX 
General Freight Traffic Manager 
Union Pacific Railroad 
Omaha, Neb. 


UNION PACIFIC RAILROAD 


ROAD OF THE STREAMLINERS AND THE CHALLENGERS 
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Docket of the Commission 


OTE—Items in the docket marked with an asterisk (*) have been 

added since the last issue of THE Trarric WorLp. New assignments 
on the Commission’s docket of dates later than herein shown 
not bear asterisks when they do appear. Current cancellations 
postponements announced too late to show the change in this 

docket will be noted elsewhere. 


January 25—Asheville, N. C.—Battery Park Hotel—Examiner Baker: 
MC F-1980—Smoky Mountain Stages, Inc., purchase, Smoky Moun- 
tain Transit Co., Inc. 


MC F-2032—Smoky Mountain Stages, Inc., purchase, J. W. Wright 
et al. 


January 25—Brooklyn, N. Y.—St. George Hotel—Examiner Cantrell: 
MC 26001 Sub. 1—American Freightways Co., New York, N. Y., cer 
tificate to extend operations. 
January 25—Brooklyn, N. Y.—St. George Hotel—Jt. Bd. 42: 


MC 50307 Sub. 6—Interstate Dress Carriers, Inc., New York, N, yY,, 
certificate to extend operations. 


January 25—Kansas City, Mo.—Hotel Pickwick—Examiner Peterson 
and Jt. Bd. 36: 
MC 46599—Healzer Cartage Co., Hutchinson, Kan. 
MC 52746 Sub. 18—Knaus Truck Lines, Inc., Kansas City, Mo., cer 
tificate to extend operations. 
MC 20129 Sub. 1—Mooney Moving and Storage Co., St. Joseph, Mo,, 
certificate to extend operations. 
January 25—Oklahoma City, Okla.—Skirvin Hotel—Examiner Cox: 
"MC F-2011—Moss Patterson, control, Southwestern Motor Carriers 
Corp. 


MC F-2010—Santa Fe Trail Transportation Co., purchase, J. B. Du- 
laney. 
January 25—Roanoke, Va.—Hotel Patrick Henry—Examiner McCaslin: 
MC 61825 Sub. 1—Roy Stone Transfer Corporation, Martinsville, Va., 
certificate to extend operations. 
January 26—Atlanta, Ga.—Henry Grady Hotel—Examiner Yardley: 
1. & S. M-2151—Groceries, Ala. to Ala. and Tenn. 
January 26—Bellingham, Wash.—U. S. Ct.—Dept. of Pub. Service: 
Finance 13961—Application C. M. St. P. & P. for abandonment of line 
from Goshen Junction to Kulshan, Wash. 
January 26—Brooklyn, N. Y.—Hotel St. George—Examiner Cantrell: 
MC 103747—A. Burr, common carrier application. 
MC 13132 Sub. 8—Westchester Motor Lines, Mt. Vernon, N. Y., cer 
tificate to extend operations. 
January 26—Chicago, IIl.—Sherman Hotel—Examiner Peterson: 
MC C-353—The L. V. Brandt Corp. vs. Hayes Freight Lines, Inc. 
January 26—Chicago, IIl.—Sherman Hotel—Jt. Bd. 149: 
MC 59173 Sub. 1—Waterbury Trucking Co., Waukegan, Ill. 
January 26—Milton, Ore.—Fed. Bldg.—Pub. Utilities Com. of Ore.: 
Finance 13941—Application of Walla Walla Valley, Oregon-Washing- 


ton R. R. & Navigation Co., and Un. Pac. to abandon approximately 
4.91 miles, in Umatilla County, Ore. 


January 26—Roanoke, Va.—Hotel Patrick Henry—Jt. Bd. 108: 
MC 104004 Sub. 17—Associated Transport, Inc., New York, N. Y., 
certificate to extend operations. 
January 26—Washington, D. C.—Examiner Valentine: 
Fourth section ap. 19942—Sugar to the southwest. 


January 26—Washington, D. C.—Examiner Romero: 
‘Finance 14061—Application of L. & A. for authority to lease and 
operate Black River branch of Mo. Pac., etc. 


January 27—Atlanta, Ga.—Henry Grady Hotel—Examiner Baker: 
MC F-1948—R. M. Bowman, purchase, J. D. Jordan, Jr. 
January 27—Brooklyn, N. Y.—St. George Hotel—Examiner Cantrell: 
MC 42261 Sub. 3—Langer Transport Corp., Jersey City, N. J., ce™ 
tificate to extend operations. 
January 27—Chicago, I!1.—Sherman Hotel—Jt. Bds. 149 and 21: 


MC 77782 Sub. 2—Associated Freight Forwarders, Pittsburgh, Pa. 
certificate to extend operations. 


MC 103370 Sub. 10—Best Motor Lines, Inc., Dallas, Tex., certificate 
to extend operations. 
January 27—Columbus, Ohio—State Comm.—Jt. Bd. 117: 
MC 66562 Sub. 175—Railway Express Agency, Inc., New York, N. ¥. 
certificate to extend operations. 
MC 66562 Sub. 177—Railway Express Agency, Inc., New York, N. ¥» 
certificate to extend operations. 
January 27—Roanoke, Va.—Hotel Patrick Henry—Jt. Bd. 245 and Ex: 
aminer McCaslin: 
MC 104115—A. J. Smith’s Transfer, Pulaski, Va., certificate. 
January 27—Washington, D. C.—Argument: 
* MC F-1775—Allied Van Lines, Inc., pooling. 
January 27—Washington, D. C.—Examiner Cremins: 
* Finance 10992—N. Y. N. H. & H. reorganization. 
January 28—Amarillo, Tex.—Capitol Hotel—Examiner Cox: 
MC F-2033—L, F. Miller and F. D. Miller, purchase, H. H. Davis. 
January 28—Brooklyn, N. Y.—St. George Hotel—Jt. Bds. 67 and = 
MC 61816 Sub. 1—J. K. Holohan, Plainsboro, N. J., permit to exten 
operations. 
MC 103684—F. Miranda Coal Sales, Bronx, N. Y., certificate. 
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We 


Since 1919 Delta Line has been maintain- 
ing high standards with regular liner service 
between the Americas. Although our normal 
service is necessarily suspended, we, as part 
of the American Merchant Marine, are proud 
of our contribution to the war effort. 


For the duration, our vessels and all of our 
organization ashore and afloat are dedicated 
to an all-out effort for a speedy and decisive 
victory. 


MISSISSIPPI 


SHIPPING COMPARY, INC. 


Chicago Office: 140 S. Dearborn Street 
New Orleans Office: 501 Hibernia Bank Building 
New York Office: 2841-17 Battery Place 


AS IMPORTANT as their manufacture, is the 
arrival in good condition of replacement 
and repair parts. Whether such material goes 
into storage or travels thousands of miles over 
land and sea, it must be packed in containers 
which meet Uncle Sam’s specifications. 


Co-operating with scores of manufacturers 
of war products, General Box engineers have 
obtained wide experience and a thorough 
knowledge of the requirements for war prod- 
ucts containers. 


If you have a shipping container problem, 
General Box may be able to solve it quickly, 
may be able to help you determine which of 
the allowable alternates is most practical for 
your product. Write us. 


For manufacturers of war products: General Heavy 
Duty Wire-Bound and Nailed Wooden 


BOXES and CRATES 


For Domestic Service: Corrugated BOXES and Wood 
Cleated Fibreboard CRATES 


Discontinued for the Duration: Generalite and Nailed 
Strapped BEVERAGE CASES 


GENERAL 
{o> Cerys 


GENERAL OFFICES: 50 West Illinois Street, Chicago, Illinois 
DISTRICT OFFICES AND PLANTS: Brooklyn, Cincinnati, Detroit, 
East St. Louis, Kansas City, Louisville, Milwaukee, New Orleans, 
Sheboygan, Winchendon; Continental Box Company, Inc.: Houston, 
Dallas. 
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ST. LAWRENCE WAREHOUSE, INC. 


1 VAN HORNE AVENUE, MONTREAL, CANADA 
Fast, Efficient Distribution to Your Canadian Customers 


SPECIAL DEPARTMENT COVERING SALES, CUSTOMS and 
TRAFFIC INFORMATION for U. S. SHIPPERS to CANADA : 


200,000 Sd. FT. 
OF MODERN 
FIREPROOF 


D4A-0* & 


LOCATED IN THE 
EXACT CENTER 


CO-2) 


a RN ABI 


~4C0 


= 70 
A 70 


SPACE 


12 mo-pz>rnamz | 
1 : 


OF THE CITY OF 
MONTREAL 


CANADIAN CUSTOMS BOND, PRIVATE SIDING—8 CAR CA- 
PACITY—FREE SWITCHING. ALL RAILROAD CONNECTIONS : 


FRANK J. TULLY, Special Representative 
277 Broadway New York City 
Telephone—Worth 2-0428 


DAILY 
Dyigae| 
SERVICE 


|AY TON 
INDIANAPOLIS 
TERRE HAUTE 


MT.VERNON 


HARRISBURG 


CaiRO fpaDpuCAH 


OKLAHOMA CITY 


JACKSON 
TENN. 


MEMPHIS 


VIKING FREIGHT CO., General Offices, ST. LOUIS 
asl@Nere DAYTON INTENT Zeya MEMPHIS 
OKLAHOMA CITY PADUCAH TULSA MT. VERNON, ILL 


TRAFFIC WORLD 


January 28—Chicago, IIl.—Sherman Hotel—Examiner Peterson: 

MC 8341 Sub. 2—Hall Transfer Co., South Bend, Ind., certificate to 
extend operations. 

January 28—Cincinnati, Ohio—Gibson Hotel—Jt. Bds. 37 and 208: 
MC 906 Sub. 13—Consolidated Forwarding Co., Inc., St. Louis, Mo, 

certificates to extend operations. 
MC 30697 Sub. 3—R. E. Dieckbrader, Cincinnati, Ohio, permit to ey. 
tend operations. 

January 28—Washington, D. C.—Argument: 

Finance 13773—Application of A. T. & S. F. for permission to abandon 
line between Anthony, Kan., and Cherokee, Okla. 

January 28—Washington, D. C.—Examiner Reigner: 

Il. & S. M-2149—Minimum rate stops in the east and New Englan¢, 

January 28—Washington, D. C.—Examiner Johnson: 

* 1, & S. 5181—Furniture between Calif., Nev. and Utah. 

January 29—Brooklyn, N. Y.—St. George Hotel—Examiner Cantrell: 
MC 104101—Ramapo Valley Distributors, Inc., Suffern, N. Y., permit, 
MC 52304 Sub. 1—O’Dare’s Horse Pullman, Baisley Park, Long Island, 

N. Y., certificate to extend operations. 
1. & S. M-2139—Mineral wool, So. Plainfield to Conn., Mass. and R,], 

January 29—Charleston, W. Va.—Pub. Service Comm.—Examiner Dunn; 
MC 58990—Parsons-Thompson Co., Clarksburg, W. Va. 

MC 104024—De Haven Transfer & Storage, Mt. Gay, W. Va., cer 
tificate. 

January 29—Chicago, IIl.—Sherman Hotel—Jt. Bd. 13: 

MC 72997 Sub. 4—Liberty Trucking Co., Chicago, Ill., certificate to 
extend operations. 

January 29—Louisville, Ky.—Kentucky Hotel—Jt. Bd. 105: 

MC 126 Sub. 10—Huey Motor Express, Florence, Ky., certificate to 
extend operations. 

January 29—Tampa, Fla.—Floridan Hotel—Examiner Baker: 

MC F-2001—D. E. Hunt, purchase, St. Johns River Line Co. 

January 29—Washington, D. C.—Argument: 
28842—Dayton Union Railway Co. tariff for red cap service. 

January 29—Washington, D. C.—Examiner Lyle: 

Finance 13772 and 13776—A. T. & S. F. abandonment. 

January 30—Washington, D. C.—Examiner Romero: 

* Finance 14041—Application of A. C. L. for authority to acquire prop- 

erties, rights and franchises of Belt Line in Montgomery, Ala. 

January 30—Albuqueérque, N. M.—Hilton Hotel—Examiner Cox: 

MC F-1998—R. G. Spitzer, control, Navajo Freight Lines, Inc. 
MC F-2044—L. D. Harris, control, Colo.-.New Mexico Express, Inc. 

January 30—Brooklyn, N. Y.—St. George Hotel—Examiner Cantrell: 
1. & S. M-2146—Stop-off, partial unioading—Doe Motor Lines, Inc. 

January 30—Chicago—Sherman Hotel—Examiner Peterson: 

1. & S. M-2127—Butter, eggs, poultry, Ia. and Neb. to Mich. points. 

February 1—Brooklyn, N. Y.—St. George Hotel—Examiner Cantrell: 
MC 95431 Sub. 1—B. Friedman, Lakewood, N. J., certificate to extend 

operations. 

February 1—Chicago, IIl.—Sherman Hotel—Examiner Peterson: 

MC 24139 Sub. 1—Perkins Truck Co., South Bend, Inc., certificate te 
extend operations. 

February 1—Chicago, IIl.—Hotel Sherman—Jt. Bd. 21: 

MC 96505 Sub. 6—Steel Transportation Co., Inc., Kansas City, Mo., 
permit to extend operations. 

February 1—Jacksonville, Fla.—Hotel Mayflower—Examiner Baker: 

* MC F-2048—Flamingo Truck Lines, Inc., purchase, C. F. Peters. 

February 1—Washington, D. C.—Examiner Weems: 

1. & S. 5178—Agricultural implements, Twin Cities to N. D. 

February 1—Washington, D. C.—Examiner Lyle: 

* Finance 14079—Application of trustees of C. of N. J. for authority 

to acquire trackage rights over lines of Reading Co. and L. &N. 
E. at Catasauqua, Pa. 
February 2—Brooklyn, N. Y.—St. George Hotel—Examiner Cantrell: 


MC 13780—Sofia Brothers, Inc., New York, N. Y., certificate or 
permit. 


* 1. & S. M-2093—Minimum weight on tri-sodium phosphate. 
February 2—Buffalo, N. Y.—Hotel Buffalo—Examiner Lawton: 
1. & S. M-2160—Minimum class rate stops in central and eastern states. 
1. & S. M-2164—Minimum rates and restrictions from east, west and 
south. 
February 2—Madison, Wis.—Public Service Comm.—Jt. Bds. 96 and 142: 


MC 66562 Sub. 400—Railway Express Agency, Inc., New York, N. Y: 
certificate. 


MC 79113 Sub. 2—Bollinger Transport Service, Inc., Eleva, Wis., cel 
tificate to extend operations. 


February 2—Memphis, Tenn.—Peabody Hotel—Examiner Bradford: 
1. & S. M-2145—Commodities over the lines of G. S. Fraps, Jr. 


1. C. C. PRACTITIONERS 

The following have been admitted to practice before the 
Commission: 

Peter T. Beardsley, Washington, D. C.; Lemuel Showell 
Blades, Jr., Elizabeth City, N. C.; Solomon Blatt, Barnwell, 
S. C.; Joseph Searcy Bracewell, Houston, Tex.; P. Peter Briola, 
Ellsworth, Me.; Edward William Dailey, Burlington, Ia.; AT 
thur Frank, New York, N. Y.; Glenwood C. Fuller, Grand 
Rapids, Mich.; Charles McDowell Gillan, Jr., Baltimore, Md. 
James H. Herbert, Kansas City, Mo.; Lewis H. Hill, Jt 
Tampa, Fla.; Quincy Byrum Hurst, Hot Springs, Ark.; Harty 
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Traffic and Administrative 
Executives ...... 


Consider our Mileage Guide No. 4, MF- 
I. C. C. No. 27, indispensable for checking 
motor freight bills, auditing travel expenses 
and countless other uses. 


Charts contain 124,875 alphabetically ar- 
ranged specific distances between 500 cities 
and towns in the United States and Canada 
with over 40 pages of state and regional maps 
displaying actual mileage between practically 
all intermediate and “off-line” points in the 
United States and Canada. 


This publication is currently revised and 
published in strict accordance with I. C. C. 


requirements for clarity and accuracy. 


Subscription price $4.00 per copy. Including supple- 
ment service $6.00 per copy. 


Household Goods Carriers’ Bureau 
J. F. ROWAN, Executive Secretary 
1424 Sixteenth Street, N. W. 


digem 


Washington, D. C. 
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Efficient Handling 
for Perfect Shipping— 


The Green Bay & Western lines provide an impor- 
tant link for freight moving between the East and 
West. Careful and expedient handling of freight 


assures dependable, on-time deliveries. 


GREEN BAY & WESTERN LINES 


General Office: Green Bay, Wis. > L. C. Jorgensen, Traffic Mgr. 











TRAFFIC WORLD 


Lawrence Kapiloff, Long Island City, N. Y.; Fred Charles 
Philby, Louisville, Ky.; Rudolph E. Puchner, Wausau, Wis.; 
Louis H. Rubinstein, New York, N. Y.; Watts Arthur Shelly, 
Detroit, Mich.; Frederick Silver, New York, N. Y.; Lewis 
Holmes Ulman, Washington, D. C.; Max Eddy Utt, Los An- 
geles, Calif.; and Carlton Wright, Rome, Ga. 


N. Y. FREIGHT FORWARDER INQUIRY 

Following the hearing held in December at Brooklyn, N. Y., 
in No. 621, Port of New York Freight Forwarder Investigation, 
the Maritime Commission has issued an order requiring 83 New 
York freight forwarders and two Philadelphia forwarders to 
furnish the commission with a complete record of all individual 
forwarding transactions billed in January and February, 1940; 
June and July, 1941; and November and December, 1942, on a 
form furnished by the commission. 


STOPPAGE OF NON-WAR CONSTRUCTION 


The War Production Board announced, Jan. 20, that in 
the preceding 12 weeks it had ordered stoppage of construction 
projects having a total cost of $1,214,850,897, “in line with 
the policy of curtailing non-war work to free materials, equip- 
ment and other resources for more essential uses.” That 
— it said, included $104,968,736 for highways, bridges and 
tunnels. 


CLAIM PREVENTION BOOKLET FOR RAILROADS 


Information contained in bulletins to railroads issued by the 
Freight Claim Division of the Association of American Railroads 
on freight loss and damage prevention over a period of several 
years has been revised and collected in a pamphlet entitled 
“Loss and Damage Prevention: What Each Department Can 
Do.” The material has been divided into chapters addressed to 
the claim department, the operating department, the traffic de- 
partment, the police department and other railroad departments. 


It is summarized in a chapter on “General Prevention Opera- 
tions.” 


W. S. A. RATE ORDERS 


The War Shipping Admniistration has issued rate orders 
153 to 157, inclusive, specifying rates and surcharges as the 
maxima in which it will concur as a condition to granting, or 
to the continued recognition, of warrants authorized by the act 
of July 14, 1941. Order No. 153 covers balsa lumber (un- 
packed) from ports in Ecuador and on the west coast of Co- 
lombia to U. S. Pacific Coast ports; No. 154, towed barges, 
Atlantic coastwise bulk coal trade; No. 155, demurrage rates, 
bulk dry cargoes; No. 156, sugar from the Leeward and Wind- 
ward Islands, Trinidad and Netherlands Guiana to U. S. At- 
lantic and Gulf ports, and No. 157, coal in bulk from U. S. 
Atlantic ports to Cuba. 


W. S. A. SHORT LADING BILL FORM 

The War Shipping Administration has prescribed a uniform 
short form of bill of lading for use by operators of vessels 
owned by or under bareboat or time charter to, or operated by 
or for the use or acount of, the United States. The W. S. A. 
prescribed this form in supplement 7 to its general order No. 
16, applicable only on outbound shipments, for use on or before 
Feb. 1, 1943, from continental United States ports, excluding 
Alaska. The short form bill of lading is designated as 
‘“Warshipshortlading 12/15/42”. 


GENERAL TIRE BUYS RADIO NETWORK 

Organization of the Yankee Network of radio stations un- 
der ownership of the General Tire and Rubber Company has 
been completed, following approval by the Federal Communi- 
cations Commission, the company has announced. The network 
consists of 4 wholly owned stations and 17 affiliated stations, 
all in New England. It also includes two frequency-modulation 
stations. Officers of the organization include: President and 
treasurer, William O’Neil, president of General Tire; executive 
vice-president, H. Linus Travers; vice-president, Robert T. 
Bartley; assistant treasurer, R. F. Ide; members of the board of 
directors, John Shepard, chairman; L. A. McQueen, Samuel S. 
Poor, James W. Haggerty, Mr. Shepard and Mr. Travers. 


INDUSTRIAL POWER TRUCK TIRES 

The War Production Board has issued its supplementary 
order M-15-g, placing under its control the sale and delivery 
of new tires for industrial power trucks. A W. P. B. announce- 
ment said the order provided that no rubber tires for industri 
power trucks should be delivered for replacement purposes 
except to fill purchase orders rater A-1-a or higher on PD-1A 
certificates. 

“War orders are exempted from the restrictions, as ar 
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MERCHANTS MOTOR FREIGHT, INC. 


In the 
Middlewest 










RED BALL, INC.2= 






















A Special Commodity Common Carrier 
Motor Freight Service Between Points in 
COLORADO © OKLAHOMA « KANSAS 
ARKANSAS ¢ TEXAS ¢ LOUISIANA 


Modern Equipment, Quick Delivery 








Phone, Wire or Write 


MERCHANTS RED BALL, INC, SAPULPA, OK. 


5T. PAUL 


MOTOR FREIGHT IMC. minnesota 
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CORNELIUS GILBERT, Owner & Mgr. iekeOofort 


D. E. JUDD, JR., Ass’t Mgr. 


Gilbert Storage & Transfer Co. 
Office: 56-60 Seventh St., Lynchburg, Va. 


Three Warehouses— 
100,000 ft. of floor space 


General and Bonded Storage 
Forwarding and Transfer Agents 
Pool Car Distribution 


Lackawanna Dependable Freight Serv- 
ii laeniiine ice aids shippers ... plays its part in 
prorat helping America’s total war effort. 


LACKAWANNA 
THE LARGEST FLEET OF VANS IN THE WORLD! 


For Safe.. Sure.. Swift 
long-Distance Moving 


Member Mayflower Warehousemen's Assn. 
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” AreYou Making ‘7237 * 

re ou a Ing you want? 
Many of today’s important, well-paid Traffic Managers 
were yesterday students of LaSalle training in Traffic Man- 
agement. By home study in their spare hours they qualified 
for every phase of transportation work; won the ability 
that assures advancement. Opportunities now greater than 
ever emphasize the need for traffic experts; somewhere in 
this field bigger earnings await YOU. Write today for our 
free 48-page book, which tells you this training story in full: 
shows you how quickly, thoroughly and authoritatively 
you may be able to prepare for promotions that come only 
to the expert! There is no obligation—and “‘doing it now” 


may lead you to a new career. 
Address Dept. 195-TA 


» LASALLE EXTENSION UNIVERSITY, Chicago, Ill. 4 


A CORRESPONDENCE INSTITUTION 


“IF IT WILL HELP 
WIN THE WAR, AND 
IF IT’S LOOSE AT 
BOTH ENDS ....” 


See Inside Front 
Cover for Details__ 


NATIONAL DELIVERY ASSOCIATION 


ICC Docket 2161 INCORPORATED 
Representatives 
Principal Cities 

Covering 29 States 


Long Distance Moving 
Padded Vans 
Every Load Insured 


Serving Over 300 National Accounts 
Send for Circular 4D 
Full and Part Loads—Prompt Service 


Specializing in Transportation of Household Goods 
Since 1922 


GENERAL OFFICES 


639 New York Ave. N. W. Washington, D. C. 
Telephone—NATIONAL 1460-1461 


You can have— 

a rate book that makes 
rate finding really easy 
and saves time — that 
gives you 

—the 6% increase in- 
cluded in the printed 
rate 

—more information for less money 

—monthly supplements 

—that has proved its value—and all for 
less than 53c a week. It’s worth look- 
ing into. 


For less 
than 
53c 


a week 


Bia args MATE Ses 


Send for a copy on approval— 
no obligation 


NATIONAL FREIGHT RATE SERVIC 


Publishing Rates Since 1914 


DOWAGIAC 
MICHIGAN 





TRAFFIC WORLD 


orders for tires for new vehicles, with the provision that no 
vehicle manufacturer may have an inventory in excess of his 
requirements for 30 days,” said the W. P. B. “These tires 
are not now being rationed, but for the past several months 
the amounts of rubber allotted for their manufacture have been 
insufficient to meet the demand, resulting in a heavy backlog 
of orders. While it is proposed to increase the rubber allot. 
ments to fill essential requirements, the restrictions have been 
imposed to insure that the tires go only where they are vitally 
needed in important war industries.” 


M. C. WOODEN BARGE CONTRACT 

The Maritime Commission has announced that it has 
awarded a contract for construction of 20 knocked-down wooden 
barges to the Phoenix Engineering Co., of Milwaukee, Wis. It 
said the contract was on a “fixed price, lump-sum’’ basis of 
$11,964.54 for each barge. The barges, it added, would be 78 
feet long. The 20 barges would bring to a total of 350 the 
number of such vessels for which it had now awarded contracts, 
the commission said. 


CHANGES IN DOCKET 
Hearing MC 103696, January 21, Brooklyn, N. Y., canceled. 


Hearing |. & S. M-2134, January 22, Charlotte, N. C., postponed 
indefinitely. 


Hearing 28895, January 22, Washington, D. C., cancelled and re. 
assigned February 24, Washington, D. C., Examiner Johnson. 


MORE FOR YOUR DOLLARS! 
Iron & Steel Products, Ince. 
“Anything containing iron or steel" 
38 years' experience 


13450 S. Brainard Ave. 


Chicago, Ill. 
SELLERS s 


BUYERS TRADERS 


minx Haber a 
S.Wabash Ave. 
Chicago MOTOR EXPRESS 
INCORPORATED 
Daily Refrigerator Service Between 


CHICAGO ATLANTA, GA. INDIANAPOLIS, IND. MIDDLESBORO, KY. 
LEXINGTON, KY. LOUISVILLE, KY. KNOXVILLE, TENN. 


Connecting lines serving all points 'n Kentucky, Tennessee, North Carolina, Seuth Carolina and Georgia 


General Office 
8th & Kentucky Sts. 
Louisville, Ky. 


WETZEL DROP FRONT TARIFF FILES 


(IN SECTIONS) 


THE EASIEST WAY 


PRESERVE TARIFFS AND SAVE 
TIME AND FLOOR SPACE BY 
FILING YOUR TARIFFS FLAT. 


2,3, 4 AND 6 INCH DROP FRONT 
FILES ARE INTERCHANGEABLE 
ANDPROVIDE FORALL SIZES AND 
SUPPLEMENTS IN THEIR PROPER 


WRITE FOR INFORMATION 


P. A. WETZEL & SON 
408 S. LOMBARD AVE., OAK PARK, ILL. 


Oro Oer Oe Bee Bor Ser Sor Geo Ger Ger Gor Gere: Oe net er et ee 


Classified Advertising 


RATES: $1.00 a Line, Minimum 3 Lines 


Bx oe oy oy oo oe 0099292 e9 Bee Oooo Orr Oo O er Borer Ger@er Oe OerO-1 0G rr OOM 


FOR SALE—Kighteen bound volumes Traffic World, July-December, 
1932, through January-June, 1941. Also three-section sectional office 
bookease, light oak. Forced to sell. Reasonable. Box 95. Traffic 
World. 


——e 


POSITION WANTED—Experienced Industrial Traffic Manager. 
Registered practitioner I.C.C. Draft status 4-H. Complete information 
and reference on request. Box 96, Traffic World. 





